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“Here’s How 
YOU Can Cooperate... 


¥*& Give advance notice of car requirements 
¥%& Load all cars promptly 
¥%& Load cars to maximum capacity 


¥%& Unload all cars promptly 
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NOTICE TO OUR SHIPPERS | | - 


The United States Maritime Commission has requested the 
intercoastal lines to divert a number of their ships to routes 
and services more urgently required for purposes of national 
defense, and as we wish to cooperate with the Government 
to the fullest extent, it has been necessary for us to rearrange 


Ls our schedules. Prope 


is r : = : 7 Petro 
With fewer ships at our disposal, our North Atlantic service 


Air T 
will hereafter offer a sailing approximately once every ten Rail 1 
re . . Freig 
days. With the exception of Manhattan, however, which will he 
\ raffi 
' be omitted as a port of call for the time being, our itinerary Doing 
° ; Assoc 
will remain unchanged. 
Shipp 
Our South Atlantic service will be operated on a twenty day ae 
Perso. 
frequency, but, again in view of the lesser number of ships Docke 
available, Puerto Rico will be omitted until further notice. Diges 
; With the return of normal times, we expect to again increase Te 
our service to its previous status. Meanwhile, we hope that we Rane Regi 
: : : Publish 
; may continue to enjoy your support as we have in the past. | 
ee 
Publishin 
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AMERICAN-HAWAIIAN STEAMSHIP COMPANY 
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He is you and I and anyone else who has not spent all that he 
has taken in; who has put something by for a rainy day. He is the 
Investor. 

The Investor is representative of the labor of yesterday. He pro- 
vides the tools without which the labor of today would be without 
jobs, or, at best, sadly inefficient and utterly unable to support our 
standard of living. 


“The laborer is worthy of his hire” applies whether it be to the 
labor of today or to the labor of yesterday. 

In the railroad world, the labor of yesterday outnumbers em- 
ployees approximately two-to-one. There are, for instance, approxi- 
mately 1414 million savings bank depositors and 65 million life 
insurance policyholders. 


The labor of yesterday has invested some $24,000 per railroad 
employee of today. This is about four times as much as the invest- 
ment per employee in twenty-six typical major industries other 
than railroads. 

And yet, the statistics of that Governmental body, the Interstate 
Commerce Commission, based upon painstaking investigation, 
show conclusively that the railroads, far from being over-capitalized, 
are really under-capitalized. 


Public welfare demands a constant inflow of new money to keep 
the railroads modernized. That new money will not be forthcoming 
if the Investor be not given a fair deal. 


No one begrudges rail labor just compensation for faithful and 
loyal service; no one should begrudge the railroad Investor fair 
compensation as representing the labor of yesterday. 


The Emergency Board, currently dealing with the controversy 
between railroad management and railroad labor on wages, is 
confronted with the difficult problem of recommending a satis- 
factory division of the fruits of the railroad enterprise between the 
labor of yesterday and the labor of today. 
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National Defense and Freight Rates 


Whatever may be thought of the so-called na- 
® tional defense program of the administration in 
its wider and ultimate aspects, even those who believe 
in it and support it cannot refuse to admit that there is 
considerable of what is popularly known as “bunk” 
connected with it. Everybody with an ax to grind talks 
‘national defense” in its behalf. We are urged, for 
instance, to buy this or that kind of beer in the interest 
of national defense and the sponsors of radio programs 
work the idea to a nauseating: extent. Nor is the 
“bunk” confined to commercial racketeers and igno- 
ramuses. The government itself participates in it. 
President Roosevelt, for instance, in urging the neces- 
sity for the St. Lawrence Seaway as a national defense 
measure, is guilty of what is probably the most gigantic 
of all such frauds that have been perpetrated or at- 
tempted. 

Through the Office of Price Administration the gov- 
ernment is now devoting considerable attention to 
freight rates, and the necessity, in the interest of ‘‘na- 
tional defense,” for lower rates on this or that com- 
modity that government agencies themselves buy or 
that they are interested in having others buy and use 
in the defense program, is being assiduously pointed 
out. 

Insofar as this national defense argument is used 


only in negotiations with the transportation agencies, 
there is no particular harm done, on the face of things. 
It is merely a phase of bargaining in which the rail- 
roads and other transport agencies must be expected 
to look out for themselves and refuse to yield where to 
yield would create an unfair situation. The govern- 
ment, however, has an unfair advantage even in this 
aspect of business negotiation, for the railroads, for 
instance, notoriously timid in their dealings with gov- 
ernment even under normal circumstances, have some 
reason for their cowardice now, in common with other 
business men. They have the right, to be sure, to 
stand up for their interests, but everybody knows what 
is happening to those who oppose or obstruct the plans 
of the administration. There are many ways of bring- 
ing pressure to bear and working reprisals and some of 
them are being used. Not the least of them is the 
branding of “obstructionists” as unpatriotic. Nobody 
likes to be called names, especially in a time when 
what seems like a majority of our citizens agree with 
the President and his hatchet men when they use epi- 
thets like “copperhead,” “pro Hitler,” “Nazi lover,” or 
even “idiotic isolationist.” We still have a “free 
country” and even administration orators like to brag 
about it and tell citizens they have a right to express 
themselves—but do it and see what happens. Nobody 





OUR PLATFORM 
(THE LONG HAUL) 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 


way of group operating economies to help themselves and co- 
operation by shippers in such economies. 

Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in and knowledge of the matters with which 
they have to deal. 

Non-discriminatory and reasonable rates for shippérs, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


Every effort by railroads not only to expand their car 
and motive power supply to meet the present emergency 
demands, but to make their present supply go as far as pos- 
sible. Cooperation by shippers in these efforts. 

A firm attitude on the part of the railroads against the 
exorbitant demands of labor for wage increases, but a scien- 
tific treatment of the matter, nevertheless, by granting in- 
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creases, where they are justified, provided labor will consent 
to fair revision of working rules. 

A scientific and fair treatment of the transportation 
problem by the board created by Congress to make recom- 
mendations for legislation. 

Kill the St. Lawrence waterway proposal. 
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has yet been stood up against a wall and shot or even 
sent to a concentration camp, but reputations have been 
ruined for some and life made exceedingly unpleasant 
for many others. Of course, if there were enough 
people with “guts” who were willing to risk this sort of 
thing, it would not long continue, but most folks are 
timid and what they really think finds no place in pub- 
lic records. 


But when the Office of Price Administration, with a 
case before the Interstate Commerce Commission, hav- 
ing taken it there because of the failure of private 
negotiations, uses the “national defense” argument in 
support of its demand or request, it is urging that body 
to do something it has no right to do. The Commission 
is not or should not be governed by any extraneous 
considerations of national safety, or national health, or 
national anything else; it is constituted for the purpose 
of deciding what is a fair and reasonable rate to be 
determined by well known and definite factors. That 
the government—or the administration—may think 
that such and such a rate would be in the interest of 
its defense program is none of the Commission’s busi- 
ness; it may not even believe in the defense program; 
whether it does or not, however, it has no right, be- 
cause of “national defense” pleas, to make a rate that 
it could not otherwise justify. If government thinks it 
should do otherwise it has the power, through Con- 
gress, so to direct it. It has been done before through 
the Hoch-Smith resolution in the matter of preferential 
rates on agricultural commodities. We think such pro- 
cedure ill-advised, but it is at least legal and, if the 
Commission is expected to yield to considerations out- 
side those by which its conduct is governed under exist- 
ing law, it must be used. 

The Commission has always been properly jealous 
of its authority and jurisdiction. We have no reason 
to fear that it will not continue to be so or that it will 
not resent appeals made to it on improper grounds. 
And to the extent that a certain rate is asked for be- 
cause of the national defense program, it is being urged 
on improper grounds. Congress is the Commission’s 
only boss. It does not have to and we do not believe 
it will become a part of the crazy machine that sees 
the need of “national defense” behind every scheme 
sponsored by someone in position to use the argument 
more or less effectively. 


Rail Wage Controversy 


The well-meant offer of the President’s emergency 

board to arbitrate the differences between rail- 
road labor and management as to proposed wage in- 
creases, working rules, and vacations with pay, 
availed nothing. Management was willing to accept it, 
of course. It had previously offered to submit to arbi- 
tration and, anyhow, it is probably prepared to accept 
anything that the emergency board proposes. Labor 
refused, as expected. It had previously refused to sub- 
mit the case to arbitration and it believes in holding 
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out to the last, hoping that the threat of a strike will 
get the best results. So the board will now make its 
report to President Roosevelt as to what it thinks 
should be done; either party to the proceedings may 
accept or refuse to accept its verdict, but the men may 
not strike for thirty days after the report is received 
by the President. We shall see what we shall see. 

As we have before pointed out, management, in 
our opinion, made a tactical error in not making op- 
erating rules and agreements a part of this case. One 
of its best arguments against an increase in wages is 
that much money is now being paid to the men for 
work they do not do. 

It made another error, we think, in its treatment 
of the demand of the men for vacations with pay. Its 
refusal was not based on principle, but on expediency 
at this particular time. Vacations with pay for this 
kind of employes should have been denied on the 
ground that they are for men who have the interest 
of their employers at heart and sit up nights think- 
ing about it, and not for men who get extra pay for 
every minute of overtime worked, who are paid for 
much work they do not do at all, and who wouldn't 
give their employers the “whiskers from yesterday’s 
shave.” Vacations are a reward for hard and faithful 
service and a means of keeping in condition employes 
who work under the strain of helping make the busi- 
ness a success. Railroad “labor” doesn’t qualify in 
either respect. 

The board improved its record for unnecessary 
time consumption and complacent disregard of the law 
requiring it to complete its work in thirty days by ask- 
ing the President of the United States for another ex- 
tension of time—a request which he granted, though 
he had no authority to do so. The four days additional 
were “needed” because, on the next to the last day of 
the hearings, the son of one of the members of the 
board died, necessitating his absence from the last day 
and a half of the hearings and, presumably, from a day 
or so of the conferences essential to the preparation of 
the board’s report. Because there will be one less 
member part of the time to participate in the discus- 
sion and the preparation of the report the other four 
members need four days more in which to do the 
work! Seventy-five dollars a day is still the pay of 
each of the members of the board for this service. 


Transportation Law Violations 
We don’t know how far the outgivings of Thur- 
man Arnold, Assistant Attorney-General of the 

United States, represent a studied policy of the gov- 

ernment, though he is an officer of the Department of 

Justice and what he says is naturally to be taken as 

expressing the opinion of that department, but, to the 

extent that they do and that they may be put into 
effect by means of legal proceedings or otherwise, 
there is considerable cause for worry and expectation 
of confusion. 

In his speech at North Kansas City last week (See 
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Traffic World, October 18, page 1008) he not only 
gave voice to his opposition to proposed motor trans- 
port mergers, which had already been aired and is 
formally in evidence before the Interstate Commerce 
Commission, but he also condemned the conference or 
bureau method of making freight rates and adjusting 
competitive practices and the plan of the Association 
of American Railroads to center control of the refrig- 
erator car supply in the General American Tank Car 
Company, as well as pipe line dividends to shipper- 
owners as a form of rebate. His division, he said, was 
also inquiring into the use of the highways by private 
transportation. 

It would seem that, whatever technical justifica- 
tion there may be for these attacks, now is not the 
time for prosecuting them, at least from the point of 
view of the present government, which is centering 
all effort on a national defense plan in which it is ask- 
ing the cooperation of everybody. That kind of co- 
operation cannot be obtained, either as a matter of 
sentiment or of practical possibility, if accepted busi- 
ness practices are to be upset by a trust-buster with 
the bit in his teeth. Business should have at least some 
idea of what it can do and how it can operate without 
running afoul of Washington crack-pots and knights 
in shining armor. 

He gave evidence of a glimmer of intelligent 
thought, however, when he said the benefits to private 
operators from the use of public highways and water- 
ways, built at public expense, must be paid for, though 
even here he attacks the subject from the wrong end. 
He says these benefits must be reflected in reduced 
prices of the products of these favored persons. That 
would do nothing but upset the market and offer un- 
fair competition to persons not able to avail them- 
selves of such privileges. The remedy, of course, is 
tolls, or something like tolls, by commercial users of 
waterways, for instance, in payment for what they 
get from the public and to put them on a level with 
competitors who haven’t waterways at their doors. 
But even this, we should think, if the government’s 
dither over the war situation is justified, could wait 
until a better day. 


Free Distribution 


As is our custom, we are making to members of 

traffic clubs who are not subscribers for our publi- 
cation a free distribution of the October 25 number, 
containing the report of the convention of the Asso- 
ciated Traffic Clubs of America at Milwaukee this week. 
The extra distribution amounts to over 20 per cent. 
We do this, as we always explain, for the purpose of 
arousing interest among traffic club members in the 
things that should interest them and, in order to assist 
us in defraying the expense, we endeavor to get extra 
advertising, partly on the theory that the advertisers 
are helping in a good cause and partly on the theory 
that they are getting a bargain in boosted circulation 


1055 


at no additional cost. As usual also, we express our 
thanks to the advertisers who have helped and our 
congratulations on the good sense they have shown. 


Advisory Boards’ Estimates 


The freight loading forecasts of the thirteen regional ship- 
pers’ advisory boards in 1940 were only one-tenth of one per 
cent overestimated, according to a statement sent to railroad 
transportation officers by Chairman Kendall, of the A. A. R. 
car service division, showing the degree of accuracy between 
the estimated and actual carloadings for each quarterly period 
of 1940, as prepared by the boards. 

“In view of the many uncertainties confronting the com- 
modity committees,” said Chairman Kendall, “the showing is 
remarkable.” 

The Allegheny board’s estimates were over or under actual 
loadings in the four quarters of 1940 and for the year 1940 
as follows: First quarter, 2.3 per cent under; second, 1.1 per 
cent under; third, 5.4 per cent under, fourth, 6.7 per cent over, 
and 1940, one-tenth of one per cent under. 

Atlantic States board: First quarter, two-tenths of one 
per cent under; second, five-tenths of one per cent under; third, 
one-tenth of one per cent over; fourth, 8.8 per cent over; 1940, 
2.3 per cent over. 

Central Western board: First quarter, 4.1 per cent under; 
second, 4.3 per cent over; third, 6.8 per cent over; fourth, 4.1 
per cent over; 1940, 3.2 per cent over. 

Great Lakes board: First quarter, five-tenths of one per 
cent over; second, 15.5 per cent under; third, 9.2 per cent under; 
fourth, five-tenths of one per cent over; 1940, 5.8 per cent under. 

Mid-West board: First quarter, 2.5 per cent over; second, 
4.3 per cent under; third, 1.5 per cent over; fourth, four-tenths 
of one per cent over; 1940, two-tenths of one per cent over. 

New England board: First quarter, seven-tenths of one 
per cent over; second, 3.2 per cent over; third, 3.4 per cent 
over; fourth, 6.1 per cent over; 1940, 3.3 per cent over. 

Northwest board: First quarter, 8.2 per cent over; second, 
5.7 per cent under; third, 10.2 per cent under; fourth, 11.7 per 
cent over; 1940, five-tenths of one per cent under. 

Ohio Valley board: First quarter, two-tenths of one per 
cent under; second, 2.8 per cent over; third, 4.2 per cent over; 
fourth, 1.1 per cent over; 1940, 2.1 per cent over. 

Pacific Coast board: First quarter, four-tenths of one per 
cent under; second, 6.8 per cent over; third, 2.9 per cent over; 
fourth, three-tenths of one per cent under; 1940, 2.4 per cent 
over. 

Pacific Northwest board: First quarter, 5.1 per cent under; 
second, 1.6 per cent under; third, 1 per cent under; fourth, 2.6 
per cent over; 1940, 1 per cent over. 

Southeast board: First quarter, 4.8 per cent over; second, 
4.5 per cent under; third, 5.8 per cent under; fourth, 3.2 per 
cent under; 1940, 2.2 per cent under. 

Southwest board: First quarter, 3.8 per cent under; second, 
4.1 per cent under; third, 7.3 per cent under; fourth, 1.2 per 
cent over; 1940, 3.3 per cent under. 

Trans.-Mo.-Kans.: First quarter, 5.5 per cent over; second, 
9.9 per cent over; third, six-tenths of one per cent under; fourth, 
6.2 per cent over; 1940, 4.8 per cent over. 

All districts: First quarter, seven-tenths of one per cent 
over; second, 1.5 per cent under; third, 2.2 per cent under; 
fourth, 3.4 per cent over; 1940, one-tenth of one per cent over. 


CAR SUPPLY SITUATION 


“Solely because of lack of materials, principally steel, the 
railroad car ownership program on October 1 fell short by 
24,370 cars,” says an announcement by the Office of Emergency 
Management for Ralph Budd, defense transportation commis- 
sioner. “Under plans adopted in the middle of 1940 the rail- 
road freight car ownership was to be built up to 1,700,000 cars 
by October 1, 1941, and the figure for that date, which has 
just become available, indicates the total ownership was 1,675,- 
630 cars. Some of the deficit has been made up by increased 
repair of unserviceable cars which were reduced to 73,019 or 
4.4 per cent as against an original plan calling for reduction to 
6 per cent. Increased efficiency in the use of equipment has 
also helped and the peak period of carloadings is being handled 
with no serious transportation difficulties of any kind.” 


ORE MOVEMENT 


The recent collapse of a railroad bridge spanning the St. 
Mary’s Falls (Soo) canal, which temporarily halted the greater 
part of the flow of iron ore from Michigan and Minnesota to 
steel mills at southern Great Lakes ports, “undoubtedly” in- 
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volved the loss in ore deliveries to blast furnaces of between 
500,000 and 1,000,000 tons of ore, according to the Department 
of Commerce. It said this was “the lowest estimate” of the 
loss and that the total effect of the accident would never be 
known. 

Compared with a total of more than 62,000,000 tons shipped 
to the lake ports up to the close of September, the loss might 
not appear impressive, the department said, but, it added, 
the loss of ore deliveries became significant in view of the fact 
that enough ore must be carried in the eight months of open 
navigation to supply the blast furnaces using the ore for a full 
12 months. An additional 10 to 12 million tons would probably 
be moved before the close of navigation early in December, it 
predicted. Consumption of Lake Superior ore in the first eight 
months of 1941 was at the rate of 75,000,000 tons a year, and 
it was apparent, therefore, that had the Soo canal bridge not 
collapsed, shipments this year might well have balanced or 
might have exceeded consumption, it concluded. 

The office of Ralph Budd, defense transportation commis- 
sioner, has reported that for the 1941 season of navigation to 
date the four principal ore-handling railroads had loaded into 
boats a total of 62,657,737 tons of ore compared with 49,686,791 
in the corresponding period of 1940. 


CAR SURPLUS REPORT 


For the week ended Oct. 18, U. S. Railroads had an average 
daily surplus of 40,793 freight cars, according to the car service 
division of the Association of American Railroads. It was made 
up as follows: Plain box, 14,648; auto box, 2,435; total box, 
17,083; flat, 1,813; gondola, 5,430; hopper, 4,033; total coal, 
9,463; and miscellaneous, 12,434. 


Revenue Freight Loading 


Loading of revenue freight the week ended October 18, 
totaled 922,884 cars, according to the Association of American 
Railroads. The increase above the corresponding week in 1940 
was 108,975 cars or 13.4 per cent, and above the same week 
in 1939 was 66,595 cars or 7.8 per cent. 

Loading of revenue freight for the week of October 18 
increased 19,007 cars or 2.1 per cent above the preceding week. 

All districts reported increases compared with the corre- 
sponding weeks in 1940, and 1939. 


1941 1940 1939 

4 weeks Of JOMUREY «osccccccscccess 2,740,095 2,557,735 2,288,730 
@ works Of FOREMATY ....vccscseces 2,824,188 2,488,879 2,282,866 
eee errr 3,817,918 3,123,916 2,976,655 
ee ae” eee 2,793,563 2,495,212 2,225,188 
S epeiics OE BERG cna ss 0c0s sen .00s Oe 3,351,840 2,926,408 
ee Se ere 3,510,137 2,896,953 2,563,953 
SS EN co cist cake ensawepeye 3,413,427 2,822,450 2,532,236 
eS eee 4,464,458 3,717,933 3,387,672 
4 weeks of September .............. 3,539,171 3,135,122 3,102,236 
RE er ee 917,516 806,004 830,102 
oe ee ae | ee ers 903,877 811,906 839,952 
pe eo eer 922,884 813,909 856,289 

ee eR err tr ,- -34,007,761 29,021,859 26,812,287 


Revenue freight loading by districts the week ended Octo- 
ber 18 and for the corresponding period last year was reported 
as follows: 


Eastern district: Grain and grain products, 6,697 and 6,809; live 
stock, 1,192 and 1,334; coal, 34,507 and 21,893; coke, 3,643 and 3,201: 
forest products, 2,210 and 1,826; ore, 6,547 and 6,643; merchandise, 
L. C. L., 43,174 and 42,764; miscellaneous, 87,651 and 77,094; total, 
1941, 185,621; 1940, 161,564; 1939, 173,421. 

Allegheny district: Grain and grain products, 4,344 and 3,670: 
live stock, 1,042 and 1,075; coal, 44,133 and 33,128; coke, 6,210 and 
5,316: forest products, 1,232 and 1,226; ore, 13,978 and 13,525; mer- 
chandise, L. C. L., 31,261 and 28,052; miscellaneous, 93,886 and 79,635; 
total, 1941, 196.086: 1940. 165,627; 1939, 172,261. 
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Pocahontas district: Grain and grain products, 295 and 258; live 
stock, 349 and 339; coal, 43,528 and 30,383; coke, 652 and 536; forest 
products, 823 and 685; ore, 529 and 615; merchandise, L. C. L., 5,249 
and 5,831; miscellaneous, 7,945 and 7,769; total, 1941, 59,363; 1949, 
46,416; 1939, 57,274. 

Southern district: Grian and grain products, 2,344 and 2,845; live 
stock, 1,054 and 1,118; coal, 22,503 and 15,813; coke, 535 and 382; forest 
products, 16,166 and 13,111; ore, 1,612 and 1,524; merchandise, L. C, L,, 
26,203 and 28,299; miscellaneous, 59,024 and 48,981; total, 1941, 129,441. 
1940, 112,073; 1939, 119,055. 

Northwestern district: Grain and grain products, 11,892 and 10.034, 
live stock, 5,972 and 5,325; coal, 6,852 and 7,226; coke, 1,681 and 1,797: 
forest products, 11,901 and 11,266; ore, 40,466 and 42,288; merchandise, 
L. C. L., 18,576 and 18,790; miscellaneous, 48,900 and 42,839; total, 
1941, 146,240; 1940, 139,565; 1939, 135,737. 

Central Western district: Grain and grain products, 8,366 and 8,861; 
live stock, 11,138 and 11,209; coal, 11,025 and 8,531; coke, 202 and 347: 
forest products, 8,975 and 8,275; ore, 5,043 and 4,484; merchandise, 
L. C. L., 24,691 and 24,662; miscellaneous, 75,039 and 64,919; total, 
1941, 144,479; 1940, 131,288; 1939, 138,555. 

Southwestern district: Grain and grain products, 3,626 and 4,265: 
live stock, 2,058 and 1,959; coal, 5,065 and 3,715; coke, 119 and 120; 
forest products, 5,010 and 5,023; ore, 633 and 649; merchandise, L. C. L., 
10,138 and 10,391; miscellaneous, 35,005 and 31,254; total, 1941, 61,654; 
1940, 57,376; 1939, 59,986. 


NORTHWEST SHIPPERS’ BOARD 


The Northwest Shippers’ Advisory Board, at its fall meet- 
ing at the Alonzo Ward Hotel, Aberdeen, S. D., October 21, 
adopted a resolution recommending preferential priorities treat- 
ment for materials needed in freight car and locomotive con- 
struction and ordered a copy of it sent to Donald M. Nelson 
of the Supply Priorities and Allocation Board. It also adopted 
a resolution in support of the program of the National Asso- 
ciation of Shippers’ Advisory Boards for shipper cooperation 
in the program for efficient freight car use. 

L. C. Webster, secretary, Northwest Country Elevator As- 
sociation, described the way in which the Committee to Acquire 
and Disseminate Information on the Handling and Storage of 
Grain in the Northwest had succeeded in averting difficulties 
in the moving of the northwestern grain crop. J. A. Cole, re- 
gional director, Commodities Credit Corporation, described the 
government’s farm loan program. W. C. Griffin, assistant to 
the chairman, car service division, Association of American 
Railroads, spoke on national transportation conditions. 

Carl R. Gray, Jr., executive vice-president, Chicago, St. 
Paul, Minneapolis and Omaha Railway, spoke on military rail- 
way service at a luncheon sponsored by the Aberdeen Civic 
Association and the Traffic Club of Aberdeen. 


HANDLING OF EXPORT TRAFFIC 


Cars of export freight, other than grain or coal, unloaded 
at Atlantic, Gulf and Pacific ports in September this year to- 
taled 56,249 cars, the largest number unloaded in any one 
month since the compilation of these statistics began in No- 
vember, 1939, according to reports compiled by the Manager 
of Port Traffic and made public by the Association of American 
Railroads. 

__ “This exceeded by 238 cars the previous high record estab- 
lished in August this year,” according to the Association. “In 
September, 1940, there were 50,206 cars unloaded. 

“Cars of grain for export unloaded in September this year 
at these ports totaled 3,587, compared with 633 in the same 
month last year. 

“No congestion or delay to traffic exists at any of the 
Atlantic, Gulf or Pacific ports, due to the cooperation of steam- 
ship lines, port authorities, exporters and shippers.” 


For additional information with respect to car 
supply and related matters see, elsewhere, speech of 


Ralph Budd at convention of Associated Traffic Clubs 
of America. 





Revenue Freight Car Loading—Week Ended Saturday, Oct. 18 


Grain and Live 
Grain Prod. Stock Coal 
{ 1941 37,564 22,805 167,613 
Total: a TOSAS.... .....000000000% 4 1940 36,742 22,359 120,689 
| 1939 44,578 21,581 165,236 
Preceding week Oct. 11........... 1941 36,553 20,226 171,694 
Per cent increase over............ 1940 2.2 2.0 38.9 
Per cent decrease under.......... 1940 
Per cent increase over............ 1939 5.7 1.4 
Per cent decrease under.......... 1939 15.7 
1941 1,638,635 495,238 6,060,465 
Cumulative 42 weeks to Oct. 1841940 1,509,317 526,921 5,428,356 
(1939 1,580,485 543,383 4,680,269 
Per cent increase over............ 1940 8.6 11.6 
Per cent decrease under.......... 1940 6.0 
Per cent increase over............ 1939 3.7 29.5 


Per cent decrease under.......... 1939 8.9 


Per cent to 15 year average, 106.4. 


Forest Mase. 
Coke Products Ore L.C.L. Miscellaneous Total 
13,042 46,317 68,808 159,285 407,450 922,884 
11,699 41,412 69,728 158,789 352,491 813,909 
11,620 39,231 62,533 160,298 351,212 856,289 
13,159 44 832 64,096 160,718 392,599 903,877 
11.5 11.8 2 15.6 13.4 

iE 

12.2 18.1 10.0 16.0 7.8 

6 
546,199 1,771,700 2,259,750 6,531,279 14,704,495 34,007,761 
425,553 1,421,861 1,816,301 6,192,377 11,701,173 29,021,859 
295,797 1,249,412 1,315,632 6,339,225 10,808,084 26,812,287 
28.4 24.6 24.4 55 25.7 17.2 
84.7 ' 41.8 71.8 3.0 36.1 26.8 
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Decisions of Interstate Commerce Commission 
Railroad, Water, and Motor Transport 





Eastern Brick Rates 


In its report on further hearing in No. 26515, eastern brick 
rates, and cases grouped therewith, permitting the establish- 
ment of rates on brick and related articles, excluding paving 
prick, based on an increase of 30 cents a ton in rates exceeding 
$2 a ton which were in effect on Dec. 19, 1937, the Commission 
said the proposal related only to rates within official territory 
and from the St. Louis group and would in no instance result 
in an increase exceeding 9 cents a ton (see Traffic World, 
October 18, p. 984). 

For the most part it said it would result in reductions where 
the rates were over $3 prior to the general increases. The 
official territory carriers, petitioners, asserted that their pro- 
posal, while substantially restoring pre-existing group relations 
would about maintain their existing revenues. The carriers 
filed their petition, according to the report, as the result of 
brick manufacturers, principally those making refractory prod- 
ucts, asking them to obtain restoration of the group differentials 
which were disrupted wherever the rates exceeded $2 as the 
result of the decision in Fifteen Per Cent Case, 1937-38, 226 
L Cc. C. 41, wherein a general increase of 10 per cent was au- 
thorized on brick with the proviso that the increases previously 
authorized in General Commodity Rate Increases, 1937, 223 
LC. C. 657, should be taken into consideration. 

Several manufacturers of brick, other than refractory 
products, in central territory, by letters addressed to the Com- 
mission, opposed the revision sought by the carriers, urging 
that the proposals which would increase certain of the rates, 
which were higher than $2, would affect a substantial tonnage 
and would adversely affect their competitive situation. The 
Commission said the Pennsylvania Railroad in a special study 
of the face brick movement of the protesting parties, found for 
the first three months in 1931 these interests had shipped 700 
cars over its line, on which the revenue was $907 more than it 
would have been under the proposed revision. 

The Commission said no specific revision of outstanding 
fourth section order was necessary and that the authority 
granted to revise the rates might be considered authority for 
any increase that might result in the rates from or to the higher- 
rated intermediate points. It said that, generally speaking, 
the relative situation between rates from and to the inter- 
mediate points as compared with rates from and to more distant 
points woud be preserved. 

Findings in former reports, 174 I. C. C. 626, 185 I. C. C. 280, 
213 I. C. C. 543, and 218 I. C. C. 59, were modified to give effect 
to the new finding. The report also embraces the following 
cases : 


No. 22509, Brick Manufacturers’ Association et al. vs. Central Rail- 
road Co. of New Jersey et al. (174 I. C. C. 626); No. 23739, Victor 
Cushwa & Sons vs. Arcade & Attica Railroad Corporation et al. (185 
I, C. C. 280); No. 26874, General Shale Products Corporation vs. At- 
lantic Coast Line Railroad Co. et al. (213 I. C. C. 543); and the follow- 
ing fourth section appl cations: No. 12169, brick between points in 
official territory (192 I. C. C. 787, 201 I. C. C. 310), and the applications 
listed in the footnote on the title page of the original report therein; 
No, 15918, brick between points in trunk line territory (210 I. C. C. 
387); No. 16307, brick and hollow tile from Virginia and Tennessee 
(219 I. C. C. 576); No. 16570, brick in official territory (223 I. C. C. 514), 
and the applications listed in the footnote on the title page of the report 
therein; and No. 16987, firebrick in central territory (225 I. C. C. 443). 


LOADING MULTIPLE CARS IN WEST 


On further consideration in I. and S. No. 4664, handling car- 
load shipments in west, embracing I. and S. No. 4668, loading 
of multiple cars in west, I. and S. No. 4678, cars furnished at 
variance with shippers orders, and No. 27365, freight forward- 
ing investigation, reopened in part, the Commission has 
amended its former report, decided July 7, 1941, so as to permit 
the respondents in I. and S. No. 4678 to continue, temporarily, 
present two-car-shipment rules for application to electric stoves. 

In the original report the Commission found that tariff rules 
of the western railroads permitting shipments loaded in two 
Cars to be treated, for the purpose of applying the carload mini- 
mum weight, as if they were loaded in a single car, were unlaw- 
ful and should be canceled, but as to sheet iron culverts and 
electric water heaters an exception was made permitting the 
tules in question to be continued temporarily until such time as 
the minimum weights for those commodities were reduced to 


amounts which could reasonably be loaded in or on 40-foot 
cars. The exception as to electric water heaters, the report 
said, was based on testimony of a witness for the Edison Gen- 
eral Electric Appliance Co., who testified that the carload mini- 
mum on shipments from Chicago to Pacific coast points was 
40,000 pounds, and that that weight could only be loaded in the 
largest 50-foot cars. The witness, it added, had since directed 
attention to the fact that by reason of a stenographic error his 
testimony was made to appear as relating to electric water 
heaters only whereas it actually related to electric stoves and 
water heaters. 

By an order in the three latter proceedings, the Commission 
has denied a petition of all respondents in the western district, 
except the Southern Pacific, for reopening, rehearing and re- 
consideration. 


Standard Time Zone Investigation 


The Commission, by division 2, in a twenty-fourth supple- 
mental report in No. 10122, standard time zone investigation, 
written by Commissioner Aitchison, has modified its previous 
orders based on the original report in this case, 51 I. C. C. 273, 
as restated in the sixteenth supplemental report, 142 I. C. C. 
279, defining limits of United States standard eastern and cen- 
tral time zones, so as to include .the entire state of Georgia 
within eastern zone. However, the Commission has denied peti- 
tions for inclusion of additional portions of Kentucky, and Ten- 
nessee in eastern zone, on the ground that the record did not 
support a finding that the changes requested would promote 
the convenience of commerce. 


The boundary between the United States standard eastern 
and central time zones was defined by the Commission in its 
prior orders so as to run from Catlettsburg, Ky., southerly 
through the eastern end of Kentucky, the extreme western end 
of Virginia, the northeastern tip of Tennessee, the western end 
of North Carolina, and thence through Georgia somewhat west 
of the middle of the state. The effect of that line was to place 
nearly all of Virginia and North Carolina and about two-thirds 
of Georgia in the eastern zone and most of Kentucky and Ten- 
nessee and the western third of Georgia in the central zone. 

On March 21, 1941, the Commission said, the state of 
Georgia adopted eastern standard time for the entire state. 
Thereafter, it said, many informal complaints were received by 
it concerning the difficulties and confusion which resulted from 
the action of the state in prescribing for state purposes a stand- 
ard of time in western Georgia differing from that provided by 
the federal standard time act. The City of Atlanta, Ga., and 
many individuals and groups of citizens located in western 
Georgia asked the Commission to modify its orders so as to 
eliminate, if possible, the conflict in time standards, by an ex- 
tension of the zone to include the entire state of Georgia. Sub- 
sequently, the city of Knoxville, Tenn., and Greenville and 
Norris, Tenn., petitioned for a similar extension of the eastern 
zone to include additional portions of eastern Kentucky and 
Tennessee. 

The Commission said it found that the greater convenience 
of commerce would be served by a westward extension of the 
limits of the eastern zone so“as to embrace all of the state of 
Georgia. 


Lumber from Virginia 


_ On reconsideration, on hearing, the Commission, in fourth 
section application No. 16791, lumber from Virginia, has modi- 
fied the authority granted in prior report, 226 I. C. C. 439, to 
establish and maintain domestic rates on lumber and related 
articles, from points in Virginia to destinations in central and 
border territories without observing the long-and-short-haul 
part of the fourth section, by eliminating the provision that the 
rates from, to, or between higher-rated intermediate points 
shall not exceed the corresponding rates at the more distant 
points by any greater amount than is reflected in the corre- 
sponding domestic column 25 rates from and to the same 
points. Modification was made on petition of applicants, which 
petition was supported by the State Corporation Commission 
of Virginia and the Norfolk Port-Traffic Commission. 

The report said it was evident that compliance with the 
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provision, which the Commission here eliminates, would require 
many changes in rates from and to points under consideration 
in contravention of the order in Lumber Between Points in 
Official ‘lerritory, 214 I. C. C. 493, unless rates were established 
which would disrupt the port relations as between the Virginia 
ports and Baltimore. It therefore modified and amended fourth 
section order No. 13061 to eliminate the requirement. 

Commissioner Aitchison dissenting, in which he was joined 
by Commissioner Miller, said the principal reason advanced for 
the elimination of the condition was that compliance with it 
would in many instances disrupt the existing port relation on 
the traffic, Baltimore versus Norfolk, and other Hampton Roads 
ports. 

“The point seems to have been overlooked, however, that 
this lumber traffic is not traffic as to which there is any definite 
relation between Baltimore and Hampton Roads ports, but, on 
the contrary, is domestic traffic from Virginia producing points, 
including the Hampton Roads district,” said he. ‘The elimination 
of the condition as to rates on this domestic traffic will result in 
rates from Virginia points to intermediate points in central 
territory higher than rates to more distant points in the same 
territory.” 

Commissioner Aitchison said in view of the finding under 
section 3 by the Commission on reargument in the lumber case, 
supra, that the fact that rates on intercoastal lumber from 
Hampton Roads ports had been placed on the Baltimore basis, 
was no justification for differences between those rates, on the 
one hand, and domestic rates from Virginia points, on the other, 
“it is difficult to understand how that fact can now be held 
to justify discriminations in contravention of section 4 in the 
domestic rates from Virginia points simply because they also 
have been placed on the Baltimore basis.” 


CENTRAL STATES MOTOR RATES 

The Commission, by division 5, in a thirty-ninth supple- 
mental report in Ex Parte MC 21, central territory motor car- 
rier rates, on further consideration, has further modified its 
findings and order in the original report, 8 M. C. C. 233, and 
later, prescribing minimum rates, charges, classification rat- 
ings, rules and regulations for motor common carriers between 
points in central territory. The further modification permits 
the establishment of rates and changes on automobile parts; 
books, blank; containers, empty, returned; electrical ap- 
pliances; foodstuffs; glass, airplane; meats; nuts, edible; castor 
oil; paper articles; refrigerators and cooling boxes; aluminum 
scrap; and seeds, flower or garden, as set forth in an appendix 
attached to the report (not herein reproduced). 

To the extent the rates are higher than those originally 
prescribed, they are to be established on or before Nov. 24 on 
one day’s notice, and to the extent they are lower, they are to 
be established not earlier than Oct. 27. The modification was 


made on petition of the Central States Motor Freight Bureau, 
Inc. 


BARGE OPERATIONS EXEMPTION 


Finding that the transportation performed by the appli- 
cants for which orders of exemption were sought either was 
exempted for three years by the order of Aug. 26 in Ex Parte 
No. 146, Oil Field Equipment, Marshlands, Louisiana and 
Texas, or was not subject to the provisions of section 303 (e) 
of the interstate commerce act, the Commission, by division 4, 
has dismissed W-89, R. Thomas McDermott Co.—exemption 
section 303 (e), wherein R. Thomas McDermott and Maxine 
McDermott, doing business as R. Thomas McDermott & Co., 
applied under section 303 (e) for exemption from the provisions 
of part III of the act of certain transportation performed by 
them as a contract carrier by water in Louisiana. 


STATUS OF ORE DOCK EMPLOYES 


On reargument in Ex Parte No. 72, Sub. 1, regulations 
concerning the class of employes and subordinate officials to be 
included within the term “employe” under the railway labor 
act, the Commission has modified its findings in the prior re- 
port, 238 I. C. C. 367, that the work defined as that of an em- 
ploye or subordinate official did not include the work of fore- 
men, assistant foremen, and laborers of Addison Miller, Inc., 
contractor on the ore dock of the Northern Pacific at Superior, 
Wis., and did not bring the persons performing that work within 
the term “employe” as used in the fifth paragraph of section 1 
of the railway labor act, as amended, to include the work per- 
formed by those employes. 

The Commission said, however, it had no jurisdiction to 
determine whether the Northern Pacific Railway Co. or Addi- 
son Miller, Inc., was the employer within the meaning of the 
railway labor act of the persons mentioned, nor had it juris- 
diction to determine whether Addison Miller, Inc., was a car- 
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rier within the meaning of the first paragraph of section 1 of 
the railway labor act. 

Chairman Eastman concurred in part. Commissioner Pat- 
terson dissented in part, in which he was joined by Com- 
missioners Miller and Rogers. Commissioner Splawn did not 
participate. 


COAL 


No. 19482, East St. Louis Cotton Oil Co. et al. vs. Balti- 
more & Ohio et al., embracing No. 26448, Alabama Mining In. 
stitute vs. St. Louis-San Francisco et al. By the Commission, 
On argument, affirmed findings in supplemental report, 243 
I. C. C. 43, modifying prior findings in 156 I. C. C. 644 and 210 
I. C. C. 76, so as to permit publication of reduced rates on coal 
from mines in southern Illinois to destinations in southeastern 
Missouri, without corresponding reductions from mines in Ala- 
bama and western Kentucky. 


COTTON-GIN MACHINERY 


No. 28511, Burdette Ginning Association vs. Yazoo & Mis- 
sissippi Valley et al. By the Commission. Dismissed. On 
reconsideration, finding in prior report, 243 I. C. C. 546, that 
failure of defendants to publish and apply a rate of 43 cents 
on two carloads of cotton-gin machinery from Columbus, Ga, 
to Burdette, Miss., was unreasonable, reversed. The com- 
plaint alleged that a sixth-class rate of 62 cents charged was 
unreasonable, unduly prejudicial and in violation of the long- 
and-short-haul part .of the fourth section to the extent it ex- 
ceeded 43 cents. The Commission found, on reconsideration, 
that the assailed rate had not been shown to have been or to 
be unreasonable or otherwise unlawful. It has vacated its 
order awarding reparation. 


WATER EXEMPTION DENIED 


Saying the applicant was shown to be a contract carrier by 
water but that there was nothing to demonstrate that any 
absence of actual and substantial competition with transporta- 
tion by any common carrier subject to the act was because of 
the inherent nature of manufactured lumber, or that manu- 
factured lumber required any special equipment or that the 
shipment of manufactured lumber in barge load quantities was 
shipment in bulk as defined in section 303(b), the Commission, 
by division 4, in a report in W-278, Foreman-Gregory Co., 
exemption-section 303(e), has denied the application of that 
company for exemption under that section of the interstate 
commerce act. The Commission said no basis for exemption 
had been established. Applicant, according to the report, 
transports manufactured lumber by barge solely for the Fore- 
man-Blades Lumber Co., from Elizabeth City, N. C., to Balti- 
more, Md., Philadelphia, Pa., Elizabeth, N. J., and Brooklyn, 
N. Y., via inland waterways and coastwise routes. 


Commission Motor Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
full may be obtained by prompt application to the Commission.) 


*MC 94405, Herman Weiss, New York, N. Y., common car- 
rier application. By division 5. Certificate granted. New fur- 
niture, refrigerators, washing machines, ironers, sewing ma- 
chines, and toys, New York, N. Y., to points in Orange, Rock- 
land, Sullivan, and Ulster counties, N. Y., and Fairfield, Litch- 
field, and New Haven counties, Conn., and part of New Jersey, 
and damaged, refused, exchanged or rejected shipments, in the 
reverse direction, and beverage vending machines, New York 
City to points in Hudson, Passaic, Union and Essex counties, 


*MC 89386, C. J. Amdale, Atwater, Minn., common carrier 
application. By division 5. Certificate granted. Emigrant mov- 
ables, farm machinery, and washing machines, between points 
in Minn., Ia., N. D., S. D., and Wis. 

*MC 29660, Herman Lozowick Trucking Co., Inc., Newark, 
N. J., contract carrier application. By division 5. Permit 
granted. Continued operation, specified commodities, in part 
for certain classes of shippers, between points in Conn., N. J., 
N. Y., and Pa. 

MC 3602, Le Crone Motor Transport Line, Inc., Columbus, 
O., common carrier application. By division 5. Certificate 
granted. Continued operation, general commodities, with excep- 
tions, between points in IIl., Ind., and O. x 

*MC 16951, C. M. Trucking Co., Mountain View, Calif. 
common carrier application, embracing Sub. 1, Same, exten- 
sion—California, and MC 52554, Sub. 1, Same, extension—frult 
pits, shells, kernels, and oils. By division 5. Certificate or per- 
mit denied in MC 16951 under the grandfather clauses, property, 
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between specified points in Calif.; and certificate denied in 
MC 16951, Sub. 1, specified commodities between specified 
points in Calif., and in MC 52554, Sub. 1, specified commodities 
between specified points in Calif. 

*MC 30669, Sub. 2, Blake Pinson, Pikeville, Ky., extension 
—Prestonsburg-Williamson-Hindman-Whitesburg. By division 
5 Certificate denied. General commodities between Prestons- 
purg, Ky., and Williamson, W. Va., and between Hindman and 
Whitesburg, Ky. 


SHORT LINE RAILROAD CLAIMS 


Finding the Winifrede Railroad Co., not to be entitled to 
benefit under section 204 of the transportation act, 1920, as 
amended Jan. 7, 1941, the Commission, by division 4, in Finance 
No. 5147, deficit status of Winifrede Railroad Co., has dismissed 
that road’s claim for $11,924.09, which claim was filed under 
section 204 of the transportation act, 1920, and was reopened 
for further consideration pursuant to amended section 204. In 
the prior report, 105 I. C. C. 481, the claim was dismissed on 
finding that the road earned a net railway operating income 
of $191.39 in the period of private operation. 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules 
in it have been suspended. Suspension orders contain many sched- 
ules not reproduced here. Details of such orders are published in 
The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. M-1842, the Commission has suspended from 
October 17 until May 17 the operation of certain schedules as 
published in tariff MF-I. C. C. No. 21 of Heuer Truck Lines, 
Inc., Marshalltown, Ia. The suspended schedules proposed to 
establish new commodity rates on window glass, minimum 
14,000 pounds, from Okmulgee, Okla., of 57 cents a 100 pounds 
to Des Moines, Ia., and 58 cents a 100 pounds to Mason City, Ia. 

In I. and S. M-1843, the Commission has suspended from 
October 17 until May 17 the cperation of certain schedules as 
published in supplement No. 2 (issued September 15, 1941) to 
tariff MF-I. C. C. No. 6 of Fred C. Garfield, North East, Pa. 
The suspended schedules proposed to establish reduced com- 
modity rates on fruits and vegetables, canned or preserved, 
including jams, jellies and preserves, also juices, fruit or vege- 
table, from North East, Pa., to New York, N. Y., and from 
Westfield, N. Y., to Philadelphia, Pa. The following is illustra- 
tive: 

” From North East to New York: Present—20M, 37; proposed—20M, 


M—Minimum in thousands of pounds. * Rate includes two deliveries 
at destination. 


In I. and S. M-1844, the Commission has suspended from 
October 18 until May 18 the operation of certain schedules 
as published in schedule MF-I. C. C. No. 30 of W. G. Shipman 
and C. R. Shipman, dba Shipman Bros. Transfer Co., Twin 
Falls, Ida. The suspended schedules proposed to establish new 
and reduced contract carrier minimum charges on groceries, 
candy, confectionery and burlap bags from Los Angeles and 
San Francisco, Calif., to Twin Falls and Pocatello, Idaho. The 
following is illustrative: 


General groceries. From Los Angeles to Twin Falls—20M, 75; 
LTL, 85. To Pocatello—20M, 75; LTL, 85. From San Francisco to 
Twin Falls—20M, 75; LTL, 85. ‘To Pocatello—20M, 75; LTL, 85. 

: ae weight in thousands of pounds. LTL—Less-than- 
ruckload,. 


CITRUS FRUIT PROPORTIONALS 


_ Agwilines, Inc. (Clyde-Mallory Lines), Merchants & 
Miners Transportation Co., and Refrigerated Steamship Line, 
Inc., in a joint petition, have asked the Commission to reopen 
No. 28625, proportional rates on citrus fruit from Jacksonville, 
Fla. (formerly Maritime Commission No. 583), and to recon- 
sider the report and order of division 3, dated Sept. 12, 1941. 
They also ask reargument and that the effective date of the 
order be extended from Oct. 27, 1941, to a date subsequent to 
<1 aga as the Commission may take with respect to their 

ion. 

Among other things, division 3 found that respondents’ 
practice of advancing to unregulated motor truck carriers and 
to shippers’ charges for the transportation of citrus fruit from 
interior Florida points to ports in Florida on shipments moving 
over their lines by water to north Atlantic ports was unjustly 

iscriminatory in that such practice had resulted in, and would 
Continue to result in, a refunding by the carrier by water of 
@ portion of its published rates. 

b It is plain that such abuses as have arisen (if they can 
€ called abuses, in view of the specific exemption by Con- 


1059 


gress of the motor carriers involved from rate regulation) are 
entirely due to transactions between the shippers and the truck- 
men,” says the petition. “They are, in no sense, chargeable 
to your petitioners. When a carrier has established such rules 
and regulations which, when observed by all shippers, will re- 
sult in their impartial application, the duty imposed by law 
upon the carrier is fulfilled. There is no provision of the law 
which justifies an administrative body in prohibiting a carrier 
from serving its public because of the fact that there may 
exist in the body politic some few who engage in practices 
which are beyond the control of the carrier. It is not equitable, 
and your petitioners submit that neither is it lawful. to de- 
stroy, their operations and business in order to prevent the 
skirts of a dishonest few from becoming defiled.” 

The Jacksonville Traffic Bureau, Jacksonville Port Bureau 
and Municipal Docks & Terminals of the city of Jacksonville, 
Fla., interveners, have asked postponement of the effective date 
of the order of division 3 in No. 28625, and for reopening for 
further hearing at Jacksonville. 

They said they alleged, and desired to prove that the 
order, should it become effective, unless postponed, would pre- 
vent and prohibit movements of citrus fruits via Jacksonville 
by water to north Atlantic ports and would render useless the 
special facilities at Jacksonville which were used exclusively 
for such citrus fruit traffic; and that the city of Jacksonville 
and its tax-payers thereby would suffer irreparable injury and 
damages. The order, requiring the cancelation of all propor- 
tional rates on citrus fruits from Jacksonville to north Atlantic 
ports over the ocean lines, they added, would result in increas- 
ing the combined truck-water charges via Jacksonville so that 
they would exceed the all-rail rates from the same respective 
interior Florida points; and thus overthrow entirely the sev- 
eral decisions of the entire Commission in the several Florida 
citrus fruit fourth section application cases, which prohibited 
the railroads from charging less than the combined truck- 
water charges from interior Florida points. 

“The order of division 3 would cause this traffic to stop 
moving via Jacksonville as effectively as if the Commission 
should padlock the gates of the Jacksonville water-terminal 
properties,” says the petition. 

The petition said that instead of the all-rail rates being 5 
cents higher than the truck-water rates to Baltimore, the all- 
rail rates would be lower than the combination rail-water rates, 
lower than the combination common-carrier truck-water rates 
and lower than the contract-truck-water carrier rates to Ba. ° 
more. 


WATER APPLICATIONS DISMISSED 

Finding that the only transportation performed by appli- 
cants in interstate or foreign commerce was that of not more 
than three commodities in bulk, and that such transportation 
was not subject to part III of the interstate commerce act by 
reason of the exemption in section 303(b) thereof, the Com- 
mission, by division 4, has dismissed W-169, Pete Golden & Son, 
contract carrier application, filed under section 309(f) of part 
III for a permit authorizing continuance of operations as a 
contract carrier by water. 

The Commission, by division 4, also has dismissed W-52, 
Petroleum Navigation Co. applications, on finding that the 


_transportation involved was not in interstate or foreign com- 


merce as defined in section 302(i) of the act and was not sub- 
ject to the Commission’s jurisdiction under part III. Applicant 
filed applications for a permit under section 309 to continue 
operations, and for authority to extend such operations, the 
proposal being the transportation of liquid petroleum products 
in bulk in tank vessels between storage tanks in Washington, 
on the one hand, and storage tanks of distributgrs and whole- 
salers of such commodities in Washington and the territory of 
Alaska, on the other. 

At the request of the applicants, the Commission, division 
4, has dismissed W-789, White Star Rapid Transit Co., of 
Mackinac Island, Mich., common carrier application, for a cer- 
tificate under section 309(a) of the interstate commerce act, 
and W-186, Gravel Products Corporation, exemption applica- 
os for a certificate of exemption under section 303(h) of 
that act. 


COMMISSION ORDERS 

1. & S. No. 4827, all freight from eastern ports to the south. Pro- 
ceeding reopened for reconsideration. 

MC 2202, Roadway Express, Inc., common carrier application. Eng- 
lish Freight Co. permitted to intervene. 

MC 16007 Sub. No. 3, J. R. Gonseth and A. G. Moore, extension 
of operations. George W. Rickerd authorized to intervene. 

MC 35484, Viking Freight Co., common carrier application. Denial 
order of June 16 further modified to become effective October 25 in- 
stead of October 20. 

No. 28438, Bonneville, Limited vs. Alton et al. Petition by de- 
fendants for further hearing, reconsideration by and argument before 
the entire Commission, denied. 
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No. 28554, Kansas City Structural Steel Co. vs. A. T. & S. F. et al. 
Petition by defendants for reconsideration, reopening, and rehearing 
denied. 

No. 28557, Tex-O-Kan Flour Mills Co. et al. vs. A. T. & S. F. et al. 
Petition by interveners, Austin Mill and Grain Co. et al., for reopening, 
reconsideration and oral argument before the entire Commission de- 
nied. 

MC 96269, Arthur Basso, common carrier application. Denial order 
entered August 18 modified to become effective December 10 instead 
of October 20. 

No. 28719, Archer-Daniels Midland Co. vs. Alton et al. Quincy 
Freight Bureau; Quincy Soybean Products Co., and Peoria Board of 
Trade permitted to intervene. 

No. 28561, Associated Telephone Co., Ltd., vs. C. & N. W. et al. 
Petition of complainants for oral hearing denied. 

Ex Parte MC 22, motor carrier rates in New England. 
land Shoe and Leather Association permitted to intervene. 

No. 28676, Simpson and Davison vs. C. I. & L. et al., and six sub- 
numbers, Zimmerman Cut Stone Co. vs. Belt Railway Co. of Chicago 
et al., Chicago Cut Stone Co. vs. Same, Hugo Reich Cut Stone Co. vs. 
C. I. & L. et al., Emil G. Skoglund & Co., Inc., vs. C. & N. W. et al., 
Acme Cut Stone Co. vs. Belt Railway Co. of Chicago et al., and B. & 
F. Cut Stone Co. vs. Same. Complaints dismissed on complainants’ 
request. 

No. 28684, David Hummel Building Co. vs. B. & O. et al. 
plaint dismissed on complainant’s request. 

Fourth section application Nos. 19274 and 15151, iron and steel to 
Texas ports. Fourth section application No. 19274 assigned for hear- 
ing at such time and place as Commission may hereafter designate. 
Fourth section application No. 15151 reopened so far as it relates to 
matters and things involved in application No. 19274 and assigned for 
further hearing with the latter application. 

MC F-1170, Cranberry Corporation, control and merger, E. T. & 
W. N. C. Motor Transportation Co.; purchase, W. S. Magill. Proceed- 
ing reopened and assigned for further hearing on October 31, at 10:00 
o'clock a. m. (Standard time), at Washington, D. C., before Examiner 
John S. Higgins. 

MC 1425, Overland Freight Lines, Inc., contract carrier application. 
Denial order of June 10 further modified to become effective December 
10 instead of November 12. 

MC 2118, H. H. Enders Truck Line, Inc., common carrier applica- 
tion. Applicant’s petition for reconsideration and oral argument; peti- 
tions filed by principal Texas railroads and East Texas Motor Freight 
Line, Clanton Transportation Co., Inc., Yellow Cab Transit Co., Sproles 
Motor Freight Line, Inc., W. A. Johnson, Johnson Transport Co., Inc., 
Red Arrow Freight Lines, Inc., and George H. Blewett, Leonard W. 
Harper and Marion L. Martin, for reconsideration; and petition of M. 
& D. Motor Freight Lines and Curtis Jones and William H. Perkins 
for leave to intervene, denied. 

MC 6554 Sub. No. 2, Dixie Freight Lines, Inc., Columbus exten- 

sn. Applicant's petition for rehearing denied. 

MC 20051, John L. Huber, common carrier application. Denial or- 
der of August 12 modified to become effective November 15 instead of 
October 15. 

MC 78228, J. Miller Co., common carrier application. Matter re- 
opened for further hearing at time and place to be fixed with respect 
to right of applicant to operate over irregular routes. 

MC 86988, Joe F. Hickey, common carrier application. Matter re- 
opened for further proceedings. Matter referred to joint board No. 
138 for appropriate proceedings and for recommendation of an appro- 
priate order accompenied by reasons therefor. 

No. 13535 et al., Consolidated Southwestern Cases. Petition of rail 
carriers in western trunk line and southwestern territories for vacation 
of finding 3 of the original report, as amended in the twenty-fourth 
and twenty-seventh supplemental reports, denied. 

No. 17000 Part 2, rate structure investigation, western trunk line 
class rates; No. 26510, western-southern class rates. Petition filed on 
behalf of respondent carriers, seeking modification of Commission’s 
order of July 7 to extent of permitting respondents to correct on one 
day’s notice schedules published in purported compliance with said 
order, already on file with the Commission on 30 days’ notice and 
bearing effective date of October 20, which schedules publish a revised 
mixed carload rule (exceptions to rule 10 of Consolidated Freight 
Classification), in so far as it pertains to No. 17000, Part 2, denied, 
the ground for such denial being that the petition refers to southern 
Missouri, which is outside the territorial scope of the issues in said 
docket as defined in the original report therein, 164 I. C. C. 1, foot- 
note 2 to page 10. In so far as No. 26510 is concerned, the said order 
of July 7 modified to become effective October 20, on not less than 
one day’s notice instead of 30 days’ notice, with respect to establish- 
ment of the rule prescribed in said order for carload mixture of traffic 
from the affected western territory to east-bank Mississippi River 
crossings, Memphis, Tenn., and south. 

No. 28710, Great Lakes Transit Corporation et al. vs. A. & A. et al. 
Brooklyn Chamber of Commerce, Inc.; Office of Price Administration; 
Utica Chamber of Commerce; and Manufacturers Association of Con- 
necticut, Inc., permitted to intervene. 

1. & S. No. 4827, all freight eastern ports to south. Order of April 
17 as subsequently modified to become effective November 21 further 
modified by postponing the effective date until further order of Com- 
mission. 

1. & S. No. 4921, cotton, Gulf ports to north Atlantic ports. Peti- 
tion of Pan-Atlantic Steamship Corporation and Seatrain Lines, Inc., 
respondents, for vacation of order of suspension and discontinuance 
of proceeding denied. 

1. & S. No. 5035, cotton, Texas ports to north Atlantic ports. Peti- 
tion of Bull Steamship Line and Southern Steamship Co., respondents, 
and Pan-Atlantic Steamship Corporation and Seatrain Lines, Inc., in- 
terested parties, for vacation of order of suspension in and discon- 
tinuance of proceeding denied. 

MC 15003, Henry J. Friedman, broker application. Denial order of 
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September 13 modified to become effective December 10 instead of 
October 29. 

MC 19423, Endres Delivery, Inc., common carrier application. Mat. 
ter reopened for further hearing at time and place to be fixed. 

MC 92562 Sub. No. 1, James C. Styles and Benjamin L. Styles, ex. 
tension, household goods. Recommended order entered October j 
vacated and set aside. Matter reopened for further proceedings. Matter 
referred to joint board No. 320 for appropriate proceedings and for 
recommendation of an appropriate order accompanied by reasons 
therefor. 

MC 95463, Royal Cadillac Service, Inc., common carrier application; 
and MC 95462, Reliable Cadillacs Lines, Inc., common carrier applica- 
tion. Denial order of September 2, modified to become effective No- 
vember 20 instead of October 21. 


PETITIONS FOR REHEARING, ETC. 

MC C-239, MC C-238, MC C-240, MC C-266 and |. & S. M-1546, Oi! 
Field Haulers Association, Inc., vs. Midwest Oil Field Carriers Bureau, 
and associated cases. Oil Field Haulers Association, Inc., asks that 
Commission order all reference to Specialized Motor Carriers Associa- 
tion Freight Tariff MF I. C. C. No. 1 and the rules, regulations and 
commodity descriptions contained therein stricken from brief on behalf 
of the Specialized Motor Carriers Association dated October 11, 

Ex Parte MC 21, central territory motor carrier rates. Central 
States Motor Freight Bureau, Inc., asks further modification of orders, 

Ex Parte MC 20, trunk line territory motor carrier rates. Royal 
Transportation Co. asks reopening for reconsideration and modification 
of orders in so far as such orders prescribe a minimum rate of 43 
cents a 100 pounds on alcoholic liquors, in glass in cases or in bulk 
in barrels, truckioad minimum weight 20,000 pounds, from Schenley, 
Pa., to Baltimore, Md. 

Finance No. 10992, New York, New Haven & Hartford reorganiza- 
tion. Harry Kirshbaum, Michael and Abraham Wofsey, attorneys for 
eighteen individual bondholders of the 4 per cent bonds of the Provi- 
dence Securities Co. and the debtor’s 4 per cent 15 year bonds, ask 
Commission for reconsideration and rehearing of their petition for 
allowances of compensation and expenses fixed in the United States 
District Court for the District of Connecticut pursuant to the order 
of the said court dated February 25. 

No. 13535 et al., Consolidated Southwestern Cases. Southwestern 
lines, defendants, ask relief under finding 27 to permit publication of 
rates ranging from 38 to 44 cents a 100 pounds on caustic soda, in solu- 
tion, in tank cars, subject to rule 35 of the current western classifica- 
tion, from points in Michigan, New York, Ohio and West Virginia to 
Atlas. Mo. 

Finance No. 10992, New York, New Haven & Hartford reorganiza- 
tion. Bank of New York, trustee under New England Railroad Co. 
consolidated mortgage, asks Commission to reconsider and modify re- 
port and order of division 4, dated August 27, in so far as they fix 
maximum allowances to the New England trustee and its counsel, 
Messrs. Root, Clark, Buckner and Ballantine. 

MC F-1061, Sterling Express, Inc., purchase, C. & H. Motor Ex- 
press, Inc.; MC F-1252, R. S. Transportation Corporation, purchase, 
C. & H. Motor Express, Inc.; MC. F-1291, Sterling Express, Inc., pur- 
chase, C. & H. Motor Express, Inc.; and MC F-1292, Sterling Express, 
Inc., purchase, R. S. Transportation Corporation. Nathan Slome and 
Jack D. Slackman ask that they be given a reasonable opportunity to 
dispose of C. & H. Motor Express rights and thus comply with order 
of Commission. 

1. & S. No. 5034, lumber, Tampa to Key West, Fla. Peninsular & 
Occidental Steamship Co., respondent, asks vacation of order dated 
August 13 so that the tariff suspended by that order may become effec- 
tive without hearing. 

Ex Parte MC 21, motor carrier rates in central territory. Star 
Cartage Co. asks modification of minimum rate order in so far as it 
prescribes minimum rates between Steubenville, O., and Weirton, 
W. Va., and intermediate points. 


MOTOR FINANCE CASES 

No. MC F-1062, Interstate Motor Freight System, purchase—Amer- 
ican Freight Dispatch, Inc. Purchase by Interstate Motor Freight 
System, of Grand Rapids, Mich., of the operating rights of American 
Freight Dispatch, Inc., of New York, N. Y., approved and authorized, 
cubject to condition. 

No. MC F-1502. C. A. Conklin Truck Line, Inc., purchase—Gabriel 
A. Bushroe ** a. Application of C. A. Conklin Truck Line, Inc., of 
Adrian, Mich., :o purchase operating rights and property of Gabriel 
A., Silas S., and Edward A. Bushroe, a partnership, of Fort Wayne. 
Ind., doing business as Toledo-Fort Wayne Truck Line, denied. 

No. MC F-1432, United Parcel Service of Portland, purchase—A. J. 
Wiese. Purchase by United Parcel Service of Portland (Oregon) of 
the operating rights of A. J. Wiese, Portland, Ore., and acquisition 
of control of United Parcel Service of Portland by United Parcel Service 
of America, Inc. (Nevada), approved and authorized. 

No. MC F-1670, Associated Truck Lines, Inc., purchase—Michigan 
Associated Express, Inc. Petition for authority under section 210a(b) 
of Associated Truck Lines, Inc., of Grand Rapids, Mich., for temporary 
operation of motor-carrier rights of Michigan Associated Express, Inc., 
denied October 20, 1941. i 

No. MC F-1673, Roy Stone Transfer Corporation, purchase—Pulask! 
Lines, Ine. Petition for authority under section 210a(b) of Roy Stone 
Transfer Corporation, of Martinsville, Va., for temporary operation 
of motor-carrier rights and equipment of Pulaski Lines, Inc., dis 
missed October 20, 1941. 

No. MC F-1674, Andrew B. Crichton et al., purchase—C, & H. Motor 
Express, Inc. Petition for authority under section 210a(b) of Andrew 
B. Crichton et al., a partnership, doing business as Super Service Motor 
Freight Company, of Nashville, Tenn., for temporary operation of 
motor-carrier rights of C. & H. Motor Express, Inc., of New York. 
N. Y., denied October 20, 1941. 
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Proposed Reports in I. C. C. Cases 


Railroad, Water, and Motor Transport 





Illinois State Coal Rates 


In a proposed report in No. 23130, intrastate rates on bitu- 
minous coal between points in Illinois, a Commission-instituted 
thirteenth section proceeding, Examiner R. N. Trezise, on hear- 
ing has recommended that the Commission deny a petition of 
the Illinois Central Railroad Co., and the Chicago & Illinois 
Midland Railway Co., for modification of the order in the sec- 
ond supplemental report, 183 I. C. C. 751, to permit the estab- 
lishment of a rate of $1.30 a ton on bituminous coal, to anply 
on trainload lots of 2,500 tons, minimum 50 tons a car, from 
four mines and one coal washer in the Soringfield group in 
Illinois, owned and operated by the Peabody Coal Co., on the 
line of the C. & I. M., to three generating plants of the Com- 
monwealth-Edison Co., in Chicago. 

The Commission, in the second supplemental report, pre- 
scribed a minimum rate of $1.65 a ton of 2,000 pounds from 
the Springfield group to Chicago to remove unjust discrimina- 
tion against interstate commerce. That rate, however, was 
increased to $1.75 under authority of the general commodity 
increases of 1937. 


The report pointed out that the petition of the Illinois rail 
lines which led to the institution of the thirteenth section 
proceeding related exclusively to single carloads as did the 
Commission’s prior findings and orders. It said the outstand- 
ing order in the second sunvlemental report had no reference 
te trainloads of coal of 2,500 tons or more, relating only to 
single carloads. 


“To broaden the scope of the investigation at this time to 
include trainloads of coal of a minimum of 2,500 tons would 
be unavailing under the provisions of section 13 as there are 
no rates of that nature in existence upon which to determine 
whether any unjust discrimination exists against interstate 
commerce, and until such rates are established section 13 of 
the act can not be invoked,” says the report. “As the Com- 
mission made no order concerning trainload rates, there can 
be no necessity for modification of the order with respect to 
such rates.” 


The report said it was conceivable that a finding could be 
made under section 13 of the act determining whether or not 
unjust discrimination existed against interstate shipments of 
bituminous coal, by virtue of trainload rates within the state 
of Illinois and the absence of such rates on interstate ship- 
ments of the same character, provided an appropriate proceed- 
ing under section 13 were instituted. 


Petroleum in South 


Examiner H. W. Archer, in a proposed report in I. and S. 
No. 4920, petroleum products in southern states, has recom- 
mended that the Commission find, except as to particular sit- 
uations found lawful. the proposed general revision involved 
in the proceeding would be unduly prejudicial to certain origin 
groups in the southwest and unduly preferential of the New 
Orleans-Baton Rouge group, and that the proposed rates had 
not been shown to be just and reasonable under the circum- 
stances here present. 


Respondent rail carriers through their agent, F. D. Miller, 
by schedules filed to become effective April 5, 1941, proposed, 
for the most part, to establish reduced rates on gasoline, kero- 
Ssene, fuel oil distillate, and naphtha, in tank cars. At the 
hearing and on brief, said the examiner, respondents stated 
their proposal as follows: 


To establish reduced rates on gasoline, kerosene, and fuel oil dis- 
tillate, in tank cars, from river port terminals in Alabama, from Mo- 
bile, Ala., from Pensacola and Panama City, Fla., and from the New 
Orleans-Baton Rouge group in Louisiana, to various destinations in 
Alabama, from Brunswick, Ga., and Jacksonville, Fla., to Lineville and 
Wadley, Ala., from Port Wentworth and Savannah, Ga., to Jackson, 
8. C., from Panama City and Pensacola to destinations in Florida, and 
from Nashville, Tenn., to Memphis, Tenn.; to establish reduced rates 
on gasoline, kerosene and naphtha, in tank cars, from the New Orleans- 
Baton Rouge group, from Mobile, and from Greenville and Vicksburg, 
Miss., to destinations in Mississippi; and to cancel rates on gasoline, 
kerosene. and fuel oil distillate from the New Orleans-Baton Rouge 
sroup and from Mobile to certain destinations in Alabama at which 


mee were no facilities for handling petroleum products in tank-car 
ots. 


Respondents also proposed to cancel an item which had 
become obsolete because the rate to which it applied had 
been canceled sometime previously, and they also proposed to 
clarify certain routing explanations, said the examiner, but 
no protest was directed against them nor was any interest in 
these items expressed at the hearing. 

The reduced rates, said the examiner, were proposed in 
order to meet alleged truck competition. It was claimed, he 
said, that practically all the traffic from the river terminals 
was moving to inland points by truck, either privately owned, 
or by contract or by common carrier, and respondents were 
here attempting to regain some of the traffic and to hold that 
not already lost. He said the proposed rates were. with few 
exceptions. on what was termed the Alabama scale between 
designated points. He said the record did not satisfy him that 
either existing or threatened truck competition warranted the 
level of rates proposed and the further disruption of origin 
relations. 

The examiner said there would seem to be no objection 
to the proposed cancellation of the rates to destinations in Ala- 
bama, at which there were no facilities for handling petroleum 
products in tank-car loads; that there was no objection to the 
proposed cancellation of the obsolete item 663-A of supple- 
ment 31 to Miller’s I. C. C. No. 592 nor the clarifying items 
in said supplement of routes Z-735 and Z-740. 

A rate provosed from Port Wentworth and Savannah to 
Fort Jackson, S. C., was approved. The examiner said it had 
no connection with the general revision under consideration. 
A similar finding was recommended as to a rate from Nash- 
ville to Memphis. Rates from Brunswick and Jacksonville to 
Lineville and Wadley, Ala.. were the same as those now in 
effect and no action was necessary as to them, said he. 


SALT CAKE 


No. 28677, Harding Glass Co. vs. St. Louis-San Francisco 
et al. By Examiner L. J. P. Fichthorn. Rate charged, salt cake, 
shipped between Dec. 8, 1939, and Feb. 8, 1941, East St. Louis, 
Til., to Fort Smith, Ark., unreasonable to the extent it exceeded 
20 cents, minimum 100,000 pounds. Reparation proposed and 
defendants authorized to waive collection of outstanding under- 
charge of $99.91. 


RADIO CABINETS 


MC C-232, Emerson Radio & Phonograph Corporation vs. 
Seaboard Freight Lines, Inc., et al. By Examiner A. S. Parker. 
First class rate of $1.77 a hundred pounds proposed to be found 
applicable on radio cabinets or housings, any quantity, shipped 
in 1940 and thereafter from Leonminster, Mass., to New York. 
Finding that applicable rate had not been shown to be unrea- 
sonable or otherwise unlawful recommended, and dismissal 
proposed. Complainant contended that second-class rate, $1.21 
a hundred pounds, the rate paid by it, was applicable. One 
issue was that of tariff interpretation, and another was whether 
the applicable rate was reasonable for application on the par- 
ticular commodities, having regard to their weight, cubic-foot 
density, value and other characteristics entering into the classi- 


fication thereof for purposes of determining the motor carrier 
rate, said the examiner. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated), 
hecome effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown in “black face” type, 
with name of town or city following.) 


lowa (Clarion)—-MC 102844, W. J. Evans, common. carrier 
application. Joint board 146. Served Oct. 17. Certificate pro- 
posed. Live stock, points in Ia., to Austin, Minn., and tankage, 
bone-meal and meat scraps, Austin to Clarion and points in Ia. 

Indiana (Indianapolis)—MC 102817, F. R. Perkins, dba 
F. R. Perkins Trucking Co., common carrier application. Joint 
board 72. Served Oct. 17. Certificate proposed. General 
commodities, with exceptions, in collection and delivery service 








1062 


within an area embracing Indianapolis, Speedway City, Mars 
Hill, Airport, and Beech Grove, Ind. 

British Columbia (Vancouver, Canada)—-MC 102812, Wells 
Cartage Limited, common carrier application. Joint board 45. 
Served Oct. 17. Certificate recommended. Race horses and 
racing equipment between points in Wash., and Ore., on the 
one hand, and points on the international boundary between 
Washington and British Columbia, through ports of entry at 
that boundary, on the other. Twenty-five days for exceptions. 

Georgia (Millen)—-MC 102809, Robert Burke, common car- 
rier application. Examiner Richard Yardley. Served Oct. 17. 
Certificate proposed. Specified commodities between points in 
Ga., S. C., N. C., and Fla. 

Washington (Seattle)—-MC 102776, Orlin Knight, common 
carrier application. Joint board 81. Served Oct. 17. Dismissal 
of application for a certificate proposed at request of applicant. 
Heavy machinery and construction equipment, construction and 
building material, except sand, gravel, cement, shingles, clay, 
brick, and lumber, between points in Wash., on the one hand, 
and points in Ore., and Ida., on the other. Twenty-five days 
for exceptions. 

Oregon (Hood River)—MC 102773, C. A. Cunningham, com- 
mon carrier application. Joint board 45. Served Oct. 17. 
Denial for want of prosecution proposed. Logs, between a 
point in Ore., approximately 18 miles southeast of Hood River, 
Ore., and Bingan, Wash. Twenty-five days for exceptions. 

California (Livermore)—-MC 102620, Inez M. Goebel, dba 
Goebel Trucking Service, common carrier application. Exam- 
iner F. Roy Linn. Served Oct. 17. Certificate proposed. Wine, 
in bulk, in tank trucks, points within a radius of 5 miles of 
Livermore to Livermore, and wine, in barrels, and in bottles 
in cases, Livermore and points within 5 miles thereof, to Oak- 
land, Alameda, Richmond and San Francisco, Calif. Twenty- 
five days for exceptions. 

Texas (London)—MC 102610, H. E. Pettigrew, common 
carrier application. Joint board 33. Served Oct. 17. Denial 
for want of prosecution proposed. Specified commodities be- 
tween points within 100 miles of London and points in N. M., 
and Tex. 

lowa (Massena)—MC 102531, Loren Hardisty, common 
carrier application. Joint board 192. Served Oct. 17. Denial 
for want of prosecution proposed. Specified commodities be- 
tween Massena and points within 15 miles thereof, on the one 
hand, and points in Mo., and Neb., on the other. 

Texas (Stanton)—-MC 102390, D. E. Bloomer, common 
carrier application. Joint board 33. Served Oct. 17. Denial 
for want of prosecution proposed. Specified commodities be- 
tween points in Tex., within 100 miles of Stanton and points 
in N. M., and Tex. 

Texas (Fredericksburg)—-MC 102359, Leroy Pfeil, common 
carrier application. Joint board 77. Served Oct. 17. Denial 
for want of prosecution proposed. Specified commodities be- 
tween points in Tex. 

Ontario (Fort Frances, Canada)—-MC 103004, Walter Ca- 
mensa, common carrier application. Joint board 248. Served 
Oct. 17. Certificate recommended. Pulpwood, from the inter- 
national boundary through the port of entry at International 
Falls, Minn., to International Falls. Hearing on request. Thirty 
days for exceptions. 

lowa (Clarion)—MC 101236, Sub. 1, Howard H. Studer 
and Paul M. Studer, dba Studer Bros., common carrier appli- 
cation. Joint board 146. Served Oct. 17. Denial proposed. 
Live stock, Clarion and points within a radius thereof to Albert 
Lea, Minn., and tankage, meat scraps and bone-meal from Al- 
bert Lea, Minn., to the mentioned Iowa territory. 

New Jersey (Flemington)—MC 96437, Harvey W. Kerr, 
dba Kerrs, common carrier application. Examiner Roy R 
Waterbury. Served Oct. 17. Certificate proposed. Horses 
and cattle (other than ordinary live stock) and equipment and 
paraphernalia incidental to the transportation of display of such 
animals, between points in Conn., Del., Ky., Md., Mass., N. J., 
Pa., and Va. Hearing on request. Thirty days for exceptions. 

lowa (Sibley)—MC 95529, Sub. 1, Floyd H. Harding, ex- 
tension—farm commodities. Joint board 182. Served Oct. 17. 
Denial of certificate for want of prosecution proposed. Farm 
commodities, live stock, farm machinery, farm tractors, and oil 
between points in Ia., Minn., and Neb. 

Washington (Seattle) —-MC 95153, Sub. 1, Arthur William 
Knight, extension—Oregon and Idaho. Joint board 81. Served 
Oct. 17. Certificate recommended. Heavy machinery, in truck- 
load lots, between points in Wash., on the one hand, and points 
in Ida., and Ore., on the other; and pipe, materials and supplies, 
incidental to, or used in the construction, operation, and main- 
tenance of waterworks, in truckload lots, between Seattle, 
Wash., on the one hand, and points in Ida., and Ore., on the 
other. 

Idaho (Weiser)—MC 94392, Sub. 1, Melvin Taylor, dba 
Weiser Transfer, extension of operations. Joint board 6. 
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Served Oct. 17. Certificate recommended. General commodi- 
ties, with exceptions, and specified commodities, between points 
in Ida., and Ore. Twenty-five days for exceptions. 

Connecticut (Hartford)—-MC 92228, Sub. 3, Samuel W. 
Rose, extension—Meriden, Conn. Examiner Henry A. Cock- 
rum. Served Oct. 17. Permit recommended. Uncrated new 
upholstered furniture, Meriden, Conn., to points in N. Y. Hear. 
ing on request. Thirty days for exceptions. 

Idaho (Ucon)—MC 88532, Sub. 2. Wilford H. Clayton, ex- 
tension—coal. Joint board 49. Served Oct. 17. Certificate 
proposed. Coal, serving specified intermediate and off-route 
points in Ida., in connection with applicant’s presently author- 
ized operations. Twenty-five days for exceptions. 

iNinois (Macomb)—MC 79140, Earl Ridings, dba Ridings 
Transfer Co., common carrier application. Examiner James C, 
Cheseldine. Served Oct. 17. Certificate proposed. Contin- 
uance of operation, various commodities, for a certain class of 
shipper, between Burlington, Ia., and Peoria, Ill., and from 
Keokuk, Ia., to points in III. 

Florida (Jacksonville)—-MC 71983, Sub. 11, Florida Motor 
Lines Corporation, extension—Homosassa, Fla. Joint board 
205. Served Oct. 17. Certificate proposed. Passengers and 
their baggage, and mail, express, and newspapers in the same 
vehicle with passengers, between Homosassa and DeLand, Fla., 
and between Inverness and Lakeland, Fla. 

Michigan (Detroit)—MC 53805, Sub. 4, Canfield Tow Bar 
& Driveaway Co., extension—New York, N. Y.—Wilson, N. C. 
Examiner Herbert P. Haley. Served Oct. 17. Denial of 
certificate proposed. New, used and unfinished automobiles, 
trucks and chassis, by drive-away method, in secondary or sub- 
sequent movements, between New York, N. Y., and Wilson. N. 
C., over irregular routes through N. Y., N. J., Del., Pa., Md., 
D. C., Va. and N. C. ie 

New York (St. Johnsville)—-MC 51002, Stone & Ross, Int, 
common carrier application, embracing MC 19195, Independent 
Automobile Forwarding Corporation, common carrier applica- 
tion. Examiner Joseph B. Hobbs. Served Oct. 17. On further 
hearing, denial of avplications for certificates or permits pro- 
posed under the grandfather clauses. Automobiles, trucks and 
chassis between points in O., N. Y., Pa., N. J., Del., Me., Vt., 
Conn., N. H., Mass., R. I., Md. and D. C. 

Kansas (Kansas City)—-MC 50023, Kansas City, Kaw Val- 
ley & Western Railroad Co. (J. Z. Miller, Jr., and O. Q. Claflin, 
trustees), dba Kaw Valley Stages, common carrier applica- 
tion. Joint board 36. Served Oct 17. Certificate proposed. 
Passengers and their baggage, and express, mail and news- 
papers in the same vehicle with passengers between Kansas 
City, Mo., and Bonner Springs, Kan., with service at all inter- 
mediate points, but with no local service between Kansas City, 
Kan., and Kansas City, Mo. 

Oregon (Portland)—-MC 49378, Sub. 8, Oregon Motor 
Stages, extension—Wolf Creek highway. Joint board 172. 
Served Oct. 17. Certificate recommended. Passengers, ex- 
press, mail and newspapers between specified points in Ore. 
Twenty-five days for exceptions. 

Idaho (Paris)—MC 30118, Sub. 1, Wm. S. Lawitzen, dba 
Bear Lake Stages, extension of operations. Joint board 29. Served 
Oct. 17. Certificate recommended. Passengers and their bag- 
gage, and express, mail and newspapers in the same vehicle 
with passengers, between Montpelier, Ida., and Rock Springs, 
Wyo. Twenty-five days for exceptions. 

Florida (Jacksonville)—-MC 19190, Sub. 7, Flamingo Truck 
Lines, Inc., extension—Camp Blanding. Joint board 205. 
Served Oct. 17. Certificate recommended. General commodi- 
ties, with exceptions, between Jacksonville and Camp Blanding, 
Fla., and between Green Cove Springs and Starke, Fla. 

Nebraska (St. Edward)—-MC 2407, Sub. 2, Andrew Han- 
sen, extension—Kansas origins. Joint board 19. Served Oct. 
17. Permit recommended. Liquid petroleum products, in bulk 
in tank trucks, from all refining and distributing points in 
Kan., to Newman Grove, Neb. Issuance of a permit is on con- 
dition that applicant request revocation of the outstanding per- 
mit issued in MC 2407, Sub. 1. 


Alabama (Dothan)—-MC 526, Sub. 9, St. Andrews Bay 
Transportation Co., extension—Embro, Fla. Joint board 205. 
Served Oct. 17. Certificate proposed. Passengers and their 
baggage, mail, express and newspapers in the same vehicle 
with passengers between Graceville and Embro, Fla. 

Utah (Salt Lake City)—-MC 2387, Sub. 3, C. I. Gallacher 
and Sig Rydman, dba Tri-State Motor Ways, extension—spe- 
cial commodities. Joint board 29. Served Oct. 17. Certificate 
proposed. Such materials and supplies as are used in the 
maintenance and operation of CCC camps between Pocatello, 
Ida., and CCC camps within 30 miles of Afton, Wyo. Twenty- 
five days for exceptions. 

Colorado (Crook)—-MC 10294, John H. Hellbusch, common 
carrier application. Examiner G. P. Werner. Served Oct. 18. 
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Certificate proposed. Specified commodities between points in 
Colo., Kan., Neb., and Wyo. 

Montana (Columbus)—MC 102913, Leo Jackson, common 
carrier application. Joint board 82. Served Oct. 18. Certificate 
recommended. General commodities, between Columbus, Mont., 
on the one hand, and points within 50 miles of Columbus, except 
points on specified highways, on the other. Hearing on request. 
Thirty days for exceptions. 

Maine (Jonesport)—MC 102746, Lorin H. Lakeman, con- 
tract carrier application. Joint board 70. Served Oct. 18. Per- 
mit proposed. Specified commodities from Jonesport to Colum- 
bia Falls, Me., and other specified commodities on return to 
Jonesport. Hearing on request. Thirty days for exceptions. 

Texas (Clarendon)—-MC 102732, Fontayne Elmore, com- 
mon carrier application. Joint board 210. Served Oct. 18. 
Denial proposed. Specified commodities between points in Tex., 
N. M., and Okla. 

District of Columbia (Washington)—-MC 102439, Charles 
Christiansen, dba Ideal Transfer Co., contract carrier applica- 
tion. Joint board 68. Served Oct. 18. Denial of permit pro- 
posed. Heating equipment between Washington, D. C., on the 
one hand, and points in Md., and Va., on the other. 

Arkansas (Siloam Springs)—-MC 102380, Ed Haltom, com- 
mon carrier application. Joint board 215. Served Oct. 18. Cer- 
tificate proposed, on condition that it shall remain in effect only 
so long as applicant may be entitled to conduct lease operations. 
Passengers and their baggage, and, in the same vehicle with 
passengers, express, mail and newspapers, between Bentonville 
and Rogers, Ark. 

Texas (Ackerly)—-MC 102348, L. E. Jones, common car- 
rier application. Joint board 33. Served Oct. 18. Denial for 
want of prosecution proposed. Specified commodities between 
points in Tex., on the one hand, and points in Tex., and N. M., 
on the other. 

Texas (Lawn)—MC 102317, James Alvin Burleson, common 
carrier application. Joint board 33. Served Oct. 18. Denial for 
want of prosecution proposed. Specified commodities between 
Lawn and points within 100 miles thereof, and points in N. M., 
and Tex. 

New York (Brooklyn)—-MC 101766, Irving Deutsch, con- 
tract carrier application. Examiner Herbert P. Haley. Served 
Oct. 18. Denial for want of prosecution proposed. Specified 
commodities between points in Pa., N. Y., N. J., and Conn. 

California (San Francisco)—-MC 78786, Sub. 69, Pacific 
Motor Trucking Co., extension—Camp San Luis Obispo water 
development project. Examiner David R. White. Served Oct. 
18. Certificate proposed, subject to conditions. General com- 
modities, in coordinated motor-rail service, between specified 
points in Calif. One of the conditions is that the service shall 
be limited to that which is auxiliary or supplemental of rail 
service of the Southern Pacific Co. Hearing on request. Thirty 
days for exceptions. 

Nebraska (Omaha)—MC 86627, Sub. No. 1, Union Pacific 
Railroad Co., extension of operations. Joint board 83. Served 
Oct. 18. Certificate proposed. Passengers and their baggage, 
between Sun Valley, Ida., on the one hand, and Boise, Ida., and 
West Yellowstone, Mont., on the other. 


Oklahoma (Shawnee)—MC 52318, Sub. 7, Luper Trans- 
portation Co. of Oklahoma—extension—Oklahoma City. Joint 
board 88. Served Oct. 18. Certificate recommended. General 
commodities, with exceptions, between Oklahoma City, Okla., 
and the junction of an unnumbered highway and U. S. highway 
270 located approximately 5 miles west of McLoud, Okla. 
Hearing on request. Thirty days for exceptions. 


Tennessee (Memphis)—-MC 12224, James Arthur McDon- 
ald, dba Macks Tours, broker application. Joint board 107. 
Served Oct. 18. License proposed. Passengers and their bag- 
gage, in special operations, consisting of round-trip sightseeing 
or pleasure tours beginning and ending at any point in the 
United States. 


Oklahoma (Chickasha)—MC 1939, Sub 3, W. L. Weller, 
dba Reliable Transfer & Storage Co., extension—U. S. highway 
277. Joint board 88. Served Oct. 18. Certificate recommended. 
General commodities, with exceptions, between the junction 
of U. S. highway 277 and Oklahoma highway 37 south of Okla- 
homa City, and the junction of U. S. highway 277 and an un- 
numbered highway approximately 5 miles east of Chickasha, 
Okla., over U. S. highway 277. Hearing on request. Thirty 
days for exceptions. 

Ohio (Cleveland)—MC 1502, Sub. 36, Pennsylvania Grey- 
hound Lines, Inc., extension—Grand Rapids, O. Joint board 117. 
Served Oct. 18. Certificate recommended. Passengers and their 
baggage, and express, mail and newspapers in the same vehicle 
With passengers between the junction of Ohio highway 110 
and U. S. highway 24 (near Grand Rapids), and Grand Rapids, 
0., over U. S. highway 24. Hearing on request. Thirty days 
or exceptions. 

Ontario, Canada (Blackhawk)—MC 102988, Philip Des- 
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champs, common carrier application. Joint board 248. Served 
Oct 21. Certificate proposed. Pulpwood from the U. S.-Canada 
international boundary through port of entry at International 
Falls to International Falls, Minn., over irregular routes, with 
no transportation for compensation on return. Thirty days for 
exceptions. 

idaho (Gifford)—-MC 102875, Einer T. Erickson, common 
carrier application. Joint board 49. Served Oct. 21. Certificate 
proposed. General commodities, with exceptions, over specified 
route between Lewiston and Reubens, Ida., serving designated 
intermediate and off-route points. Thirty days for exceptions. 

Tennessee (Memphis)—-MC 102862, Sub. No. 1, Dixie Serv- 
ice Co., common carrier application. Examiner J. L. Bradford. 
Served Oct. 21. Certificate proposed. Petroleum products in 
bulk, in tank trucks, from points in Shelby county, Tenn., to 
points in Mississippi and in designated Arkansas area and in 
designated section of Missouri. 

Idaho (Idaho Falls)—MC 102716, John C. Finnell, contract 
carrier application. Examiner R. J. Olentine. Served Oct. 21. 
Denial proposed. Beer from Golden, Colo., and Sheridan, Wyo., 
to Pocatello, Idaho Falls, Twin Falls and Boise, Ida., and 
empty containers in reverse direction, over specified routes. 
Twenty-five days for exceptions. 

INMinois (Chicago)—-MC 102685, Frank Budreck and Joseph 
Budreck, dba Budreck Truck Lines, common carrier applica- 
tion. Examiner T. M. Hanrahan. Served Oct. 21. Dismissal, 
at applicant’s request, proposed. General commodities between 
points in Ill., Ind., O., and between those points and St. Louis, 
Mo., and Louisville, Ky., over irregular routes. 

lowa (Logan)—MC 102643, Elmer O’Neill, common car- 
rier application. Joint board 138. Served Oct. 21. Denial pro- 
posed. Specified commodities between Logan and Iowa points 
within 15 miles thereof and Omaha, Neb., over irregular routes. 

California (Long Beach)—-MC 102573, J. C. Hadley and 
C. P. Hadley, dba Arizona Truck-A-Way, common carrier 
application. Joint board 47. Served Oct. 21. Denial proposed. 
New and used automobiles, trucks, tractors and chassis, by 
truckaway and driveaway methods between points in Los 
Angeles county, Calif., and points in Arizona, over irregular 
routes. Twenty-five days for exceptions. 

Texas (Sweetwater)—MC 102535, Mrs. Juanita Hodges, 
common carrier application. Joint board 77. Served Oct 21. 
Denial, for want of prosecution, proposed. Specified commodi- 
ties between Sweetwater and points within 100 miles thereof, 
and points in Texas, over irregular routes. 

Texas (Garden City)—MC 102457, Ronnell McDaniel, com- 
mon carrier application. Joint board 77. Served Oct. 21. 
Denial, for want of prosecution, proposed. Specified commodi- 
ties between Garden City and points within 100 miles thereof, 
and points in Texas, over irregular routes. 


Texas (Eldorado)—-MC 102395, L. B. Burk, common car- 
rier application. Joint board 77. Served Oct. 21. Dismissal, 
at request of applicant, proposed. Specified commodities be- 
tween points in specified Texas counties, over irregular routes. 


Texas (Barnhart, Ozona)—MC 102316, R. S. Neal, com- 
mon carrier application. Joint board 77. Served Oct. 21. 
Denial, for want of prosecution, proposed. Specified commodi- 
ties between points in designated Texas counties, over ir- 
regular routes. 


lowa (Battle Creek)—-MC 95774, Sub. No. 1, J. H. Brueck 
and Frederick Brueck, dba Brueck Bros., common carrier 
extension. Joint board 185. Served Oct. 21. Certificate pro- 
posed. Live stock and hay from points in Nebraska (except live 
stock from Omaha) and South Dakota to Battle Creek, Ia., 
and points within 15 miles thereof, and grain from points in 
that area to points in Nebraska and South Dakota. 


lowa (Deloit)—-MC 93491, Sub. No. 1, Henry F. Boysen, 
common carrier extension. Joint board 138. Served Oct. 21. 
Certificate proposed. Live stock between points beyond and 
6-mile radius and within a 10-mile radius of Deloit, Ia., on the 
one hand, and Omaha, Neb., on the other, and feeds, hay, agri- 
cultural implements and parts, building materials, and oils and 
greases in containers, from Omaha to points except municipali- 
ties beyond a 6-mile radius and within 10-mile radius of 
Deloit, over irregular routes. 


Nebraska (Unadilla)—-MC 89595, William Holscher, com- 
mon carrier application. Joint board 138. Served Oct. 21. 
Certificate proposed. Coal, in seasonal operation Sept. 1 to 
March 31, inclusive, of each year, from Clarinda, Ia., and 
points within five miles thereof, to Unadilla, and points within 
10 miles thereof, over a regular route, serving the points in 
the areas specified as intermediate or off-route points. 


Idaho (Boise)—-MC 77410, Sub. No. 2, T. M. Shackelford, 
dba Boise Basin Truck Line, common carrier extension. Joint 
board 258. Served Oct. 21. Certificate proposed. Ore and 
concentrates from Boise to Midvale, Utah, from Salt Lake City 
to Tooele, Utah, and from Bliss, Ida., to Declo, Ida., over 
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specified routes, and coal from Salt Lake City to Boise over 
specified route. Twenty-five days for exceptions. 

Virginia (Front Royal)—MC 77111, Sub. No. 1, Bessie C. 
Pomeroy, dba Pomeroy Transfer, common carrier extension. 
Joint board 68. Served Oct. 21. Certificate proposed. Plumbing 
supplies and equipment, and materials used in mixing mortar, 
except sand, from Baltimore, Md., and Washington, D. C., to 
Front Royal and points within 10 miles thereof, over irregular 
routes. 

Pennsylvania (Warren)—-MC 74618, Sub. No. 3, C. W. 
Elmquist, common carrier extension. Joint board 27. Served 
Oct. 21. Certificate proposed. Automobile seat covers from 
Fremont, O., to Warren, Pa., via West Springfield and Union 
City, Pa., over specified route. 

Pennsylvania (West Hazleton)—-MC 72410, Sub. No. 1, 
Daniel Berlitz, common carrier extension. Examiner Samuel 
M. Badian. Served Oct. 21. Certificate proposed. Household 
goods between Hazleton and points within 10 miles thereof, 
on the one hand, and, on the other, points in Conn. and Md., 
traversing N. Y. and N. J. in connection with such operations, 
over irregular routes. Thirty days for exceptions. 

Nebraska (Beatrice)—-MC 65019, Sub. No. 2, James Davi- 
son, dba Beatrice Motor Freight, common carrier extension. 
Examiner L. B. Dunn. Served Oct. 21. Certificate proposed. 
Empty depth charge cases, without fittings, in truckloads, 
minimum 23,000 pounds, from Beatrice to Hawthorne, Nev., 
over a regular route, serving no intermediate or off-route points, 
returning with no transportation for compensation, except re- 
jected or returned shipments. The examiner said that under 
the principles announced by the Commission in Baggett Trans- 
portation Co.—Purchase—Bishop, 35 M. C. C. 659, applicant 
might no longer avail himself of the exemption provided in 
the second provision of section 206 (c) of the act, and that he 
should immediately file and appropriate application for author- 
ity to continue his interstate operations within Nebraska. 

Oregon (McMinnville)—MC 58921, Sub. No. 4, Joyce 
Willis, common carrier extension. Joint board 45. Served 
Oct. 21. Certificate proposed. Specified commodities between 
designated points in Oregon, on the one hand, and points in 
Washington or in designated areas of Washington, on the other, 
over irregular routes. Twenty-five days for exceptions. 

Pennsylvania (York Haven)—-MC 42769, Sub. No. 2, Les- 
lie Reeser, common carrier extension. Joint board 27. Served 
Oct. 21. Certificate proposed. New automobiles and trucks, 
by truckaway or driveaway methods, in secondary movements, 
from points in Ohio to points in designated section of Pennsyl- 
vania, over irregular routes, restricted to traffic originating at 
points in Michigan. Thirty days for exceptions. 

Florida (Tampa)—MC 36473, Sub. No. 16, Central Truck 
Lines, Inc., common carrier extension. Joint board 101. Served 
Oct. 21. Certificate proposed. General commodities, with ex- 
ceptions, to and from Avondale and Wellston, Ga., as off-route 
points to applicant’s present regular route operations. Thirty 
days for exceptions. 

Kentucky (Lexington)—-MC 32783, Sub. No. 22, South- 
eastern Greyhound Lines, common carrier extension. Joint 
board 101. Served Oct. 21. Certificate proposed. Passengers, 
baggage, express, mail and newspapers, between Atlanta, Ga., 
and junction of U. S. highway 41 and Georgia highway 3E near 
Marietta, Ga., over Georgia highway 3E, and between Marietta 
and junction of Georgia highways 120 and 3E, over Georgia 
highway 120, with no service at intermediate points. Thirty 
days for exceptions. 


Missouri (Overland)—MC 31537, Sub. No. 1, Fines B. Hud- 
son, dba F. B. Hudson Moving Co., common carrier extension. 
Examiner Maurice J. Crane. Served Oct. 21. On further hear- 
ing, denial proposed. Household goods, store and office furni- 
ture and fixtures, between St. Louis, Mo., and points within 
35 miles thereof, on the one hand, and, on the other, points in 
17 states and the District of Columbia, over irregular routes. 
Twenty-five days for exceptions. 


California (Ripon)—-MC 24211, Sub. No. 1, John James 
Lepkey, dba J. Lepkey, common carrier extension. Examiner 
R. J. Burns. Served Oct. 21. Certificate proposed. Wine, in 
bulk and in bottles, jugs and barrels, between Ripon, Calif., 
and points within 12 miles thereof, to Stockton, Calif., over 
irregular routes. Twenty-five days for exceptions. 

Iinois (Chicago)—-MC 22310, Freer Motor Transfer Co., 
common carrier application. Examiner T. M. Hanrahan. Served 
Oct. 21. Dismissal, at applicant’s request, proposed. Specified 
commodities between points in Ill. and Ind. and between such 
points and Muscatine, Ia., and St. Louis, Mo., over irregular 
routes. 

lowa (Marshalltown)—-MC 21170, Sub. No. 9, Bob Freight 
Lines, Inc., common carrier extension. Joint board 145. Served 
Oct. 21. Certificate proposed. General commodities, with ex- 
ceptions, between Minneapolis, St. Paul, South St. Paul, Inver 
Grove, West St. Paul, Newport, North St. Paul, Columbia 
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Heights, Robbinsdale, St. Louis Park, Hopkins, Edina and Rich- 
field, Minn., and the following unincorporated points: Red Rock, 
McCarron’s Lake, Fort Snelling and State Fair Grounds, Minn., 
over irregular routes, as an extension of applicant’s present 
operations. 

Louisiana (Baton Rouge)—MC 20053, Sub. No. 2, Huff 
Truck Line, Inc., common carrier extension. Joint board 164, 
Served Oct. 21. Certificate proposed. General commodities, 
with exceptions, between Boutte, La., and the Huey P. Long 
bridge (near New Orleans, La.) over Louisiana highway 2, 
serving all intermediate points. Thirty days for exceptions. 

Texas (Fort Worth)—MC 1968, Sub. No. 2, David C. Hall, 
dba D. C. Hall Motor Transportation, common carrier exten- 
sion. Joint board 164. Served Oct. 21. Certificate proposed. 
General commodities, with exceptions, between Baton Rouge 
and Lobdoll, La., over U. S. highway 190 across the new Mis- 
sissippi river bridge. Thirty days for exceptions. 

lowa (Harlan)—MC 17371, Sub. No. 1, Kermit Marcussen 
and Helmer Marcussen, dba Marcussen Bros., common carrier 
extension. Joint board 138. Served Oct. 21. Certificate pro- 
posed. Lumber, fence and fencing, and wire from Omaha, Neb., 
to Jacksonville, Ia., and points except municipalities within 
eight miles thereof, over regular routes. 

Pennsylvania (Pittsburgh)—-MC 102621, Ben F. Garvin, 
common carrier application. Examiner Allan F. Borroughs. 
Served Oct. 22. Denial proposed. Race and show horses, polo 
ponies, equipment used in connection with the transportation 
of such horses and ponies, trainers and grooms of such horses 
and ponies, and other live stock between Pittsburgh, on the 
one hand, and points in N. Y., N. J., Del., Md., O., Ky., Tenn., 
Ind., Ill., Mich., Va., W. Va., and D. C., on the other. 

California (Los Angeles)—-MC 102601, L. C. Robertson, 
dba Robertsons Drive and Truck-Away, common carrier appli- 
cation. Joint board 47. Served Oct. 22. Denial proposed. New 
and used automobiles, trucks, tractors and chassis, between fac- 
tory and assembly points in Los Angeles county, Calif., and 
points in Ariz. Twenty-five days for exceptions. 

lowa (Red Oak)—MC 102518, Lynn C. Carlson, common 
carrier application. Joint board 138. Served Oct. 22. Denial 
for want of prosecution proposed. Specified commodities be- 
tween Red Oak and points within 15 miles thereof, and Omaha, 
Neb. 

Texas (Ozona)—MC 102488, Archie Cook, common carrier 
application. Joint board 77. Served Oct. 22. Denial for want 
of prosecution proposed. Specified commodities between points 
in Tex. 

New York (Long Island, Queens Village)—-MC 93696, Sub. 
1, Angelo Camaleri, dba Camaleri & Son, extension—Stratford, 
Conn.—points in New Jersey and New York. Joint board 305. 
Served Oct. 22. Denial of certificate proposed. Building ma- 
terials, Stratford, Conn., to points in Queens, Kings, Nassau, 
and Suffolk counties, N. Y., and Essex, Union, Hudson, Middle- 
sex, Morris, and Somerset counties, N. J., with return of de- 
fective and rejected shipments. 

Kansas (Wichita)—-MC 61736, Merchants Van & Storage 
Co., Inc., common carrier application. Examiner P. H. Daw- 
son. Served Oct. 22. Certificate recommended. Continuance 
of operation, household goods between points in Kan., on the 
one hand, and points in Colo., Ill., Ia., Mo., Neb., Okla., and 
Tex., on the other. ‘ 

Texas (Lubbock)—MC 71120, Sub. 5, Texas, New Mexico 
& Oklahoma Coaches, Inc., common carrier application. Joint 
board 77. Served Oct. 22. Certificate proposed. Passengers 
and their baggage, and express, newspapers, and mail in the 
same vehicle with passengers, between Sweetwater, Tex., and 
Brownwood, Tex. 


Pennsylvania (Lairobe)—-MC 48213, Sub. 2, C. E. Lizza, 
Inc., extension—pentaerythrite tetranitrate. Joint board 67. 
Served Oct. 22. Permit proposed. Pentaerythrite tetranitrate, 
an initiating explosive, in containers, from Kenvil, N. J., to 
Latrobe, Pa., and empty explosives containers from Latrobe 
to Kenvil. Hearing on request. Thirty days for exceptions. 

District of Columbia (Washington)—-MC 46646, Sub. 1, 
Willie Bradshaw, contract carrier application. Examiner Jos- 
eph B. Hobbs. Served Oct. 22. Denial for want of prosecution 
proposed. Contractors’ equipment and material, between points 
in Md., Pa., Va., and D. C. 

New Jersey (Westfield)—-MC 44470, Henry P. Townsend, 
dba Westfield Baggage Transfer, common carrier application. 
Examiner Joseph B. Hobbs. Served Oct. 22. Certificate pro- 
posed. Continuance of operations, general commodities, with 
exceptions, between points in N. J., on the one hand, and New- 
ark, N. J., and New York, N. Y., on the other, and household 
goods, between points in N. J., on the one hand, and points in 
Pa., N. Y., Conn., and Mass., on the other. 

New York (New York)—MC 37656, Sub. 1, Doyle Truck- 
ing Corporation, extension—New Jersey. Joint board 119. 
Served Oct. 22. Permit proposed. New furniture and such 
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supplies, materials, machinery, and equipment, as are used in 
the manufacture, display, or sale of furniture, for a certain 
class of shippers, between Elizabeth and Linden, N. J., on the 
one hand, and piers in Hudson and Bergen counties, N. J., which 
porder the Hudson River, on the other. Hearing on request. 
Thirty days for exceptions. 

Indiana (Evansville)—-MC 25567, Sub. 2, Hancock Truck 
Lines, Inc., extension. Joint board 23. Served Oct. 22. Denial 
of certificate proposed. General commodities, with exceptions, 
to and from Indianapolis, Ind., and points between Evansville 
and Indianapolis, as intermediate points and Fort Branch, Ind., 
as an off-route point over applicant’s present route between 
Evansville and Detroit. 

New Jersey (Trenton)—-MC 12244, Abe Weinroth, broker 
application. Examiner E. T. Cosby. Served Oct. 22. Denial 
proposed. Passengers and their baggage, express packages, and 
newspapers, in interstate or foreign commerce. 

California (San Francisco)—-MC 1651, Sub. 7, Railway Ex- 
press Agency, Inc., of California, extension—Santa Cruz-Wat- 
sonville Junction. Examiner David R. White. Served Oct. 22. 
Certificate proposed, subject to conditions, one of which that the 
service be limited to that which is auxiliary or supplemental to 
railway or air express service. General commodities, moving 
in express service, between specified points in Calif. Hearing 
on request. Thirty days for exceptions. 


L. & N. ABANDONMENT 


Examiner Lucian Jordan in a proposed report in Finance 
No. 13358, Louisville & Nashville Railroad Co. abandonment, 
has recommended that the Commission, division 4, find that 
the present and future public convenience and necessity permit 
abandonment by that road of its line extending southerly from 
Sheffield to Tuscumbia in Colbert county, Ala., approximately 
2.26 miles. The examiner said it was apparent from the rec- 
ord that the line had operated at a loss for several vears, and 
that there was no prospect of profitable operation in the fu- 
ture. The estimated net salvage value of the line is $13,050. 


SOUTHWESTERN MOTOR PURCHASE 


Examiner Frank A. Clifford, of the section of finance of 
the Commission’s Bureau of Motor Carriers, in a proposed re- 
port in MC F-1510, Southwestern Transportation Co., purchase, 
Luper Transportation Co. of Oklahoma, served Oct. 17, has 
recommended that the Commission authorize purchase by the 
former, of Texarkana, Tex., of operating rights of the latter, 
of Shawnee, Okla., between Dallas and Fort Worth. Tex., and 
corresponding portion of Texas “interstate” certificate No. 
3086. Applicant proposed a coordinated rail-truck service. 


MINN.-ATLANTIC TRANSIT CO. CONTRACT 


Examiner Ralph R. Molster, in a report in Finance 13378, 
Minnesota-Atlantic Transit Company, control, has recommended 
that the Commission, division four, find that acquisition by the 
Great Lakes Transit Corporation of control of the Minnesota- 
Atlantic Transit Company, through stock ownership, on terms 
and condition proposed, would be consistent with the public 
interest. He said that, since the transactions involved acquisi- 
tion by Great Lakes of Minnesota’s capital stock only, the part 
of the application for authority to consolidate its franchises 
and certain of its property with those of Great Lakes should 
be dismissed. 


TRANSPORTATION OF NEW AUTOMOBILES 


The Commission, by an order in No. 28190, new automo- 
biles in interstate commerce, has overruled a motion, dated 
Aug. 25, 1941, of National Automobile Transporters’ Associa- 
tion. Ine., for expedited action and for other relief in this pro- 
ceeding. Among other things, the association prayed for the 
prevention of alleged destructive rate reductions by respondents 
during the pendency of the proceeding, and for a hearing in 
October, 1941, subsequently modified to request a hearing on 
Dec. 1, 1941, instead. The proceeding is now assigned for 
hearing on Dec. 2, 1941. 


UNCONTESTED FINANCE CASES 

Report and certificate in F. D. 13423, Chicago & North Western 
Railway Co., trustee abandonment, permitting abandonment by the 
trustee of the Chicago & North Western Railway Co., of a portion of a 
branch line of railroad in Lafayette County, Wis., approved. 

Report and certificate in F. D. No. 13362, Boston & Maine Railroad 
abandonment, permitting abandonment by the Boston & Maine Rail- 
Toad of a portion of a branch line of railroad in York County, Me., and 
Strafford County, N. H. Approved. 

Report and order in F. D. No. 13476, Duluth, South Shore & At- 
lantic Railway Co. trustees’ certificate, authorizing the Duluth, South 
Shore & Atlantic Railway Co. to issue a trustees’ certificate in the 
amount of not exceeding $250,000, to be sold or otherwise disposed of 
at par and accred interest and the proceeds used in connection with 
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the redemption of $347,000 of first-mortgage 5 per cent gold bonds of 
the South Shore Dock Co. Approved. 

Report and certificate in F. D. No. 13260, West Jersey & Seashore 
Railroad Co. et al. abandonment, permitting abandonment by the West 
Jersey & Seashore Railroad Co. of a branch line of railroad in Salem 
County, N. J., and abandonment of Operation thereof by the Pennsyl- 
vania-Reading Seashore Lines. Approved. 


Fertilizer Reparation Cases 


Whether or not Rule III(s) of the Commission’s rules of 
practice was applicable to the proceedings under consideration 
was the question debated before the Commission, division 3, 
in oral argument October 23 in No. 28396, Virginia-Carolina 
Chemical Corporation vs. Akron, Canton & Youngstown et al., 
and eleven complaints joined with it, on exceptions to the pro- 
posed report of Examiner William A. Disque (see Traffic World, 
May 3, p. 1105). 

Examiner Disque had recommended dismissal of the com- 
plaints, all seeking reparation on the basis of the adjustment 
of rates on fertilizer and fertilizer materials prescribed by the 
Commission in Fertilizer in Central Territory, 237 I. C. C. 399, 
which decision involved a suspension proceeding and a com- 
plaint, No. 28063, filed by the National Fertilizer Association 
against railroads in C. F. A. territory. He cited Rule III(s), 
reading as follows: 


Except under unusual circumstances, and for good cause shown, 
reparation will not be awarded upon a complaint in which it is not 
specifically prayed for, or upon a new complaint by or for the same 
complainant which is based upon any finding in the original proceeding. 


It was the examiner’s conclusion that in view of that rule 
and in view of the fact that the previously prescribed rates on 
fertilizer and fertilizer materials on which reparation was 
sought involved both increases and decreases, reparation should 
be denied on shipments in carloads in central territory. He 
cited cases in which Rule III(s) had been given effect. 

In the argument, representatives of complainants, mem- 
bers of the National Fertilizer Association, contended that the 
circumstances involved in the cases cited by the examiner 
differed from those involved in the proceedings at hand. The 
contention was made that rate increases which the examiner 
said had been prescribed in Fertilizer in Central Territory were 
so-called paper rates and that nearly all the traffic moved under 
the decreased rates. It was argued, also, that one of the com- 
plaints for reparation had been filed before the Commission 
prescribed the rates and that, generally, the complaints were 
not proceedings falling within the prohibition of Rule III(s). 

The complaints joined with the title proceeding, all naming 
the Akron, Canton & Youngstown and others as defendants, are: 
No. 28237, F. S. Royster Guanox Co.; No. 28398, Davidson 
Chemical Corporation; No. 28399, Swift & Co.; No. 28404, Fed- 
eral Chemical Co.; No. 28414, American Agricultural Chemical 
Co.; No. 28417, Tennessee Corporation; No. 28423, Darling & 
Co.; No. 28424, Farm Bureau Cooperative Association, Inc.; No. 
28436, Armour & Co.; No. 28443, E. I. du Pont de Nemours, Inc., 
and No. 28460, International Agricultural Corporation. 

John T. Money, representing several of the complainants; 
Ferdinand Born, of Indianapolis, representing Darling & Co.; 
Ross Dean Rynder, for Swift & Co.; Kenneth J. McAuliffe, for 
E. I. du Pont de Nemours, Inc., and Edward A. Kaier, for the 
railroads defendants, participated in the argument. 


FINANCE APPLICATIONS 


MC F-1690. Southern Pacific Transport Co., Houston, Tex., asks 
authority to purchase operating rights and properties of R. A. Wright, 
dba Wright Motor Freight Line, Houston, between Houston and Lib- 
erty, Tex., via intermediate points over U. S. highway 90, and tem- 
porarily to operate. 

MC F-1691. Kenneth G. Foster, dba Foster Freight Lines, Indi- 
anapolis, Ind., asks authority to purchase operating rights of Lett & 
Co. of Indiana, Inc., Cincinnati, O., and lease the rights temporarily. 

MC F-1692. L. Worth Harris, Charlotte, N. C., stockowner of the 
Harris Brothers Transfer Co., asks authority to acquire control of 
Brock Motor Lines, Inc., Charlotte, through ownership of capital stock. 

MC F-1693. Rock Island Motor Transit Co., Chicago, Ill., asks 
authority to purchase the common carrier rights of Fred E. Rees, dba 
Whiting Motor Service, Roby, Ind., in MC 33763, between points in 
Lake County, Ind., on the one hand, and those in Cook County, II, 
on the other, etc. 

MC F-1694. Santa Fe Trails of Illinois, Inc., Wichita, Kan., asks 
authority to purchase, from Peoria-Rockford Bus Co., Rockford, Il., 
interstate and intrastate operating rights of the latter between Kanka- 
kee, Ill., and Metamora, Ill., via Dwight, Streator and Wenona, IIl., to 
supplement applicant’s existing motor carrier passenger operations 
between Chicago and Kansas City, Mo., and between Chicago and St. 
Louis, Mo., and to provide coordinated rail and highway service in the 
territory of the Atchison, Topeka & Santa Fe between Kankakee and 
Peoria, Ill. 


Finance No. 13501. Tioga Railroad Co., asks authority to acquire 


from the Blossburg Coal Co., about 3.49 miles of line situated in 
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Tioga County, Pa., or so much of it as is not abandoned for railroad 
purposes prior to such acquisition. The Blossburg Coal Co, is a 
wholly-owned, noncarrier subsidiary corporation of the Erie, being 
situated between Blossburg and Arnot Junction, Tioga County. The 
proposed acquisition of the Blossburg Coal Company’s railroad by the 
applicant and the ultimate conveyance thereof to the Erie, or its suc- 
cessor in reorganization, according to the application, are steps in con- 
nection with the consummation of the reorganization of the Erie. 

MC F-1683. L. A. Tucker Truck Lines, Inc., Cape Girardeau, Mo., 
asks authority to purchase rights of William F. Leahey, dba Leahey 
Motor Service, St. Louis, Mo., under MC 40897. 

MC F-1682. Colville Cartage Co., Ltd., Toronto, Canada, asks 
authority to purchase operating rights of Western Freight Lines, Ltd., 
Chatham, Ontario, Canada, between the international border of Canada 
and the United States, on the one hand, and Detroit, Mich., on the 
other. 

Finance No. 11869, supplemental. Robert E. Woodruff and John A. 
Hadden as trustees of The Nypano Railroad Co. ask leave to become 
parties to the application and that they be included with the Nypano 
as grantees in conveyance from The Youngstown & Austintown Rail- 
way Co. of 4.82 miles of line in Mahoning County, O., such acquisition 
having been authorized by the Commission by its order dated January 
10, 1938. 

Finance No. 13446, supplemental. Robert E. Woodruff and John A. 
Hadden as trustees of The Nypano Railroad Co. ask leave to become 
parties to the application and that they be included with the Nypano 
as grantees in the conveyance from Erie Land & Improvement Co. 
of Pennsylvania of 2.09 miles of line owned by it and constituting what 
is known as Westerman Coal & Iron Railroad. 

Finance No. 13498. Yazoo & Mississippi Valley Railroad Co. asks 
authority to abandon its Yerger branch, extending a distance of 16 miles 
between specified mile posts at Leland and Yerger, in Washington 
County, Miss. The application says the volume of traffic handled over 
the line is ‘‘very small’’ and that as a result it has been operated at 
a loss for ‘‘the last several years.’’ 

Finance No. 13499. Yazoo & Mississippi Valley Railroad Co. asks 
authority to abandon a portion of its line extending 24.12 miles be- 
tween specified mile posts at Rosedale and Boyle, all in Bolivar County, 
Miss. The application says the line has been operated at a loss and 
that savings resulting from abandonment will approximate $25,000 a 
year. ‘ 
MC F-1684. David C. Hall, dba D. C. Hall Motor Transportation, 
Fort Worth, Tex., asks authority to purchase operating rights of Magee 
Truck Lines, Inc., of Jackson, Miss., between Memphis, Tenn., and 
Jackson, for $10,000. 

MC F-1685. John A, Smith, an individual, dba S & S Truck Line, 
and Highway Express Co., a corporation, of Charleston, S. C., ask 
authority to purchase, for $6,500, from Leon W. Strock, dba S & § 
Truck Line and Highway Express Co., of Charleston, the interest of 
said Leon W. Strock in the partnership known as S & S Truck Line, 
said interest being 50 per cent. 

MC F-1686. Century System, Inc., Chicago, Ill., asks authority 
to purchase, for $20,000, and temporarily to operate, operating rights 
of Mid-West Motor Freight Co., Inc., Detroit, Mich., in the states of 
Michigan, Indiana and Ohio. 

Finance No. 13503. Southern Pacific Railroad Co. and Southern 
Pacific Co., its lessee, ask authority to abandon a portion of the 
Coalinga branch owned by the former and operated by the latter, 
extending from a designated milepost near Coalinga to the end of 
the branch line near Crump, a distance of 0.82 mile, together with all 
sidings, spur tracks and appurtenances, all in Fresno County, Calif. 
The application says the line no longer serves any transportation need. 

MC F-1687. Wilson Freight Forwarding Co., Inc., Cincinnati, O., 
as seller, and Charles D. Pratt, dba Service Express, Vevay, Ind., pur- 
chaser, ask authority for substitution of the latter as applicant in 
MC 13123, Sub. 3, and for transfer of the certificate in that proceeding, 
with respect to a portion of the operating rights involved therein, the 
transfer involving rights over a specified route from Rising Sun, Ind., 
to Vevay, Ind., serving all intermediate points. 

MC F-1688. Arizona Express, Inc., Tucson, Ariz., as seller, and 
Citizen Auto Stage Co., Tucson, purchaser, ask authority for transfer 
to the latter of certificate in MC 22980, Sub. No. 2, authorizing trans- 
portation of general commodities, with exceptions, between Tucson, 
on the one hand, and Nogales# Ariz., on the other hand, over specified 
route, for $1,200. 

MC F-1689. Missouri & Arkansas Transportation Co., Harrison, 
Ark., asks authority to purchase operating rights of Rodney Parham, 
trustee in bankruptcy of assets of Lester Q. Lindley, Little Rock, Ark., 
as a common carrier of general commodities, with exceptions, between 
Springfield, Mo., and Little Rock, and Arkansas intrastate rights, for 
$3,250. 


SIGNAL SYSTEMS 


The Southern Pacific (among others an amended applica- 
tion superseding application covered by public notice issued 
September 20); St. Louis-San Francisco; Cincinnati, New Or- 
leans & Texas Pacific; Lake Superior & Ishpeming; Terminal 
Railroad Association of St. Louis; Texas & New Orleans; and 
Baltimore & Ohio have filed applications with the Commission 
for approval of proposed modifications of signal systems or 
devices under section 25 (b) of the interstate commerce act. 
Any interested party desiring hearing should advise the Com- 
— and applicant in writing within 20 days from Octo- 

er 18. 

The Gulf, Mobile & Ohio has filed an application with the 
Commission for approval of proposed modifications of rules, 
standards and instructions prescribed by order of April 13, 
1939, under section 25 (c) of the interstate commerce act. 
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Any interested party desiring hearing should advise the Com- 
mission and applicant in writing within 20 days from Octo- 
ber 18. 

The Southern Pacific Co. has filed applications with the 
Commission for approval of proposed modifications of signal 
systems or devices under section 25 (b) of the interstate com- 
merce act. Any interested party desiring hearing should ad- 
vise the Commission and applicant in writing within 20 days 
from October 21. 

The Chicago & Eastern Illinois; Chicago, Burlington & 
Quincy; Southern Pacific have filed applications with the Com- 
mission for approval of proposed modifications of signal sys- 
tems or devices under section 25 (b) of the interstate commerce 
act. Any interested party desiring hearing should advise the 
Commission and applicant in writing within 20 days from 
October 23. 


M. & St. L. Reorganization 


In a hearing October 20 before Examiner A. C. Devoe, 
representatives of bondholders of the Minneapolis & St. Louis 
Railroad Co. and of the reorganization managers of the Min- 
neapolis & St. Louis Railway Co., the new company, discussed 
a proposal of the Bache committee, one of the protective com- 
mittees for the bondholders, to make provision for the expenses 
of the various protective committees incurred in connection 
with the reorganization proceedings by an assessment on hold- 
ers of bonds or certificates of deposit of the old company en- 
titled to participate in the reorganization plan, the proposed 
assessment being $1.90 for each share of common stock dis- 
tributable to them (see Traffic World, Oct. 18, p. 986). 

W. W. Colpitts, of Coverdale & Colpitts, the Minneapolis & 
St. Louis reorganization managers, and C. W. Wright, counsel 
for the reorganization managers, participated in the discussion. 
Mr. Colpitts said his firm had been expected to work out an 
“engineering formula” for the distribution of securities of the 
new company, but that it had been impossible to arrive at such 
a formula, and that the conclusion had been reached that, in 
fairness to all, the only thing to do was to give approximately 
7,000 shares to each of the four big protective committees, with 
distribution of other shares to other bondholder groups in pro- 
portion. Mr. Wright said the claims of the various committees 
might reach a peak where the new company would not be in 
position to pay them, and payment over an extended period of 
time was suggested. Thereupon, Alfred A. Cook, of counsel 
for the Bache committee, made a statement for the record to 
the effect that, in view of the declarations by Mr. Colpitts and 
Mr. Wright that an advance of $284,000 to the various commit- 
tees and the proposed assessment might be a burden on the new 
company, any business arrangement which would be found 
helpful to the new company by the reorganization managers 
would be agreeable to the Bache committee. 

Hilbert P. Zarky, representing the Treasury Department, 
said on behalf of that department that it had no appropriation 
or funds available for payment of an assessment on its Minne- 
apolis & St. Louis securities and that, for this reason, it opposed 
any reorganization plan that would call for such an assessment. 
It was stated that the Treasury Department would receive 
3,500 shares of the new company’s stock under the reorganiza- 
tion plan and that the proposed amendment of the plan to 
require payment of $1.90 a share would mean that the depart- 
ment would have to pay $6,750. The suggestion was made that 
on the basis of a minimum value of $12 a share for the stock of 
the new company, the Treasury Department’s stock would be 
worth over $40,000 and that payment of $6,750 in the interest 
of reorganization of the railroad would be to the department’s 
advantage. Mr. Zarky said the fact remained that the depart- 
ment had no appropriation for that purpose. In the discussion 
that followed, views were expressed by various parties present 
that the Treasury Department’s position would not be a bar- 
rier to consummation of the reorganization plan with the 
amendment as proposed. 


MOTOR RATES INQUIRY DENIED 


Secretary Bartel, of the Commission, in a letter to F. W. 
Gwathmey, 1110 Shoreham Bldg., Washington, D. C., and W. 
N. McGehee, General Attorney, Southern Railway System, 
Washington, D. C., has advised that the Commission, in con- 
ference, October 13, voted to deny their petition of Aug. 22 
filed on behalf of railroads and steamship lines publishing 
through class and commodity rates between Boston, Mass., 
Providence, R. I., New York, N. Y., Philadelphia, Pa., and 
Baltimore, Md., on the one hand, and interior points in south- 
eastern and Carolina territories in Virginia, North Carolina, 
South Carolina, Florida, Georgia, Alabama and Tennessee, on 
the other, for an investigation respecting the rates applied on 
like traffic by motor carriers from and to the same points (see 
Traffic World, Sept. 13, p. 643). 
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October 25, 1941 


Pacifie Coastwise Lumber 


“The position of the Office of Price Administration is not 
that the carriers should be deprived of an increase merely 
because someone else may take advantage of this increase to 
increase the prices of the commodity to the ultimate consumer, 
put rather that any increase in cost should be fully justified 
and that the effect on the shipper is a factor to be considered 
in connection with the increased freight rate,” said the brief 
filed on behalf of the OPA and the Office for Emergency Man- 
agement in I. and S. No. 4946 and No. 28686, Pacific coast- 
wise lumber rates (see Traffic World, Oct. 18, page 999). 

This brief and six others which asked the Commission to 
define the status of each of the water carrier applicants for 
permits or certificates in Nos. W-277, W-307, W-308, W-348, 
W-384 and W-472 as that of a common carrier were prepared 
by Dr. G. Lloyd Wilson, OPA director of transportation, John 
H. Eisenhart, Jr., assistant director, and David Ginsverg and 
Robert ivi. Jones, general counsel and attorney, respectively, 
for the OPA. 

‘ne suspension proceeding involves schedules published 
by water carriers parties to Agent Robert C. Parker's tarilt, 
U. S. M. C. No. 13, in supplement No. Z to that tariit, propos- 
ing increases in rates on lumber, shingles, logs, timbers, pilng, 
poles and related Ltorest products between ports and termunais 
in Oregon and Washington, on the one hand, and the California 
ports of Alameda, Uakiand, San Francisco, Los Angeles Harpor 
and adjacent ports, on the other hand. On protest of the 
OPACS (now the OPA) operation of the supplement, filed to 
become eitective May 1, 1941, was suspended until December 
1. In the suspension order, the Commission cited illustrative 
rates between Seattle, Wash., and San Francisco, Calit., show- 
ing that the increases proposed were 50 cents a thousand board 
feet. Prior to a Commussion order of June 5, inaugurating 
the general investigation in No. 28636, the parties supulaiea, 
according to the UsrA brief in that case and tne 1. and 5. pro- 
ceeding, tnat Suppiements would be filed to reinstate the rates 
under suspension untul December 1 or untit such ume as 
the Conuiussion might render a decision on all the issues in- 
volved in the invesuyation, provided that the Commission va- 
cated its Suspension order, and agreed to assume the burden 
ot justilying tne lawtulness of the basis rates in an invest.ga- 
tion Wiln respect to their reasonableness to be instituted py 
the Comumssion. ‘Lhe matter was heard Seplemver 5 peiore 
Commuss.ouer Porter, UVuirector ‘laimaye of the Bureau ot 
Motor Carmers and Examiners M. J. Waish and KR. W. Snow, 
the brie Ovserved. 

‘the UrA said the base rate on lumber had been estab- 
lished at po a Wnousand board teet on Sepiember Z1, 1938, tne 
tarlif puoishing wnat rate having been lied w:th the Maritime 
Commussion vy Agent Farker, it noted tnat there were sub- 
sequent increases April 8 and October 1d, 1¥4U, aiter the rate 
to LOS Aizeises had peen made oU cenis higuer inan tnat to 
San branucsscu. Fursuant to the stipulation ver.ween we parties 
ol record in i. and S. 4946, the Commussion, by division Z, en- 
lered an oruer naming applicable tne increased rate waich 
had been unuer Susyeius.on, tne brief sald, audung tnat the in- 
increase in wie Cuilmerence rate tO San r£radiciscu Was, Were- 
lore, Zod per cent Of tne rate first pudlisned by tne carners 
septemver 21, 1958, and to LOS Angeles, so¥3 per cent OL tnat 
rate. ‘:ne UsA ovserved that two-tmrds of tne movement oft 
soitwood iumber lrom Washington and Uregon was by water 
carrier; that between l1Y¥56 and August 19, 1ly4l, lumber 
prices at tidewater mulls at ship’s tacnie increased $Y or p10, 
and that ship’s tackie water prices, aithougn Llormeriy lower 
than rail prices of 1umber, had “by this time’ equalied or sur- 
passed them. 

‘““Yhe increase in price is due in part to the increased cost 
of manuiacturing lumber resulting from strikes and increased 
Wages,” said the brief. “ln negotiations with the Oftice of 
Price Admunistration relative to the establishment of a ceiling 
price on lumber, these cost factors were considered. it is 
normal for an increase in rate to be retiected in the price of 
the lumber paid by the consumer; and, since dealers mark up 
the price on a percentage basis, the cost to the consumer is 
likely to be greater by more than the increased rate.” 

Since September 21, 1938, the water rates on the principal 
commodities other than lumber applying between San Fran- 
cisco, Los Angeles and Portland, Seattle and Columbia River 
Points had increased in a range from 7 per cent to 12 per cent 
With the exception of one rate which was increased 13 per 
cent and four that were reduced, the brief continued. In- 
creases in rail rates were not as large as increases made by 
cater carriers, it said. 


More Ship Withdrawals Indicated 


The OPA brief discussed the onstruction cost and various 
characteristics of the respondents’ vessels, as well as operating 
Costs. It observed that at the present time the Pacific coast 
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trade was undertonnaged, noting that 22 vessels had been with- 
drawn from that trade and diverted to other trades, usually 
at the request of the Maritime Commission, that 26 vessels 
were now being operated by members of the Pacific Lumber 
Carriers’ Association, that two of these 26 vessels were sched- 
uled to be withdrawn “this fall” and that four probably would 
be withdrawn later. 

In its argument, the brief contended, among other things, 
that if a rate was remunerative an increase in the price of a 
manufactured article was no ground for the advance of that 
rate; that evidence of cost and or rate or replacement cost of 
vessels did not justify the increased rates; that comparison 
with the general commodity water rate and with the lumber rail 
rate increases indicated that the current increases were unrea- 
sonable; that increased revenue by the net ton indicated that 
any increased cost could be readily absorbed by the carriers, 
and that the proposed lumber rate increases from Washington 
and Oregon to California would be injurious to the national 
defense economy. 


“Not only is the increase in the dollar cost harmful to the 
government, the taxpayers and private consumers, but, in addi- 
tion, the inflationary tendency inherent in the continually ris- 
ing costs will be ruinous,” said the OPA. “The Office of Price 
Administration, in its recent schedule, set the price for lumber 
at the mill and did not attempt to include the transportation 
costs for movement from the mill to consuming areas since 
it was of the opinion that transportation prices should be 
guided and controlled by long-established regulatory bodies 
such as the Interstate Commerce Commission. The importance 
of maintenance of reasonable transportation rates in the co- 
ordinated governmental attempt to avoid inflationary tendencies 
is thereby evident.” 


Accordingly, the OPA asked the Commission to find that 
the proposed rates had not been proven “just and reasonable.” 

In an addendum to the brief, the OPA said that the 
question of whether the carriers involved in this proceeding 
were common or contract carriers was “intimately connected” 
with the question of the rates, “because, if a large proportion 
of them should be found to be contract carriers, establishment 
of a reasonable maximum rate for common carriers would have 
no effect on the trade since they would be free to increase 
their rates at will.” Continuing, it said: 


An illustration of the damage that can result from the operation 
of a carrier as a contract carrier in this trade was given by a witness 
for the protestants who stated that the carrier which had regularly 
served his company suddenly announced in May of this year that the 
rates would be increased from $7.50 to $9 per thousand for movement 
of its lumber in June. This stopped the lumber movement which it 
had contemplated. <A large percentage of its business was for the 
defense program, and the danger to that program inherent in such 
high handed tactics by contract carriers is so obvious that it needs no 
further comment. 


In its briefs in the water carrier applications cited, the 
OPA discussed past operations of the various applicants. With 
respect to W-277, Oliver J. Olson & Co., San Francisco, Calif., 
contract carrier application (for “grandfather” rights), the 
OPA said it believed the applicant should be given a certificate 
as a common carrier because its agreements were not of 
sufficient definiteness to be binding or true contracts, because 
its method of operation was similar to that of a common carrier, 
and because it had held itself out to the public in some of 
its business as a common carrier. Applicant in W-277 seeks 
authority to transport lumber, lumber products and wood pulp 
over irregular routes, the year around, “rom Washington and 
Oregon ports to California ports. 

in its brief in W-307, W. H. Wood, dba Hart-Wood Lumber 
Co., San Francisco, Calif., contract carrier application (under 
claimed “grandtather” rights), the OPA contended that ap- 
plicant’s method of operation was that of a common carrier 
because its method of doing business through individual con- 
tracts of affreightment did not affect that conclusion, because 
the long range agreements under which it operated were “too 
loosely drawn” to amount to contracts, and because its operation 
in transporting general commodities was that of a common car- 
rier in the period in which it claimed it was operating as a 
contract carrier. 


In W-348, Sudden & Christenson, contract carrier applica- 
tion, coastwise service, the OPA brief argued that verbal agree- 
ments under which applicant transported shipments for lumber 
mills were “nothing but long term arrangements” between 
certain lumber shippers and this carrier, so that the carrier 
could be sure to have its vessels filled while the shipper could 
be sure to have space when needed, and were not, therefore, 
true contracts. 

The OPA brief in W-308, Burns Steamship Co., Beverly 
Hills, Calif., contract carrier application, said it was logical to 
conclude that the operation of this carrier was that of a com- 
mon carrier, since it operated as such in handling an important 
proportion of its business. It noted that a witness for ap- 
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plicant had stated it would not be injured by being classified 
as a common carrier. This applicant seeks grandfather rights 
for operations between ports in Oregon, Washington and 
California. 

Dealing with W-384, Sudden & Christenson, San Francisco, 
Calif., common carrier application, intercoastal service, the 
OPA said it agreed with the applicant that the latter should 
be granted a certificate as a common carrier for transportation 
in the intercoastal trade, particularly in so far as transporta- 
tion of lumber on the eastbound leg of the voyage was con- 
cerned, “for the applicant and its employes deal with the pub- 
lic as shippers; secure the lumber cargo transported on the 
eastbound voyage; and are responsible for loading it and di- 
verting ships’ masters to point of discharge.” 

As to W-472, Gorman Steamship Co., Oakland, Calif., con- 
tract carrier application, the OPA said in its brief that it was 
“very doubtful” whether this applicant should receive either a 
certificate or a permit based on the operation on the present 
time, as it did not own a vessel at the time of the hearing but 
pertormed the function of a ship’s agent, but that if it was 
entitled to any authority, the authority should be to operate as 
a common carrier. ‘lhe applicant seeks a permit or a certifi- 
cate authorizing continuance of operation in transportation of 
lumber and lumber products between Oregon and Calitornia 
ports. 

Carriers’ Views on Rate Boosts 


A brief of the Pacific Lumber Carriers’ Association in I. 
and S. No. 4946 and No. 28686, maintained that “notwi:thstand- 
ing admittedly tremendous increases in the costs of operations, 
and largely because of competitive practices,” the rates of the 
Pacific coastwise carriers had never returned to the level of 
$9 a 1,000 feet which prevailed in 1923. It said the carriers 
should not be obligated to continue in effect rates which were 
established under “the questionable competitive circumstances 
as disclosed by the record in this proceeding.” It averred that 
the carriers in question had an opportunity to obtain increased 
revenue in other trades; that a coastwise vessel capable of 
carrying approximately 2,000,000 feet of lumber would earn, 
in the Panama Canal trade, a gross revenue of $36,000 in 17 
days, whereas, in the same time, serving the Pacific coast 
ports, the same vessel would earn gross treights amounting to 
only $15,000 to $16,000. The association aiso cited increased 
operating costs. lt asked the Commission to find the proposed 
“base rate” of $7.50 just, reasonable and proper and that it 
enter an order vacating the suspension of the rates. 

A brief of Oliver J. Olsen & Co., applicant in W-277 for a 
permit as a contract carrier by water, said that throughout 
its operations trom 1937 until the present time a substantial 
part of its business had been transportation of lumber under 
charters or cargo lot contracts both on a voyage and on a term 
basis. It said there could be no question that the operation 
of a vessel exclusively in the service of a single shipper under 
an agreement or understanding that the vessel would be so 
used constituted contract carriage as to such vessel. It asked 
for authority under section 310 to operate in a dual capacity 
if any part of applicant’s operations as now conducted was 
found by the Commission to be common carriage. 


A brief of Sudden & Christenson (Arrow Line) in sup- 
port of its application for grandfather rights as a common 
carrier by water in intercoastal trade said that the applicant, 
although not the owner of any vessel in the intercoastal trade, 
was and had been for many years the owner of the trade name 
“Arrow Line” and had operated under that trade name in the 
intercoastal trade as agent for others who owned vessels— 
the Christenson Steamship Co., Waterman Steamship Cor- 
poration and Seekonk Corporation. 

A brief in support of its application for a permit in W-348 
was filed by Sudden & Christenson, in which it contended that 
its coastwise operations, for which it was seeking a certificate, 
had never conflicted with its intercoastal operations. In the 
latter service, it said, the applicant had engaged solely in the 
contract business and had not held itself out to the public as a 
common carrier. 


“ARROW LINE” APPLICATIONS 


Examiner C. B. Gray of the Commission’s Bureau of Water 
Carriers has held hearings in W-383, Christenson Steamship 
Co. (Arrow Line) and W-388, Waterman Steamship Corpora- 
tion (Arrow Line), in which the applicants seek authority under 
part III of the interstate commerce act to operate as common 
carriers by water in the intercoastal trade. 

Witnesses for the applicants were William B. Garner, vice- 
president of the Waterman Steamship Corporation, and C. H. 
Chandler, vice-president of the Christenson Steamship Co. The 
applications stated that these lines transported general cargo 
westbound and lumber and forest products eastbound. In the 
course of the hearings, Messrs. Garner and Chandler testified 
that their companies owned vessels which were in the service 
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of the Arrow Lines, for which Sudden & Christenson were the 
managing operators, and that Arrow Lines was a business pro- 
motion organization in which the applicants had no financia] 
interest. ‘The name “Arrow Lines” was described as a trade 
name. 

M. G. De Quevedo and Bon Geaslin appeared as counsel 
for the applicants. Arthur R. Eldred and A. P. Donadio repre- 
sented rail carriers in official territory; W. H. Dulaney repre- 
sented southern territory railroads, and Ernie Adamson repre- 
sented the Leskawa Lumber Co., of Scranton, Pa., protestant. 

An application of Pan Atlantic Steamship Corporation, a 
subsidiary of Waterman Steamship Corporation, for authority 
to operate as a common carrier by water between Atlantic 
and Gulf ports was the subject matter of another hearing be- 
fore Examiner Gray, in docket number W-376. Mr. DeQuevedo 
appeared as counsel for the applicant. C. P. Reynolds repre- 
sented Agwilines, Inc., Merchants & Miners Transportation Co., 
Eastern Steamship Lines and Ocean Steamship Co., protestants. 
Alexander Gawlis and George J. Horner represented the Mer- 
chants & Miners line and Clyde Mallory Lines (Agwilines, 
Inc.), respectively. Mr. Dulaney, for railroads in southern ter- 
ritory, Messrs. Eldred and Donadio, and F. X. Masterson, for 
official territory railroads, participated in the hearing. 


Ex-Lake Grain for Export 


Export grain traffic increases in 1940 at the Baltimore and 
Philadelphia ports as compared with the Port of New York 
were due to war conditions rather than to rail rate differentials 
or to the fact that 20 days’ free time at Baltimore and Phila- 
delphia was permitted on such grain as compared with 10 
days’ free time at New York, representatives of the interests 
favoring preservation of the “status quo” as to export grain 
rates to Atlantic seaboard ports asserted in an oral argument 
October 22 before the Commission, division 3, on exceptions to 
the proposed report of Examiner H. W. Archer in No. 28466, 
Port of New York Authority vs. Baltimore & Ohio et al. (see 
Traffic World, June 14, p. 1491). 

The argument was another step in the fight of the Port of 
New York to bring about a parity of export rates on ex-lake 
grain at north Atlantic ports. The complaint sought, also, 
removal of alleged unjust discrimination against New York 
and undue preference of the ports of Baltimore, Philadelphia 
and Norfolk resulting from the maintenance by the defendants 
of 20 days’ free time on ex-lake grain for export at the latter 
three ports as against only 10 days’ free time at New York. 
It maintained that the differential against New York in the 
rates on such grain moving from Toledo, O., to New York, in 
favor of the grain moving to Baltimore and Philadelphia, 
amounted to 4 cents a hundred pounds on ex-lake wheat or 
oats and 5 cents on other grain. 

Wilbur LaRoe, representing the Port of New York, and 
Parker McCollester, appearing for the New York State Chamber 
of Commerce, contended that this threatened to be a leading 
case in deciding whether sections 2 and 3 of the act should be 
upheld or whether traffic should be divided among ports. They 
averred that, if a differential against New York on export grain 
could be justified by a policy of dividing the traffic among 
ports, that policy should be applicable also to woodpulp traffic 
which New York had lost to Baltimore and to coffee traffic it 
had lost to New Orleans. 

C. R. Seal, of the Baltimore Association of Commerce, 
argued that the differential in question had been established 
by the Commission in 1905 and that, nevertheless, New York 
had enjoyed the bulk of the export grain traffic for many years, 
through 1939. In that year, he showed, the export grain traffic 
at New York, exclusive of that moving through the New York 
Barge Canal, was more than four times that of either Phila- 
delphia or Baltimore. In 1940, New York had lost much of the 
traffic to the other ports mentioned, it was shown, and Mr. 
Seal said this was because warring governments purchasing 
the grain had control of the movements and routed it through 
ports selected by them. Factors on the basis of which the 
differential had been established, such as lighterage in New 
York harbor, and other conditions entering into the making of 
the rates, were upheld by the Baltimore and Philadelphia port 
interests as justified. 

H. E. Foley, of the Boston Port Authority, said the rail 
services were substantially the same to the waterfronts at New 
York, Philadelphia and Baltimore; that a differential was justl- 
fied where the grain was moved to shipside by lighters in New 
York harbor, but that it was not justified where the grain was 
transported to elevators on the New Jersey shore. 

Others participating in the argument were C. R. Seal, 
of the Baltimore Association of Commerce, S. H. Williams, of 
the Philadelphia Chamber of Commerce, J. H. Frazier, of the 
Philadelphia Commerce Exchange, F. R. Cross and R. R. Bon- 
gartz, for the defendant railroads, and Walter Hedden, for 
the complainant. 
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October 25, 1941 


Status of Wharfingers 


Congress intended to grant authority to the Commission 
to regulate only carriers engaged in the actual and bona fide 
movement of goods, and not wharfingers who merely provide a 
point of rest between carriers, and the findings of that body 
should be to the effect that part III of the interstate commerce 
act does not confer on it any jurisdiction over marine terminal 
operators owned and operated by a state or an agency thereof, 
says a brief of the Board of Commissioners of the Port of New 
Orleans, La, in a brief in Ex Parte No. 144, investigation to 
determine the extent of the Commission’s jurisdiction over per- 
sons engaged in the operation of wharves and other terminal 
facilities used in connection with the transportation by water 
of passengers and property in interstate and foreign commerce. 
The proceeding is based on an interpretation of part III of 
the act. 

“The Board of Commissioners of the Port of New Orleans 
is an agency of the state of Louisiana administering the affairs 
of the port under constitutional and statutory laws, firmly 
established since their adoption and never disturbed by either 
state or federal courts,” says the brief. 

The brief said that any attempt by the Commission to 
exercise jurisdiction over the public wharves and facilities of 
the port of New Orleans would seem to be in violation of sub- 
paragraph (j) of section 303, which provided non-interference 
with the exercise by each state of the power to regulate intra- 
state commerce by water carriers within the jurisdiction of the 
state. it added it believed the strongest evidence that part III 
of the act did not apply to publicly-owned terminals was con- 
tained in sub-paragraph (c) of section 305. In that paragraph, 
the brief said, it was made unlawful for any carrier by water 
to make, give or cause any undue or unreasonable preference or 
advantage to any port, port district or gateway. Therefore, it 
said, the port itself, as represented “in our case by the state 
of Louisiana,’ could not possibly come under the jurisdiction 
of the Commission as it was one of the localities or entities 
intended to be protected by the regulatory powers of the 
Commission. 

The brief pointed out that the traffic handled over the 
public wharves at the port of New Orleans amounted to 19,795,- 
599 tons in 1940, consisting of foreign imports and exports, 
coastwise, intracoastal and domestic traffic, that carriers call- 
ing at the port were steamship lines under the American flag 
and under foreign flags, and that the same facilities used by 
steamships under American registry were used by ships 
under foreign registry, and the tariffs applied to all steamship 
lines alike. Certainly, it said, the Commission had no jurisdic- 
tion over steamships of foreign registry, and any changes in 
tariff which might be ordered by the Commission to be en- 


forced at New Orleans would not only create a great confusion ° 


but would seriously interfere with the powers of the board to 
regulate the commerce and traffic of the Harbor of New Or- 
leans under constitutional mandate, and would also practically 
preclude the board from discharging its duty of treating all 
users of the board’s facilities on the same basis. 

The Commission of Public Docks of the City of Portland, 
Ore., in its brief, urged that non-carrier wharfingers were with- 
out the purview of the act and asked the Commission to deter- 
mine that publicly owned wharves did not come within the 
act. Nueces County Navigation District No. 1 said the purpose 
of its brief filed with the Commission was to make clear to that 
body how its public (non-profit) facilities were operated with 
complete satisfaction to all interested parties, even though the 
Commission had never exercised jurisdiction since the opening 
of the port to commerce on Sept. 14, 1926. The American 
Association of Port Authorities, Inc., in its brief, said it would 
hold its 1941 annual meeting at Miami, Fla., Nov. 6, 7 and 8, 
and until after that meeting no views or opinions could be ex- 
pressed with respect to the topics which are the subject 
matter of the proceeding. It asked to present its views and 
opinions as might be authorized at the meeting on the date of 
the argument in this proceeding, Nov. 17. It also asked that 
it be given to Dec. 20 time in which to file a supplemental 
brief embodying such views and opinions. 

_ The State of California and Board of State Harbor Com- 
missioners for San Francisco Harbor took the position that the 
Commission had no jurisdiction under part III, or otherwise, 
to regulate any of the port practices of the state of California 
as owner of the Harbor of San Francisco, by and through the 

oard of State Harbor Commissioners for San Francisco Har- 
bor, or otherwise, or of the board with respect to such prac- 
tices. Oral argument was requested. Briefs have also been 
filed by the Great Lakes Port Terminal Operators’ Association; 
Board of Harbor Commissioners of the city of Milwaukee; 
Duluth Board of Trade, Dravo Corporation, Charleroi Supply 
Co, Eastern Ohio Sand & Gravel Co., Inland Rivers Wharf Co., 
Standard Builders Supply Co., and Southern Transfer Co., 
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jo:nily; Duluth Chamber of Commerce; Detroit Marine Ter- 
minals, Inc.; and Eastern Gas & Fuel Associates. 

Section 320 of part III of the interstate commerce act 
specifically removes wharfingers from the jurisdiction of the 
Commission under section 302—if implication or imagination 
should otherwise place them there, says the American Short 
Line Railroad Association in a brief in Ex Parte No. 144. 

“If it be found that the Commission should have such juris- 
diction, the remedy lies with Congress,” says the brief. 

The brief cited United States vs. Missouri Pacific R. R. 
Co., 278 U. S. 269, 277-278, 49 Sup. Ct. 133, 73 L. ed. 322 (1929), 
to the effect that “inconvenience or hardships, if any, that re- 
sult from following the statute as written must be relieved by 
—_ . .. Construction may not be substituted for legis- 
ation.” 

The New York Port Authority, in its brief, with respect 
to future legislation, suggested that wharf operations should be 
regulated in accordance with the following basic principles, and 
that to the extent the existing statutes were not in accordance 


with those principles they should be amended to conform 
thereto: 


That operations and services which are substantially equivalent 
from the practical standpoint, and are competitive, should be regu- 
lated on a parity, wtihout regard to whether they are performed by 
vessel operators, independent wharf operators, rail carriers or persons 
carrying on their operations off the wharf. 

That where jurisdiction over vessel operators was divided between 
two federal commissions, jurisdiction over wharf operations involving 
custody and possession of freight as agent for the vessel operator should 
be vested in the commission having jurisdiction over the vessel op- 
erator. 

That where wharf operators render services to vessel operators 
which do not involve the custody or possession of freight, i. e., wharf- 
age, berthage or dockage and also top wharfage (according the privi- 
lege of moving freight across the wharf), when the charge is made 
against the vessel operator, and where wharf operators render services 
to shippers and consignees in a capacity other than that of agent 
for a vessel operator, e. g., holding and temporarily storing freight 
and top whariage when the charge is made against the shipper or 
consignee, jurisdiction should be vested in a single federal commission 
regardless of the commission having jurisdiction over the vessel 
operator. 

That no distinction should be made between the operations of pub- 
lic agencies and the operations .of private corporations. 

That forwarding, public warehousing and comparable operations 
performed by independent wharf operators or vessel operators should 
be exempted from federal regulation unless and until substantiaily 
equivalent and competitive operations performed off the wharf are 
subjected to regulation. 


The New York Port Authority said the conclusions reached 
by it with respect to the extent of the Commission’s jurisdiction 
over wharf operators under part III were as follows: 


That public boards and commissions engaged in the operation of 
wharves are not water carriers within the meaning of part III of the 


act, and a fortiori are not common carriers by water within the mean- 
ing of the act. 


That private corporations engaged in the operation of wharves are 
not water carriers within the meaning of part III, except possibly when 
acting as agents for vessel operators and that even in that case their 
status is not clear and legislation is necessary to remove the doubt. 

Briefs also have been filed by the Board of Harbor Commissioners 
of the City of Long Beach, Calif., Maher Coal Bureau, representing 
head-of-lakes coal dock operators, Encinal Terminals, Howard Ter- 
minal, and Parr-Richmond Terminal Corporation, Ltd., and Saginaw 
Dock & Terminal Co. 


The Inland Waterways Corporation, operating the Federal 
Barge Lines, said in its brief that it desired to avoid the trouble 
and expense of maintaining tariffs and charges for services 
which the act exempted from regulation, that it construed 
section 303(g)(1) as exempting from regulation the terminal 
service in question, but that it was not opposed by regulation 
by the Commission of any service performed by it or any 
charge which it made. 


A brief of the harbor commissioners of the City of Los 
Angeles suggested that the Commission await “the further 
expression of the will of Congress” before undertaking the 
regulation of public port authorities. 


The Illinois River Carriers Association said, in its brief, 
that it believed the Commission had jurisdiction over the rates, 


etc., of municipal and other public terminals on the inland 
waterways. 


The board of port commissioners of Oakland, Calif., urged 
the Commission to find that it had no jurisdiction over the 
operation of public wharfingers in any event “and certainly not 
over states and state agencies and municipalities who are 
engaged in wharfinger operations.”  , 

The State of Minnesota contended that the Commission 
was without jurisdiction as to either the reception, elevation 
or discharge of grain by the public terminal warehouses in 
Minnesota whose owners and operators were not public carriers 
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except the municipal owned and operated wharves of St. Paul, 
Minneapolis and Stillwater. 

A brief on behalf of the Cincinnati Sheet Metal & Roofing 
Co., the Heekin Can Co. and the River Transportation Co. said 
there was “no call for regulation” of their facilities. Similar 
contentions were made in a brief of the Ohio River Co. and 
Raymond City Coal & Transportation Corporation, operating 
terminal facilities at Ohio river points. 

The Maritime Association of the Port of New York main- 
tained that the Commission had no jurisdiction over wharfingers. 
The Association of Marine Terminal Operators, Atlantic ports, 
asked that time be reserved for it at oral argument, as it could 
not express its position until after its annual meeting Nov 6, 7 
and 8. 


Oilfield Equipment Motor Rates 


“Until the Commission adopts rules and regulations gov- 
erning weights that will take precedence over the Texas 
statutes the operator of heavy equipment will continue to 
suffer irreparable injury, not on account of rates but on 
account of the penal laws of Texas,” declared a brief of the Mid- 
west Oil Field Carriers Bureau, L. E. Roach, Agent, of Okla- 
homa City, Okla., in a brief in MC C-238, Oil Field Haulers Asso- 
ciation, Inc., Houston, Tex., vs. C. Hobson Dunn, Dallas, Tex., 
and the cases joined with it (see Traffic World, Oct. 18). 

The bureau maintained that if the heavy equipment opera- 
tor were permitted to transport loads in accordance with the 
capacity of their trucks, rates could be established, profitable 
to the carrier, fair to the shipper and satisfactory generally to 
the public “without undue hazards or destruction of the high- 
ways.” Cases involved in the proceeding, besides MC C-238, are: 
MC C-239, Oil Field Haulers Association, Inc. vs. Midwest Oil 
Field Carriers Bureau; MC C-240, Same vs. Wilson Truck Co., 
Tulsa, Okla.; I. and S. M-1546, oilfield equipment, etc., Kansas, 
Oklahoma and Texas, and MC C-266, oil field machinery and 
supplies in Kansas, Oklahoma and Texas. 

The Midwest bureau said that the Texas legislature re- 
cently abolished the 7,000-pound net load law applying to motor 
carriers operating through railroad terminals and enacted a 
38,000 pound gross weight law. This law, it said, materially 
assisted the pipe hauler and operator of 1%4-ton trucks but 
penalized the operator of heavy equipment “as many tandem 
trucks weigh from 30,000 to 40,000 pounds.” 

“What will become of this type of equipment only time 
will tell,” said the brief. “It isn’t the rate that penalizes but 
the weight law of Texas. This condition does not exist in Okla- 
homa or Kansas.” 

Discussing the history of the oilfield equipment rate situa- 
tion, the brief said that prior to the enactment of the motor 
carrier act, 1935, “oil field haulers” and pipeline “stringers” 
were unregulated by either state or federal laws in so far as 
rates, rules, etc., were concerned. It said the average operator 
not only could not read a tariff but had never seen one. After 
enactment of the motor carrier act, it continued, the average 
carrier of oilfield equipment “hired some insurance agent, 
lawyer or local association to compile a tariff and many of 
them were monstrosities not based on rhyme or reason.” No 
definite action had been taken as a result of surveys by 
emissaries of the Commission and no general rate investigation 
was ever called, continued the brief. It observed that since 
more than 95 per cent of the oilfield haulers grossed less than 
$100,000 a year they were not required to keep books that might 
be broken down so that cost figures might be obtained from all 
classes of carriers, large and small, and that rate structures 
were still “in a turmoil.” 

Contending that the present record did not contain suf- 
ficient evidence to enable the Commission to prescribe a scale 
of rates that would adequately take care of the needs of the 
carriers and shippers in the territory involved, the bureau asked 
the Commission to dismiss the complaint against it. 

F. A. Hill, dba Hill Truck Line, Houston, Tex., as re- 
spondent in MC C-266, participant in I. and S. M-1546 and inter- 
vener in the other cases, pointed out various elements of the 
considered type of operation that would make the prescription 
of minimum rates difficult and expressed doubt that the record 
as made would enable the Commission to prescribe minimum 
or maximum rates on unit loads or classify commodities for 
such basis. It asks the Commission to issue an order showing 
that the Hill Truck Line has canceled the rates complained of 
in these proceedings and that the record made at Dallas is 
inadequate for a finding of minimum rates to be applied to 
oilfield carriers in Kansas, New Mexico, Oklahoma and Texas. 

A brief on behalf of shippers, including 26 oil companies 
and the Texas Mid-Continent Oil and Gas Association, of Dallas, 
the latter for the account of about 80 drilling contractors, 
averred that regulation, rate making and publication had been 
new to the carriers in question, that their operations varied and 
their conditions were unusual, but that sufficient time had 
elapsed and enough experience had now been gained “to nullify 
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this excuse.” It said correction, either voluntarily or by the 
Commission, was now due. If the Commission was of the 
opinion, it said, that it should take definite action to bring 
about stability and uniformity in rates and tariff rules, the 
necessary evidence to do it could be obtained only by reopening 
these cases for further hearings, to be held jointly with hearings 
in MC C-288, joining as defendants all oil field haulers publish- 
ing individual tariffs, and in a general investigation on the Com- 
mission’s own motion, in which all oilfield carriers in the terri- 
tory embraced in the investigation would be made respondents, 
It asked the Commission either to institute such an investiga- 
tion, for hearing jointly with hearings in MC C-288, or to dis- 
miss the cases in the instant proceeding. 


Paper. Houston to Chicago 


Examiner M. L. Konigsberg held a hearing at Chicago, 
October 23, in fourth section applications No. 19190 and 19191, 
printing paper trom Houston, Tex. The applications were 
made by western railroads, which sought to obtain permission 
to establish a rate of 374 cents on 70,000-pound minimum car- 
load shipments of printing paper, other than newsprint, from 
Houston, Tex., to Chicago, without observing restrictions of 
the fourth section to meet barge competition. Witnesses for 
the railroads testified that the John I. Hay Barge Line trans- 
ported annually approximately 20,000 tons of the commodity 
from the Champion Paper and Fibre Company, Houston, to 
Chicago, at a rate of 2742 cents, and that, if the applications 
were granted, the railroads would be able to obtain some of 
the traffic. ‘The witnesses said that Time, Inc., consignee for 
the shipments, paid loading, insurance, and other charges, in 
addition to the barge line’s contract charge, which brougnt the 
consignee’s total costs to 36.75 cents. lf the consignee used 
the proposed railroad service, the total railroad costs, includ- 
ing terminal and other charges, would amount to 47.6 cents, 
they said, adding that the railroads would be able to obtain 
some of the tratfic although the total rail charge would be 
higher than barge charges. Present rail rates were 56 cents, 
minimum 36,000 pounds, they said. They testified that no 
shipments to intermediate points were involved and that the 
— proposed would be sutficiently compensatory to the rail- 
roads. 

There was time at the hearing for only one witness to 
testify for the protestants, among whom were included Wis- 
consin and eastern territory paper manufacturers and the Hay 
Barge Line. ‘The single witness was John I. Hay, president 
of the Hay Line, who had been subpoenaed by H. C. Ames, 
West Virginia Pulp and Paper Company. The witness testi- 
fied as to certain warehousing costs borne by the consignee. 

The examiner adjourned the hearing until January 22, 
-1942, at which time protestants will present additional testi- 
mony. H. C. Barron, general attorney, Santa Fe System, Chi- 
cago, asked the examiner to recommend that temporary fourth 
section relief be granted until the case was decided, but 
protestants objected on the ground that an emergency did not 
exist. The examiner said he would inform the Commission of 
the request, but refused to recommend the temporary relief. 


RATNER EXTENSION OPPOSED 

At a hearing before Examiner T. M. Hanrahan at Chicago, 
October 20 to 23, representatives of common carrier truckers 
and the railroads appeared in opposition to an application by 
the Midwest Transfer Company, in MC 78261, Sub. 6, for a 
permit to extend operations as a contract carrier of roofing 
materials and other commodities between points in several 
states ranging from New York west to Missouri. Harry Ratner, 
owner of the applicant company, has authority to operate as a 
carrier of such commodities between some points in those 
states. The present application involves “transportation of 
roofing and building materials and allied products, glass, glass- 
ware, glass containers, zinc and metal caps, strawboard, paper- 
board, and paperboard products” between a number of points 
not now served by the applicant. It is the protestants’ conten- 
tion that Mr. Ratner seeks such wide authority that in effect 
his operations will constitute those of a common carrier. They 
based their objections on the specific ground, principally, that 
their own facilities were adequate to serve the shipping public. 
The hearing will be resumed at Chicago, November 5, to allow 
the protestants to testify. 

Hearing sessions this week were held in the daytime and 
evening to allow the applicant and shippers to present testimony. 
The witnesses testified that the proposed operations would be 
more “convenient” than operations which common carrier 
truckers and railroads maintained. Trucks would always be at 
the disposal of the shippers, the Midwest company would be 
able to make through point-to-point deliveries, and other car- 
riers services were slower, the witnesses said. Cross-examina- 
tion was lengthy, the protestants seeking to show that shippers 
had not availed themselves of services offered by common car- 
rier truckers and railroads. 
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“Grandfather” Rights Motor Case 


Briefs for and against the grant of a certificate or permit 
to Contract Carriers, Inc., of Indianapolis, Ind., authorizing 
operation as a common or contract carrier of general commodi- 
ties between points in Illinois, Indiana, Ohio, Pennsylvania, 
Maryland, West Virginia, western New York, northern Ken- 
tucky, southern Michigan and St. Louis, Mo., have been filed 
with the Commission in MC 13777 and MC 13777, Sub. 1, ap- 
plications of Contract Carriers, Inc. 

The applicant, in its brief, contended that its status was 
that of a contract carrier. Many protestants, however, took 
the position that applicant was a common carrier. In support 
of its position, applicant said it had been in bona fide operation 
continuously since prior to July 1, 1935, “except as to interrup- 
tions of service, if any, over which it had no control,” that its 
operations were and would be consistent with the public in- 
terest, and that it was fit, willing and able to perform the serv- 
ice of a contract carrier by motor vehicle. 

The applicant originally filed an application seeking a 
permit, or, in the alternative, a certificate. The application 
was denied by division 5. The case was reopened for further 
hearing on petition of the applicant. 

One of the questions involved was whether or not applicant 
actually was in operation between May 27, 1935, and July, 1936. 
In that period, H. W. Speyer, applicant’s predecessor, refused 
to conform with the trucking code set up under the national 
industrial recovery act, and shippers refused to do business 
with him so long as his trucks failed to carry blue eagles, ac- 
cording to the brief. 

“The direct and proximate causes of applicant’s loss of the 
traffic in question obviously and surely was the passage of the 
national industrial recovery act, and no trace of any ‘intent 
to abandon’ is visible at any stage,” says the brief. “With re- 
spect to the possibility of applicant’s control over this factor, 
we believe it is a prime principle of law that ‘an unconstitu- 
tional statute,’ though having the form and name of law, is in 
reality no law, but is really void, and in legal contemplation 
is as inoperative as if it had never passed . . . No one is bound 
to obey an unconstitutional law and no courts are bound to 
enforce it because only the valid legislative intent becomes a 
law to be enforced by the courts.” 

The regular common carrier conference of the American 
Trucking Associations, Inc., said the applicant in attempting to 
support its application for a permit had failed to show con- 
sistency with the public interest and therefore the Commission 
should deny the application. It submitted that there was no 
need for applicants’ proposed service; but if the Commission 
should otherwise find. it urged that the Commission must find 
the operations to be those of common carriage and not those 
of a contract carrier. ; 

Briefs have also been filed by the Great Central Transport 
Corporation and Interstate Motor Freight System. Central 
Motor Freight Association, common carrier division, Pennsyl- 
vania Truck Lines, Inc.. Anderson Motor Service Co.. Inc., 
Brashear Freight Lines, Inc., Husmann & Roper Freight Lines, 
Inc., Viking Freight Co., and Foster Freight Lines, in oppo- 
sition to the application. 


NO HEARINGS IN MOTOR CASES 


The Commission has announced that no public hearing will 
be held in connection with MC F-1671, Loyd Bond, dba Bond 
Motor Lines, Jackson, Miss., purchase, Green Truck Lines, 
Inc., Hattiesburg, Miss., involving the purchase of motor operat- 
Ing rights, “unless good cause therefor is shown.” 

The Commission has announced that no public hearing will 
be held in connection with the application in MC F1674, Andrew 
B. Crichton, et al., dba Super Service Motor Freight Co., Nash- 
ville, Tenn., purchase, C & H Motor Express, Inc., New York, 
N. Y., involving the purchase of motor-vehicle operating rights, 
unless good cause therefor is shown. 


SALT LAKE STOCK LITIGATION 


The proceeding having been reopened by the Commission 
after the filing of suits in the federal court for the southern 
New York district by the trustees of the Denver & Rio Grande 

estern against the estate of George H. Burr, from whom the 
Denver & Rio Grande Western had purchased stock of the 
Denver & Salt Lake, the Commission has heard arguments in 
Finance No. 8070, Denver & Salt Lake control, with a view to 
etermining whether or not it was misled in fixing the price 
to be paid by the Denver & Rio Grande Western for stock of 
the Denver & Salt Lake at $155 a share. 

The Commission’s original report in Finance No. 8070 was 
made in 1930. In September, 1932, it modified its order with 
respect to terms for the acquisition of Salt Lake stock. The 
Commission specified that any holder of Salt Lake trust certifi- 


1071 


cates might deposit those certificates for purchase at $155 a 
share to December 31, 1934, and authorized the Denver & Rio 
Grande Western to purchase the stock before July 1, 1935. 

After the Denver & Rio Grande Western went into re- 
ceivership, the federal court of jurisdiction ordered the trustees 
to report any irregularities in the financial structure of the 
debtor. The trustees, acting in the belief that George H. Burr, 
of the George H. Burr Co. of New York, had purchased Denver 
& Salt Lake stock for $150 a share and resold it to the Denver 
& Rio Grande Western for $155 a share, thereupon filed suits 
against the Burr estate. 

On the Commission’s behalf, it was stated that there had 
been no evidence at the time of issuance of its order fixing the 
price to be paid by the Denver & Rio Grande Western for the 
Salt Lake stock to show that any commission or bonus was paid 
or that Burr was not acting as agent for the Denver & Rio 
Grande Western. W. V. Hodges and J. R. Turney, ap- 
pearing at the hearing on behalf of the Rio Grande Western, 
contended that Burr was acting as principal and not as agent 
of the Denver & Rio Grande Western. Ralph C. Shaw appeared 
on behalf of the Commission. 


PAPER AND PAPER BAGS 

The Southern Motor Carriers Rate Conference, by Edgar 
Watkins, Jr., and Reuben G. Crimm, has petitioned the Com- 
mission to broaden the investigation in MC-C-300, paper and 
paper bags, Alabama and Mississippi to New Orleans, to in- 
clude the rate of Mike Heck’s Delivery Service, Inc., 210 South 
Liberty St., New Orleans, La., of 15 cents a hundred on paper, 
in minimum lots of 3,000 pounds or more, from Kreole, Miss., 
to New Orleans, La. Petitioner said its members were faced 
with serious competition from the carrier referred to. 


Tampa Northern Reorganization 


Reorganization proceedings under section 77 of the bank- 
ruptcy act with respect to the Tampa Northern Railroad Co., 
owner of 2.72 miles of track and terminal properties in the 
City of Tampa, Fla., and of 46.75 miles of line between Tampa 
and Brooksville, Fla., operated under lease by the Seaboard Air 
Line receivers, together with $10,000 of capital stock of the 
Tampa Union Station Co., have been instituted by a protective 


‘committee for holders of first mortgage bonds of the Tampa 


Northern, the committee having been constituted by a deposit 
agreement dated February 1, 1940. 


The committee’s petition to the federal court for the south- 
ern Florida district for appointment of a trustee or trustees of 
the Tampa Northern with the power, subject to the control of 
the judge and the jurisdiction of the Commission, to operate 
the business of that railroad, has been filed with the Commis- 
sion, and the proceeding has been docketed by the Commission 
as Finance No. 13500. Members of the protective committee 
are: George G. Thomas, Edgar F. Brown, Benjamin Graham, 


J. — Middendorf, Jr., Alfred R. Riggs and O. Emmerson 
Smith. 


The petition says the Tampa Northern issued its first 
mortgage bonds, bearing interest of 5 per cent a year, under 
an indenture of mortgage dated July 1, 1906, between the rail- 
road and Title Guarantee & Trust Co. as trustee; that under 
the indenture the Maryland Trust Co., of Baltimore, Md., was 
now successor trustee; that this mortgage was a first lien on 
all the property and franchises of the railroad, including after 
acquired property and franchises; that these bonds were now 
outstanding in the principal amount of $1,258,000; that they 
matured July 1, 1936, and now remained unpaid, and that the 
protective committee represented holders of these bonds in the 
aggregate amount of $609,000. 

The petition stated, further, that the Seaboard was the 
owner of all the outstanding stock of the Tampa Northern— 
consisting of 5,000 shares of common of $100 par value a share 
and 2,500 shares of preferred of $100 par value a share—and of 
an issue of $500.000 principal amount of second mortgage bonds 
of the Tampa Northern. 

Holders of $1,182,000 of the Tampa Northern first mort- 
gage bonds became parties to an agreement, dated August 9, 
1937, between that railroad and the Seaboard receivers, under 
which the bondholders accepted interest at the rate of 3 per 
cent a year for the period July 1, 1936, to the termination 
of the agreement, but reserved the right to claim interest up to, 
but not in excess of, 5 per cent, for that period, said the 
petition. It added that on July 15, 1941, holders of over 51 per 
cent of the bonds who had assented to the agreement requested 
the_Maryland Trust Co. as successor trustee to terminate the 
agreement in the manner provided by that agreement. Accord- 
ingly, said the petition, there was now due and payable to all 
holders of first mortgage bonds the principal amount of those 
bonds, with interest due and unpaid on the bonds assenting to 
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4-8-4 to you? 


Questions: 


l Coming at you on the opposite page is N. P. 2670, 
the first of fourteen powerful new road locomotives 
being delivered to the Northern Pacific this Fall. 
It’s a 4-8-4... . but what does that mean? 


2 Designed to pull both the North Coast Limited 
and crack merchandise trains, 2670 will be put on the 
longest steam passenger train run in the United 
States, from St. Paul, Minnesota to Livingston, 
Montana. About how far is that? 


3 Without tender, the new N. P. 4-8-4’s weigh 252 
tons each. The tender, loaded, weighs 221 tons more. 
Guess what the average freight locomotive (without 
tender) weighs. 130 tons, 144 tons, 180 tons, 220 tons. 


4. It took 1500 blueprints to build N. P. 2670. 
Guess how many feet of boiler tubing it has. 1200 ft., 
2468 ft., 3256 ft., 5280 ft., 7500 ft., over 9500 ft. 


5 On what kind of bearing does a modern locomotive 
run? Babbit Bearings, Ball Bearings, Roller Bearings. 


6 What would you estimate to be the approximate 
cost of a big locomotive like the N. P.’s new 4-8-4’s? 
$75,000, $100,000, $125,000, $150,000, $200,000. 


7 As you can see from the photograph, the new 
locomotive has an unusual pilot, and seems to have 
no front coupler. What is the reason for this design? 


$ One of these states is NOT served by Northern 
Pacific, “The Main Street of the Northwest.” 
Minnesota, Wisconsin, North Dakota, Montana, 
Utah, Idaho, Washington, Oregon. Which is it? 


Answers: 
L The symbol 4-8-4 represents the wheel 


arrangement of the locomotive, reading 
from front to back. From one side, the 
wheels look like this oo OOOO oo. There 
are FOUR wheels on the leading truck, 
EIGHT drivers, and FOUR wheels on 
the trailing truck. 


2 1008 miles. Nowhere else in the world 
do steam trains run so far without having 
to change locomotives. 
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3 14 tons, N. P.’s big engines mean 
longer trains handled faster. 


4. More than 9,500. There are 1.8 miles 
of tubes and flues. 


5 Roller bearings. Northern Pacific pi- 
oneered roller bearing power, bought the 
world’s first roller bearing engine in 


1933. It’s a 4-8-4, too, No. 2626. 
6 $200,000. Northern Pacific, in the 


last two vears, has laid out more than 22 


million dollars for new freight cars and 
locomotives. 


7 The coupler folds up and back when 
not in use, thus protecting it and in- 
creasing the efficiency of the pilot. 

3 Utah. Northern Pacific serves the most 


populous territory between the Twin 
Cities and the North Pacific Coast. 


R. W. Clark, Vice-President, Traffic 
St. Paul, Minnesota. 
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the agreement at the rate of 2 per cent a year from July 1, 
1936, to July 1, 1941, the last interest payment date, and from 
the latter date to September 17, at the rate of 5 per cent per 
annum “and thereafter at the lawful interest rate of 8 per 
cent per annum.” It said the debtor was liable to the first 
mortgage bondholders who did not assent to the agreement for 
unpaid interest at 8 per cent per annum from July 1, 1936. 

Under the lease of the Tampa Northern properties as afore- 
said, the Seaboard was required, subject to specified condi- 
tions, to pay as annual rental a sum equal to the interest on 
the currently outstanding bonds or other obligations or indebted- 
ness of the debtor, continued the petition, adding: 


Since December 23, 1930, the receivers of the Seaboard have been in 
possession of the leased properties of the debtor and said receivers have 
received and obtained all earnings of said leased properties, have failed 
to comply with the rental provisions of the lease and have failed to pay 
the debtor compensation for the use of said leased properties, although 
said receivers have made certain advances to the debtor. The protective 
committee believes, and therefore avers, that the unpaid rent under the 
lease to and including December 31, 1940, amounted to not less than 
$933,264, which is the amount accrued therefor on the books of the 
debtor. The protective committee is further advised that net earnings 
derived from the leased properties and received by the receivers aver- 
aged in excess of $78,000 a year during the five year period ended 
December 31, 1940. Such net earnings from the leased properties have 
been received and retained by the receivers of the Seaboard without 
accounting to debtor therefor. If the receivers of the Seaboard are, or 
become, bound by the terms of the lease, the unpaid rentals provided 
for in the lease will be collectible in full from said receivers. If the 
receivers are not, or do not become, bound by the terms of the lease, 
the protective committee is advised that said receivers will be obligated 
to account to the debtor for the net earnings of the leased property 
and in the latter event the debtor will be entitled to claim damages 
against the Seaboard for breach of the lease. 


In event of such an accounting, the Tampa Northern 
would have a net claim “of a substantial amount” against the 
Seaboard receivers, after allowances for the advances to the 
Tampa Northern, the petition observed. It said the Tampa 
Northern had neither the ability to borrow nor the funds 
necessary to meet its obligations now due and that its under- 
lying financial problems could be solved only by a reorganiza- 
tion. 

The protective committee for the holders of first mortgage 
bonds of the Tampa Northern has filed an amended application 
in Finance No. 12730, Seaboard Air Line receivership, for 
authority to solicit authorizations and deposits and to repre- 
sent and act for the holders of such bonds in accordance with 
the terms of the deposit agreement cited in the petition in 
Finance No. 13500. It was stated at the Commission that the 
amended application in Finance No. 12730 might be dismissed, 
with a view to subsequent filing of a request for the same author- 
ity in the Tampa Northern reorganization proceeding, Finance 
No. 13500. | 


Transportation of New Automobiles 


The National Automobile Transporters Association, Inc., 
in a petition in No. 28190, new automobiles in interstate com- 
merce, has asked the Commission to issue subpoenas duces 
tecum requiring the attendance at the further hearing in this 
case, assigned for Dec. 2, 1941, at Detroit, Mich., of Clinton R. 
Scharf, general traffic manager, Chevrolet Division of General 
Motors Co., Detroit, Edward G. Rice, vice-president, Complete 
Auto Carriers, Inc., Detroit, and Jack O. Cooper, president, Jack 
Cooper Auto Transit, Inc., Kansas City, Mo., and to bring with 
them “and then and there” produce documents, records, or 
other written reports and to answer interrogatories with re- 
spect to such documents or as to any other relevant phase of 
the proceeding under hearing. 

From witnesses Rice and Cooper, the association said it 
desired information in the form of freight bills, shipping orders 
or receipts, abstracts, or in any other form, which will show as 
to their respective companies, and as to each of them, all ship- 
ments handled by them for account of the Chevrolet Division 
of the General Motors Co., consisting of new passenger auto- 
mobiles, and hauled by them, and each of them out of St. 
Louis, Mo., or Kansas City, Mo., as the case might be, during 
1941, such information to show each and every destination and 
the number of new automobiles transported to each. It said it 
also desired from Rice and Cooper information in the form of 
office records or in whatever form such information might be 
accurately kept to show for the year 1941, by months, the num- 
ber of pieces of equipment operated by them as contract car- 
riers subject to the interstate commerce act. 

From witness Scharf, the association said it desired infor- 
mation in the forms of records in his possession or in the pos- 
session of the company by which he was employed and in what- 
ever form such records might be kept showing the total num- 
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ber of new passenger automobiles produced (or assembled) at 
the St. Louis and Kansas City, Mo., plants of the Chevrolet Co., 
for the year 1941 to date; and the number of such cars, 1941 
to date, (1) disposed of locally, (2) driven from the plants by 
the owners of the automobiles, (3) driven from the plants by 
the dealers who represented the Chevrolet Co., in the field, (4) 
driven (or towbarred) from the plants by “driveaway” or “tow- 
bar” operators who functioned under certificates or permits 
granted by the Commission, (5) moving out of such plants by 
20mmon carrier truckaway service, and (6) moving out of such 
plants by railroad. Information as to (3), (4) (5) and (6), it 
requested, should show the destinations in respect of the vari- 
ous types of movement and the number of cars delivered to 
each destination. 

“We believe we are on firm ground when we say that the 
wave of rate reductions which has engulfed this traffic since 
1938, has stemmed for by far the greatest part, from the alleged 
contract carried competition of the Chevrolet haulers,” says 
the petition. “We believe further that the situation out of 
St. Louis and Kansas City affords the best possible proving 
ground upon which the character and extent of this competition 
may be evaluated. We believe, lastly, that no satisfactory per- 
manent adjustment of these rates, or rate relations, is possible 
without full knowledge of the movements and tonnages involved 
in this alleged competition.” 

The association said there could be no valid reason for 
refusing to divulge the information asked. It also said there 
should be no objection to “this disclosure” on the part of the 
rail carriers, adding that they “should be just as anxious as 
we are to learn the true state of facts with respect to contract 
carrier competition and its intensity.” 


COTTON CLOTHING RATES PROBE 


; The Commission, by division 2, in No. 28730, cotton cloth- 
ing, Tennessee and Mississippi to St. Louis, Mo., has instituted 
an investigation, on its own motion, into and concerning the 
reasonableness and lawfulness otherwise of rates and charges, 
etc., on cotton clothing, any-quantity, from points in Mississippi 
and Tennessee to St. Louis, Mo., East St. Louis and Belleville, 
Ill., as shown in items 1150-A and 1160-A of supplement 30 to 
Agent F. D. Miller’s tariff I. C. C. 555, over rail routes, and 
in connection with indices 20215 and 20200 of supplements 28 
and 31, respectively, of tariffs MF-I. C. C. 171 of Southern 
Motor Carriers’ Rate Conference; MF-I. C. C. 42 of the Central 
States Motor Freight Bureau, Inc., and MF-I. C. C. 54 of 
Agent R. L. Weck, over motor routes. 

Carriers parties to the schedules named have been made 
respondents. The matters have been assigned for hearing Nov. 
= = the Atlanta Biltmore Hotel, Atlanta, Ga., before Examiner 

uller. 


TEMPORARY WATER AUTHORITY 

_In No. W-857, Tidepoint Co., temporary authority appli- 
cation, the Commission, by division 4, has granted the appli- 
cant temporary authority, until Nov. 29, 1941, to operate as a 
common carrier by water in the performance of general towage 
between points on the Columbia and Willamette Rivers. Appli- 
cation was made under section 311(a) of the interstate com- 
merce act, and the Commission found that there was an imme- 
diate and urgent need for the service in question, and that there 
— available any carrier service capable of meeting such 
need. 


c. & N. W. ABANDONMENT 

_ Saying it had received “pertinent and valuable” informa- 
tion which it believed should be incorporated in the proceedings, 
to supplement the exceptions previously filed by it to the pro- 
posed report by Examiner A. G. Nye in Finance No. 13172, Chi- 
cago & North Western abandonment (see Traffic World, Sept. 
20, p. 712), the Railway Labor Executives’ Association has sub- 
mitted to the Commission, by letter, data obtained by the 
R. L.. B.A. after it had noted a report on postponement for a 
year of hearings on the application in Finance No. 13172, Chi- 
cago, Burlineton & Quincy abandonment (see Traffic World, 
Sept. 13, p. 639). 

The labor organization’s letter said the hearings in the 
Burlington abandonment case had been cancelled or deferred 
for a year “because of the fact that there had developed on the 
property on which abandonment had been applied for, a sub- 
stantial increase in traffic,” and that the R. L. E. A., in the 
belief that a similar situation might be true with respect to the 
Hastings branch of the Chicago & North Western, proposed to 
be abandoned, had undertaken an inquiry into the business 
status of that branch. Reports received from seven of the nine 
stations along the Hastings branch, said the R. L. E. A., in- 
dicated that from January 1 to September 30, 1941, there had 
resulted a total net increase in earnings on this branch line of 
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$18,867.70 compared with the corresponding period of 1940. 
These increases, it said, had occurred without additional train 
service. It expressed the belief that an additional round-trip 
freight each week would result in further increases—‘‘more than 
enough to offset the additional expenses involved.” It therefore 
urged the Commission, “in the interest of the public and the 
employes who will be adversely affected,’ to reject the ex- 
aminer’s proposed report and deny the application tor abandon- 
ment. 


RAIL-WATER-RAIL RATES TO FLORIDA 


Examiner W. C. Cheseldine held a hearing October 17 on 
fourth section application No. 19177, rail-water-rail rates to 
and from Jacksonville, Fla., involving a proposal of the Ocean 
Steamship Co., operating between north Atlantic ports and 
Savannah, Ga., and rail carriers serving those ports to estab- 
lish concurring rates with respect to trafiic moving by water 
from north Atlantic ports to Savannah and thence by rail to 
Jacksonville. ‘the application bore a direct relationship to 
fourth section application No. 18268, rail and water rates to 
and from Jacksonville, in which Examiner Cheseldine recom- 
mended, in a proposed report, the establishment of certain 
concurring rates by northern rail lines and water carriers op- 
erating between north Atlantic ports and Jacksonville. 

Testimony at the hearing on fourth section application 
No. 19177 showed that the Ocean Steamship Co. and two rail- 
roads operating between Savannah and Jacksonvilie were seek- 
ing reliet so as to be in position to compete with steamsnip lines 
operating Irom north Atlantic ports to Jacksonville ior traitic 
to and irom that port, in the event of the grant vy the Com- 
mission of the relief sougnt by the water carmers serving 
Jacksonville, 

Appearing at the hearing in support of the application 
were: W. 4. rickman, representing tne Ucean Sieamsnip Co.; 
kr. E. Helns, representing tne trunk line terrivory raiuroaus; ‘1. 
‘TY. Masenyiul, lor the Seaboard Air Line, and nk. b. Warner, 
for the Atlantic Coast Line. Interveners opposing the relief 
sought were the Merchants & Miners Steamship CUo., represented 
by Alexander Gawuss; Agwilines, inc., represented by George 
T. Horner, and the Bull Steamship Line, represented by E. P. 
Wright. 


TIRE FABRIC RATES INQUIRY DENIED 

In a letter to C. F. Davis, Traffic Manager, Overiand Trans- 
portation Co., 2443 Annadale Ave., Akron, U., and Everett H. 
Russell, Eastern-Central Motor Carriers Association, Akron, 
Secretary Bartel, of the Commission, has advised that the Com- 
mission, 1n conterence, October 13, voted to deny the petition 
dated June 18, 1941, of Dixie Ohio Express Co., and the Over- 
land ‘lransportation Co., and petition dated June 23, 1941, of 
the Eastern-Central Motor Carriers Association, tor an investi- 
gation of ail rates on tire fabric, tire cord, hose cord and cotton 
belt fabric moving in quantities of ten thousand pounds or more 
applicable in connection with both contract and common car- 
riers by motor vehicle and by rail from all producing points 
in New England and southern territories to all consuming 
points in Central Freight Association Territory and that such 
proceedings be consolidated and heard on the same record and 
at the same time with I. and S. No. 4963, tire fabric, south to 
official territory. 


ZIFFRIN INJUNCTION SUIT 


Ziffrin, Incorporated, of Indianapolis, Ind., has filed an in- 
junction suit, civil action No. 448, against the United States 
and the Commission, in the federal court for the southern In- 
diana district, Indianapolis division, asking for a temporary 
restraining order to prevent enforcement of the Commission’s 
order in MC 2511, Ziffrin, Incorporated, contract carrier appli- 
cation, in which the Commission, by division 5, denied author- 
ity to applicant to operate as a contract carrier of various 
commodities between designated points in Indiana, Ohio, Illi- 
nois, and Kentucky, on the finding that applicant and Ziffrin 
Truck Lines, Inc., a motor common carrier, were owned, con- 
trolled and managed in a common interest. The suit asked 
the federal court to call to its assistance in the hearing and 
determination of the case, two other judges, one a circuit judge. 
It also asked the court on its final hearing to issue a perma- 
nent injunction against enforcement of the Commission’s order. 
_ The petition said that the Commission in making its find- 
ing relative to the alleged relationship of Ziffrin, Incorporated, 
and Ziffrin Truck Lines, Inc., arbitrarily and capriciously 
ignored and disregarded uncontradicted evidence of record be- 
fore the Commission and made such findings and orders con- 
trary to uncontroverted evidence in the record. By reason of 
the Commission’s orders, the petition says, Ziffrin, Incorpo- 
rated, “must cease” all operations in interstate and foreign 
commerce Nov. 5, 1941, and thereby suffer irreparable loss, 
damage and injury. 








Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commis- 
sion concerning prosecutions, m federal courts, for violations of 
motor carrier provisions of the interstate commerce act or of Com 
mission rules and regulations thereunder, appear below.) 


_. Southern New York district, at New York City. Samuel 
Lifshitz, of New York City, traffic manager of Berkliff Under- 
garment Corporation, has been fined $1,050, all to be paid, on 
the plea of guilty, the defendant having withdrawn a former 
plea of not guilty, to an information charging the corporation 
as principal, and Lifshitz, as aider and abettor, with soliciting 
and accepting rebates from the Goodman’s New York-Connecti- 
cut Express Corporation, a common carrier, in connection with 
transportation of finished undergarments from Waterbury, 
Conn., to New York City. 

Eastern North Carolina district, at Wilson, Graham W. 
Smith, of Wilson, N. C., has been fined $1,000 on a plea of 
guilty to an information charging operation without a cer- 
tificate, and failure to show required information on freight 
bills, in connection with the transportation of property between 
specified points in North Carolina, Pennsylvania, Georgia, and 
Virginia not within the scope of the authority granted him. 
Of the fine $300 was required to be paid, the balance being 
suspended for a probationary period of one year. 

Western North Carolina district, at Wilson. Jesse V. Hardy, 
of Farmville, N. C., has been fined $1,000, of which $700 was 
suspended tor a probationary period of one year, on a plea of 
guilty to an information charging failure to show required in- 
formation on freight bills and failure to have on file adequate 
security for the protection of the public and cargo insurance, in 
connection with the transportation of property in interstate 
commerce. 

North Dakota district, at Fargo, Northern Truck Line, Inc., 
of Williston, N. D., has been fined $680 on a plea of guilty to 
an information charging operation as a common carrier without 
authority, and without rates or charges on file with the Com- 
mission in connection with the transportation of refined petro- 
leum products from Cut Bank, Mont., to points in North 
Dakota. 

Eastern North Carolina district, at Wilson. Percival L. 
Everett, of Battleboro, N. C., has been fined $1,000, $300 of 
which was required to be paid, the balance being suspended 
for a probationary period of one year, on a plea of guilty 
to an information charging operation without a certificate, fail- 
ure to issue receipts or bills of lading, and failure to show 
required information on freight bills, in connection with trans- 
portation of property in the period from Nov. 13, 1940, to 
Jan. 7, 1941. 


Eastern Texas district, at Tyler. T. L. Stewart, Jimmie 
James, H. A. Matthews, C. A. Truitt, L. C. McWhorter, C. W. 
Farris, Joe Sanders, and T. E. Cannon, employed as truck 
drivers by East ‘texas Motor Freight Lines, a motor common 
carrier of Dallas, Tex., have been fined a total of $4,000 on 
separate pleas of guilty to informations charging them with 
falsifying driver’s logs, which the motor carrier safety regula- 
tions, prescribed by the Commission, required them to keep. 
Each defendant was fined $500 and was required to pay $100, 
the balance being suspended for a probationary period of one 
year. In October and November, 1940, East Texas Motor 
Freight Lines transported a large number of shipments of 
property between points in Texas, Louisiana and Arkansas. 
The defendants, on a number of occasions in those two months, 
drove the vehicle in which some of such shipments were trans- 
ported. 


Western Tennessee district, at Memphis. Bryde F. Acuff, 
of Memphis, Tenn., fined $900 on plea of guilty to transport- 
ing property without authority from Commission, without filing 
rates or charges, and without filing security for protection of 
the public as required by the insurance rules and regulations. 
Defendant required to pay $300 in cash and remainder sus- 
pended for a probationary period of one year. 


Northern Texas district, at Amarillo. Michael C. Carr, 
Hidalgo County Citrus Association, Safeway Stores, Inc., a 
Nevada corporation, and Midwest Bean Co., on pleas of nolo 
contendere (no contest) fined total of $4,225. Defendant Carr 
fined $2,800, of which $200 required to be paid, the payment of 
the balance being suspended while defendant is on probation for 
one year. Fines of $475 each were imposed on the other de- 
fendants named and required to be paid. Defendant Carr was 
charged with operating as a contract carrier without authority 
and without having the schedule of rates and security for pro- 
tection of public on file with the Commission. Other defendants 
charged with aiding and abetting the commission of such viola- 
tions. Charges filed against Safeway Stores, Inc., a California 
corporation, were dismissed. 


Eastern North Carolina district, at Wilson. George W. Clay 
and Wiley W. Clay, of Rocky Mount, N. C., each fined $500 
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on pleas of guilty to operating without authority from Commis- 
sion and failure to show required information on freight bills 
and failure to issue receipts or bills of lading. Each defendant 
required to pay $75 immediately and $75 within 30 days, 
baiance be.ng suspended for one-year probationary period. 

Western Kentucky district. Central Truckaway System, 
Inc., fined $1,275 for failure to require drivers to keep drivers’ 
logs and to comply with hours of service regulations. 

Northern ‘texas district, at Amarillo. Ned Lowder, 
Amarillo, Tex., fined $1,100 of which $200 was required to be 
paid, payment of balance being suspended for a probationary 
period of one year. He was charged with operating as a common 
carrier without authority and without having on file with the 
Commission a tariff and security for the protection of the 
public. Bogard and Youse, a partnership composed of Clarence 
E. Bogard and John R. Youse, was fined $450 of which $100 was 
required to be paid, payment of the balance being suspended 
for a one-year probationary period. Bogard and Youse and Ches- 
ter Crain were charged with aiding and abetting the commission 
of the violations. Defendant Crain did not appear. 

Southern Iowa district, Des Moines, Ia. Injunction granted 
to the Commission restraining John Schleimer, his agents, em- 
ployes and representatives, and all persons acting in concert 
with him, from transporting property without certificate or 
other authority issued by the Commission, without published 
rates and charges and without having on file proper security 
tor the protection of public. Court was advised defendant did 
business under trade name of Schleimer Transfer, Defiance, Ia. 

Northern Mississippi district, at Aberdeen. B. Clyde Ken- 
nedy and John Rush Williams, operating as K. & W. ‘Trucking 
Co., of Tupelo, Miss., fined $200 on pleas of guilty to transpori- 
ing household goods without authority from the Commiss.on 
and having no rates or charges or security for the protect.on 
of the public on file. 

Southern California district, southern division. R. E. Haz- 
ard & Sons, Inc., of San Diego, Calif., a motor common carrier, 
and, its vice-president, Charles R. Gurling, were fined $1,055 
each on their pleas of guilty to informations charging the for- 
mer with operating as a common carrier by motor vehicle, 
between certain points, without authority, with falsifying 
freight bills and receipts, with charging greater compensation 
than that specified in its tariff, with failing to require its 
drivers to keep drivers’ logs, and with failing to keep on file 
certificates showing that the drivers had received physical ex- 
aminations, and charging Gurling with having aided and abet- 
ted the carrier in commission of such violations. 

Vermont district. Philip H. Marcell, of Burlington, Vt., a 
motor common carrier, was required to pay a fine of $300 on 
six counts of a criminal information charging violations of 
part II of the interstate commerce act, a year and six days 
after he had entered a plea of guilty to a criminal information of 
30 counts in that court and had been fined $500 on the first 
count, payable forthwith, and $50 on each of the remaining 
counts, payment of which was suspended for a probationary 
period of three years. The imposition of the $300 fine followed 
the revocation of the probation on six of the counts of the 
information. The original 30 counts included charges that 
defendant was operating beyond the scope of his authority, 
that he had no applicable rates on file with the Commission 
covering the transportation, and that, as to certain shipments, 
he had used freight bills of another carrier who did not par- 
ticipate in the transportation. 


COTTON PIECE GOODS 

The Southern Motor Carriers’ Rate Conference has asked 
the Commission to suspend minimum rates and charges on 
cotton piece goods from points in Georgia, North Carolina, and 
Virginia to Rock Hill, S. C., as published by H. & B. Trucking 
Co., Inc., of Rock Hill, S. C., in its minimum schedule MF- 
I. C. C. No. 3, effective October 31. It is alleged that the 
rates assailed will result in earnings below the cost of opera- 
tion, if published, and give respondent contract carrier an un- 
due advantage and preference in competition with protestant 
common carriers in violation of the national transportation 
policy declared in the transportation act, 1940. 


ELKINS ACT PROSECUTIONS 
On pleading guilty in federal court at Chicago, October 
17, three railroads were fined a total of $12,000 for violations 
of the Elkins act. The Alton Railroad was fined $1,000 on each 
of five counts, and three other counts were dismissed by con- 
sent of the government and the Commission. The Burlington 
Route was fined $1,000 on each of three counts, and five counts 
were dismissed by consent. The Missouri Pacific was fined 
$1,000 on each of four counts, and six counts were dismissed 
by consent. Lawrence Miller, government attorney, explained 
that the railroads had extended credit to three fruit and vege- 
table commission houses in violation of the act. 
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Similar violations have been alleged against the Illinois 
Central, and William Haywood, freight traffic manager, solicita- 
tion, for that railroad; the Pacific ruit Express, as agent for 
the Southern Pacific; Norman B. Pitcairn and Frank C. Nico- 
demus, Jr., receivers, and Sidney King, freight traffic manager, 
and R. A. Walton, assistant freight traffic manager, Wabash 
Railway. Those defendants will enter pleas at a hearing Novem- 
ber 7. Gerstein and Company, and Louis A. Gerstein, president, 
have pleaded not guilty to accepting credit from the railroad 
defendants, as has Samuel Visse, operating as Visse Distribut- 
ing Company. They will be tried November 7. William Chesky, 
doing business as the Pioneer Fruit and Commission Company, 
will enter a plea November 7 (see Traffic World, Oct. 11, 
p. 912). 


“GRANDFATHER” RIGHTS SUIT 


A three-judge court at Newark, N. J., in Clarence K. Lau- 
bach, trading as M. K. Laubach Transportation, vs. United 
States of America and the Commission, has dismissed for want 
of jurisdiction the petition asking that the court set aside the 
Commission’s order of May 29, 1941, in MC 93114, C. K. Lau- 
bach common carrier application, wherein the Commission de- 
nied application for a certificate for the transportation of gen- 
eral commodities between specified points over irregular routes. 
Counsel tor applicant stated he did not intend to appeal from 
the court decision but intended to return to the Commission 
to seek a reconsideration on a basis of public convenience and 
necessity, the Commission was advised. 


M. P. REORGANIZATION 


‘he Commission has been advised that the Eighth Circuit 
Court of Appeals has denied a motion of appeliants in Mis- 
souri Pacific Railroad Co. debtor et al. vs. protective cominitice, 
etc., tor an order staying all proceedings in the Kansas City 
a.str.ct court and in or by the Commission in connection wth 
the plan of reorganization in Finance No. 9918, Missouri Pa- 
c.tic Railroad Co. reorganization, which plan was certified io 
the district court by the Commission and approved by the court, 
and particularly the submission by the Commission of the plan 
to the creditors and security holders for acceptance or rejection 
until the determination of their appeals. The debtor and six 
other interests appealed to the Circuit Court of Appeals from 
the order and decree of the district court. 


ROCK ISLAND REORGANIZATION 


Hearing before Judge M. L. Igoe in federal court at Chi- 
cago on the reorganization plan of the Rock Island System 
ended October 17 (see Traffic World, Oct. 18, p. 993). 

Further criticism of the Commission’s plan was voiced by 
M. L. Bell, general counsel for the debtor, who took the pos.- 
tion that earnings in normal years would be sufficiently high 
to support greater payments of bond interest and stock divi- 
dends than the plan would provide for, and that consequently 
present stockholders should be permitted to retain an equity 
in the company. Recent gains in income, he said, were proof 
that the Commission had approved the plan on the assumption 
that earnings in the future would be as low as those in the 
last decade when the nation suffered from financial depres- 
sion. The Commission should have based the plan on a study 
of the reproduction value of the property rather than on the 
amount of earnings of the various divisions, he said. 

Wilkie Bushby, speaking for the first and refunding mort- 
gage group, defended the plan in its entirety. The Commis- 
sion had based its approval on full consideration of all facts 
available, he said, and no facts had been submitted as to re- 
cent transportation conditions that disproved the Commission’s 
findings. He reviewed in turn objections which had been 
voiced by holders of other classes of securities, attempting to 
explain that each class had been treated fairly. 

Cassius M. Clay, attorney for the Reconstruction Finance 
Corporation, holder of various classes of securities obtained 
in exchange for loans made to the debtor company, also urged 
the court to approve the plan without change. 

Judge Igoe took the case under advisement. 


POTATOES FROM NEW JERSEY 


An investigation into and concerning the reasonableness 
and lawfulness otherwise of rates and charges, etc., on potatoes, 
minimum 20,000 pounds, from Vineland, N. J., to Cumberland 
Md., Altoona, Butler, Connellsville, Indiana, Monongahela, New 
Castle, Pittsburgh, Somerset, and Uniontown, Pa., Clarksburg, 
Martinsburg, and Wheeling, W. Va., proposed to be put into 
effect by Monticue Lines, Inc., Uniontown, Pa., has been in- 
stituted by the Commission, division 2, on its own motion, in 
MC C-310, potatoes, to Maryland, Pennsylvania and West Vir- 
ginia points from Vineland, N. J. The matter is to be assigned 
for hearing with I. and S. M-1832 at a time and place hereafter 
to be fixed. 
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Confluence Branch Abandonment 


A three-judge court for the District of Maryland has dis- 
missed a suit brought by the Public Service Commission of Mary- 
land and the McCullough Coal Corporation to set aside the order 
of the Commission in Finance No. 12742, Confluence and Oakland 
pranch abandonment (see ‘lraffic World, Sept. 20, p. 712). The 
branch extends 19.79 miles from Confluence and Oakland Junc- 
tition, Pa., to Kendall, Md. Approximately 12 miles of the line 
will be submerged by construction of a flood control dam by the 
government on the Youghiogheny River about 3 miles above 
Confluence, requiring abandonment of the entire line. 

Circuit Judge Soper, speaking for the court, said it was 
primarily concerned with the question whether the action of 
the Commission lay within its powers and that the controversy 
would be simplified if the discussion were limited to that 

uestion. 

, “We are justified in doing this because it is obvious from 
an examination of the reports of the Commission as a whole that 
it was satisfied, irrespective of the general benefits expected 
to flow from flood control, that the large expenditure required 
to relocate the railroad and the increased cost of maintenance 
in the future would impose an unreasonable burden upon the 
parent corporation, and that the public convenience and _ neces- 
sity, with respect to transportation, would be served by the 
abandonment of the line,” said he. 

‘the court held against a contention of plaintiffs that the 
Commission was without power to authorize abandonment of 
a branch line operating at a profit if such a line were destroyed 
by a superior power but that the Commission must sanction 
relocation even though the cost would be so high as to preclude 
a fair return from future operations, provided the operation of 
the entire system would produce a fair return to the railroad. 

Decisions cited by plaintiffs in support of this contention, 
said the court, did not “lay down the absolute rule that the 
operation of a branch road at a loss must in all cases be con- 
tinued if the system as a whole can be run at a profit; but the 
question is committed to the reasonable discretion of the con- 
trolling state authority.” 

“lhe power of the Interstate Commerce Commission within 
its field is no less,” said the court. 

It was left to the Commission, it continued, to determine 
whether a proposed abandonment would further the interest of 
transportation by protecting interstate commerce from undue 
burdens, and in making this determination, for example, in such 
a case as this, the Commission must consider the extent of the 
whole transportation and the dependence of the community 
affected on the particular means of transportation which it was 
proposed to eliminate. 

“The Commission’s problem is to balance the respective 
interests and to decide whether the injury to the community 
affected outweighs the burdens imposed upon the carrier; and 
the decision of the Commission is final if there is substantial 
evidence to support it,” said the court. 

The decision, said the court, did not prejudice the coal 
corporation’s right to compensation, if any there might be, for 
the injury it would suffer by the abandonment of the branch. 


REPARATION ORDERS 


Reparation orders have been issued in No. 27161, Swift & 
Co. et al. vs. A. C. & Y. et al.; No. 27774, Globe Roofing Products, 
Inc., vs. C. I. & L. et al., and No. 27774, Sub. Nos. 1, 2, and 4, 
Same vs. Same; No. 27920, R. C. Mahon Co. vs. B. & O. et al., 
and No. 27920, Sub. No. 1, Same vs. Same; No. 28454, Arkell 
& Smiths vs. A. T. & S. F. et al.; No. 28540, Brockway Glass 
Co., Inc., vs. B. & O. et al. 


STATUS OF NORTH SHORE 


The Supreme Court of the United States has denied a peti- 
tion for a writ of certiorari in No. 592, A. A. Sprague, as re- 
ceiver for the Chicago, North Shore & Milwaukee Railroad 
Co., petitioner, vs. J. Albert Woll, United States attorney for 
the northern district of Illinois et al., declining to review the 
decision of the Circuit Court of Appeals for the seventh cir- 
cuit sustaining the Commission’s report and order of July 11, 
1939, in Railway Labor Act docket No. 7, 234 I. C. C. 13, hold- 
ing the Chicago, North Shore & Milwaukee to be subject to 
the railway labor act, the railroad retirement act and the car- 
riers’ taxing act. 


ABANDONED LINE NEEDED 


Trustees of the St. Louis-San Francisco Railway have 
applied to the Commission, in Finance No. 13504, for authority 
to operate over that portion of the Empire branch in Walker 
County, Ala., extending from the Warrior River to the north- 
erly end of the branch, 1.95 miles, the operation whereof hav- 
ing heretofore been abandoned pursuant to the order of the 


1077 


Commission of June 10, 1938, in Finance No. 11978, 228 I. C. 
oe OR 

In order to supply the increased demand for coal due to 
the national defense program, according to the application, the 
DeBardeleben Coal Co., plans.to reopen its Sipsey, Ala., mine, 
which has been idle since February, 1931. The estimated pro- 
duction from that mine, it said, would be approximately 20,000 
tons a month. It added that the proposed operation over the 
line in question would be necessary in order to furnish proper 
transportation service to handle the coal as well as materials 
and supplies used in connection with the mining thereof, and 
the maintenance and subsistence of the employes of the com- 
pany and their families. Necessary financing is to be used 
from current funds in the hands of the trustees of the railway. 





Cc. AND N. W. REORGANIZATION 


Helen W. Munsert and Luther M. Walter, attorneys for the 
debtor in the Chicago and North Western reorganization case, 
have filed a brief in the circuit court of appeals at Chicago, in 
support of their appeal from an order entered in the federal 
district court in June giving Charles M. Thomson, trustee, au- 
thority to distribute $9,028,315 to security holders (see ‘lraffic 
World, June 28, p. 1638). 

The payment represents the total amount of interest due 
for the years 1939 and 1940 on various classes of bonds which 
will be allotted to present security holders when the reorgani- 
zation plan is put in effect. The effective date of the plan is 
January 1, 1939. In his order, Judge Barnes said that the com- 
pany’s income and reserves were sufficiently large to permit 
the trustee to make the payments and that the payments would 
be subject to readjustment if the terms of the plan were 
changed. 

in their brief, the debtor’s attorneys said that the order 
was “an abuse of discretion by the district court’ because the 
payments might so deplete the available cash as to prevent 
the development of a just and equitable plan of reorganization. 
If, and when, the circuit court granted appeals made by the 
debtor on the district court’s approval and confirmation of the 
plan, it would be “of vital importance” that the company’s 
cash reserves be large, said the brief. It pointed out that the 
only notification to the general public of the payment of inter- 
est on account was the stamping of coupons detached from 
bonds. Such notice was “ineffective,” the brief said, asking 
that the court of appeals direct the district court to order the 
trustee to recover such amounts as had been paid out. 


PIPE LINE RATES AND CHARGES 

The Commission has reopened No. 26570, reduced pipe 
line rates and gathering charges, for further hearing at such 
times and places as it may hereafter direct. In its report in 
that case, an investigation instituted by the Commission on 
its own motion, the Commission found rates and charges and 
regulations as to minimum tenders for shipment of crude 
petroleum by pipe line to have been shown to be excessive and 
unreasonable, by the percentages their earnings exceeded a re- 
turn of eight per cent, based on 1935 earnings. It did not or- 
der reductions, because of changes in earnings since submittal 
of the case, but directed 21 companies having such excess to show 
cause why it should not enter an order requiring readjustment 
of rates in accordance with percentages as to each of them (see 
Traffic World, Jan. 4, p. 10). Thirty-seven pipe line companies 
were made respondents to the proceeding. 

In its order for reopening, the Commission said that vari- 
ous petitions and motions had been filed, in answer to the 
show cause order, and for reopening and further hearing. In 
general, the replying companies said the Commission should 
not proceed to an entry of an order requiring the adjustment 
for divers reasons. They set forth their specific views in pe- 
titions filed between April 18 and 23, 1941. 


Petroleum Cuts in West 


Specific requests for suspension of reductions in rates rang- 
ing as high as 4% cents a hundred pounds on gasoline and fuel 
oil from the southwest to southeastern Missouri, northeastern 
Arkansas and intermediate points proposed by railroads to be- 
come effective Oct. 27 have been filed with the Commission 
by the St. Louis-San Francisco Railway Co., Ross Oil Co., 
Belleville, Ill., Bareco Oil Co., Tulsa, Okla., and Lion Oil Re- 
fined Co., El Dorado, Ark. 

The Commission had received a number of mail and tele- 
graphic requests for suspension of the reductions but the re- 
quests were regarded so indefinite that the Commission asked 
that it be supplied with data enabling it to identify the rates 
desired suspended. The four mentioned companies were the 
only ones filing specific requests as of October 21 (see Traffic 
World, Oct. 11, p. 915). 

The Frisco asked suspension of all rates published in item 
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460 of supplement No. 13 to Agent Peel’s I. C. C. No. 3338; 
all rates published in item 561 of supplement No. 18 to Peel’s 
I. C. C. No. 3318; and all rates covered by items 971, 972, 973, 
974, 975, 976, 977 and 978 on pages 130 to 140, inclusive, of 
supplement No. 51 to Peel’s I. C. C. No. 3325. 

It submitted that, should the rates become effective the 
carriers would suffer a drastic reduction in their revenues, not 
only to the destinations to which the reduced rates had been 
published but to other territory to which, in its opinion, reduc- 
tions would follow should the rates published to southeastern 
Missouri, northeastern Arkansas and intermediate points be- 
come effective. The railway said it had not joined in publica- 
tion of the reduced rates because the revenue loss which would 
be sustained in the movement of its petroleum products traffic 
would not be offset by any possible increase in the volume of 
shipments via rail to the territory to which the reduced rates 
had been published. 

“The adjustment here involved originated through the de- 
sire on the part of certain of the rail lines serving southeastern 
Missouri to endeavor to meet competition encountered in the 
movement of gasoline by barge thence truck or rail to destina- 
tions in southeastern Missouri,” says the railway’s petition. 

It was learned that gasoline to some extent moved for dis- 
tribution to southeastern Missouri via barge to marine ter- 
minals at Osceola, Ark., Caruthersville, Mo., Cape Girardeau, 
Marquette, Mo., New Madrid, Mo., and Beeline, Mo., and han- 
dled therefrom by truck or rail, says the petition. Recently, 
it added, a terminal had been set up at Sulphur Springs, Mo., 
south of St. Louis on the Missouri Pacific. The storage tanks 
at Caruthersville, the petition said, were not reached by rail. 
Facilities at the other points, it added, had available rail facili- 
ties in connection with the movement of gasoline from those 
points. It was evident, said the petition, that the competition 
with which the rail lines were confronted was greatest at the 
points at which the barge terminals were located. The adjust- 
ment proposed, the petition said, “goes far beyond meeting the 
competition upon which it is primarily based with resulting 
loss in rail revenues to territory to which traffic is now mov- 
ing by rail on basis of the present rates unaffected by barge 
competition through the Mississippi River barge terminals.” 

The Lion Oil Refining Co., asked suspension of the same 
rates opposed by the railway, while the Ross Oil Co., and the 
Bareco Oil Co., asked suspension supplement 51 to Peel’s I. C. 
C. 3325 and Kipp’s I. C. C. A-3240. In general, they contended 
that the reductions were “merely to put the water terminals 
out of operation” and thereby remove from the independent 
distributors the certain advantages that they were now en- 
joying. 


Eisenhardt Oil Tracking Case 


Spokesmen for several tank truck transporters of petro- 
leum and petroleum products, particularly in North Carolina 
and South Carolina, opposed applications in MC 102821, Karl 
J. Eisenhardt, dba Pan American Transport Co., Ellicott City, 
Md., common carrier application, and MC 102616, Sub. No. 2, 
Coastal Tank Lines, Inc., common carrier application, in hear- 
ings held before a joint board composed of representatives of 
regulatory bodies of six states, with Examiner Frank Hand 
attending as the Commission’s representative (see Traffic World, 
Oct. 18, p. 994). A seventh member of the joint board, from 
Alabama, was unable to attend. A Commission order estab- 
lishing it designated the board as joint board 362. 

That order was issued under date of October 16 after 
certain protestants and the Southeastern Association of Rail- 
road and Utilities Commissioners had contended that the appli- 
cation in MC 102821, involving rights to transport petroleum 
products in seven southeastern states, should have been made 
the subject matter of separate applications as it involved nine 
routes between designated points in Mississippi, Alabama, 
Georgia, Tennessee, the Carolinas and Kentucky. Mr. Eisen- 
hardt, testifying in support of the application, defended the con- 
solidation of these proposed services into one application with 
the statement that tank trucks of Pan American Transport Co. 
would not be assigned to any one route but would be shifted 
from one route to another in the interest of economy of opera- 
tion. It was brought out at the hearing that the applicant 
propesed service for two shippers, Shell Oil Co. and Standard 
Oil Co. of New Jersey, from outlets on the Plantation pipeline 
now under construction between Baton Rouge, La., and Greens- 
boro, N. C. (see Traffic World, April 5, p. 869), to distribution 
points in the seven states mentioned. Charles H. Wager, assist- 
ant traffic manager of Shell Oil Co., testified in support of the 
application. 

Protestant carriers objected to, among other things, the 
granting of authority to serve areas as large as those set out 
in the applications. The application in MC 102616, Sub. No. 2, 
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asked for authority to transport petroleum products from 
Greensboro, N. C., to designated areas in Virginia, Maryland 
and West Virginia and to the District of Columbia, and from 
Knoxville, Tenn., to the so-called ‘western panhandle” of 
Virginia. 

Frank A. Graham, Jr., of Columbia, S. C., representing 
the South Carolina Bulk Petroleum Carriers and protestant 
motor carriers, testified that, on the basis of a study he had 
made, diversion of petroleum transportation business to Eisen- 
hardt which would result from granting of the application in 
MC 102821, would mean a loss of approximately $47,000 a 
year in revenue of the South Carolina carriers. The joint 
board, after a conference on the question, ruled against presen- 
tation of evidence based on this study, regarding it as not 
authentic. 

Members of the joint board present at the hearing were: 
H. W. Scot, of the South Carolina commission, chairman; Matt 
L. McWhorter, of Georgia; D. C. Moore, of Kentucky; Dillard 
W. Brown, of Mississippi; R. O. Self, of North Carolina, and 
Leon Jourolmon, of ‘tennessee. Appearances were entered by 
Guy K. Stewart and Harold G. Hernly, counsel for applicant; 
Jack R. Turney, Jr., for protestant motor carriers; Francis 
A. Silver, of the Commission’s Bureau of Motor Carriers; Mr, 
Graham; Harry F. Frank, of the Pennsylvania Public Utility 
Commission; W. N. McGehee and G. M. Nolen, for the South- 
ern Railway System lines; R. J. Fletcher, for the Atlantic 
Coast Line, Central of Georgia, Atlanta & West Point and 
Seaboard Air Line; George D. Sullivan, for George A. Rheman 
Co., S. & S. Truck Lines and Highway Express Co., protestants; 
and Mr. Eisenhardt. 


Petroleum Transportation 
The Traffic World Washington Bureau 


Coordinator Ickes announced late October 23 that he had 
recommended to the director of priorities of OPM that all re- 
strictions with respect to the delivery of gasoline to distrib- 
utors in the east coast area be lifted at once. His recommenda- 
tion included the lifting of the requirement for the closing of 
gasoline stations from 7 p. m. to 7 a. m. 

This announcement followed earlier statements issued Octo- 
ber 23 and the announcement that the British would return to 
the United States 25 additional tankers, making a total of 40 
returned, and that these additional tankers would be used in 
the domestic service between Gulf ports and the east coast 
for the transportation of petroleum as in normal times. The 
coordinator said the return of the tankers made possible the 
lifting of the restrictions. 

Coordinator lckes, in the statements issued earlier October 
23, reflected optimism as to the petroleum situation. These 
statements followed the earlier one indicating improvement in 
the week ended October 11 but stating that a substantial 
“deficit” continued. 

East coast inventories of oil and gasoline had increased 
rapidly to a point where a more optimistic outlook for the oil 
situation was now possible, said the coordinator October 23. 
The results of the program of his office, coupled with wide- 
spread warm weather, had allowed east coast inventories to 
rise close to last year’s levels, he said. He pointed out that 
early in the summer stocks were 9,000,000 barrels less than 
they were at the same time last year and that inventories for 
the week ended October 18 showed that this deficit had been 
reduced to 476,000 barrels. 

Intensified use of available transportation; the combined 
use of pipeline, barge, and rail deliveries of oil; greater effi- 
ciencies in the use of tankers remaining in the trade; the con- 
servation of supplies, and similar measures “put into effect by 
the coordinator’s office steadily cut the deficit,” said the state- 
ment. 

Inventory figures for October 18 showed for the first time 
since restrictions were imposed in July that the supply of gaso- 
line had exceeded that of last year, it continued. 

East coast inventories of gasoline, light heating oils and 
heavy fuel oils on October 18, as reported by the American 
Petroleum Institute, were 2,615,000 barrels larger than on Octo- 
ber 11, it said. East coast refinery stocks of crude oil, as re- 
ported by the Bureau of Mines, were 216,000 barrels below 
last week’s total, making a net increase of 2,399,000 barrels, 
it said. 

The bad outlook of the summer had been overcome, said 
Mr. Ickes. His program, he said, had been effective. 

“We are now in a much stronger position as the result of 
our efforts and the outlook is entirely optimistic,” said he. 

Another statement issued by the coordinator’s office Octo- 
ber 23 said that, utilizing rail transportation at an unprece- 
dented level, oil companies moved a total of 4,396 tank cars of 
petroleum and its products into the east coast area in the wee! 
ended October 18. The figures were supplied by twelve oil 
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companies who were using tank cars for shipments into this 
region. In the preceding week the comparable figure was 
4,332 cars. 

In terms of oil the shipments for the week ended October 
18 totaled 989,100 barrels or 141,300 barrels daily, assuming 
an average load of 225 barrels a car, it was stated. 

“This new upturn in overland oil movement comes at a 
time when another fortunate development has occurred; the 
conditional return, by the British, of some of the tankers which 
have been in the Gulf-to-the-east shuttle service,” said Mr. 
Ickes. “It means that we are moving steadily forward in the 
job of relieving—and, if possible, entirely eliminating—the east 
coast transportation shortage.” 

Another coordinator statement said that one large bus com- 
pany, through a program of conservation, was able to travel 
33.399 more miles in August than in July on 3,524 fewer gal- 
lons of gasoline. The company, the Capital Transit Company 
of Washington, D. C., was commended by the coordinator for 
this success in conservation. Among measures to save gasoline 
used by the company were the following: Switching off motors 
at terminal stops; elimination of first and second gear driving 
as far as possible; not racing engines; weeding out unnecessary 
stops. Substitution of more efficient busses on certain routes 
also effected savings. 

Restrictions on the shipment out of the Atlantic Coast area 
into Ohio and Kentucky of gasoline produced in the Appa- 
lachian refining district, principally as a by-product of the 
manufacture of lubricating oils, were lifted October 18 by the 
Director of Priorities on recommendation of the Office of the 
Petroleum Coordinator for National Defense. 

The action amends section (b) (1), of the limitation order 
of September 30, which prohibits the movement of motor fuel 
from any point inside the Atlantic Coast area to any point 
outside the area. ' 

While section (b) (1) will remain generally in force, it will 
not apply hereafter to gasoline produced in the Appalachian 
refining district. The district includes those parts of the states 
of West Virginia, Pennsylvania and New York lying west of 
the seventy-eighth meridian. 

In recommending the modification to Director of Priorities 
Donald M. Nelson, the Office of Petroleum Coordinator pointed 
out that the limitation order cut approximately in half the nor- 
mal marketing area of the Appalachian refineries, which by 
reason of freight rates have a limited distribution of about 150 
miles radius. 

“Some of the gasoline produced is of low quality not suit- 
able for general use, but is desirable for agricultural power 
in the flat farming lands of Ohio and Kentucky, where a mar- 
ket for about 8,000,000 gallons a month—a small fraction of the 
total Ohio-Kentucky demand—has been developed over a period 
of years,” said the coordinator. “To continue to prevent re- 
finers selling this quantity of motor fuel in a normal market 
which cannot be supplied, either practically or economically, 
from other sources, Mr. Nelson was informed, would only cause 
complications and result in hardships to both refiners and dis- 
tributors without compensatory gains so far as the east coast 
supply problem is concerned.” 

“Effective measures taken by the Office of the Petroleum 
Coordinator to better the east coast oil situation have resulted 
in definite improvement in supplies of light fuel oil, Petroleum 
Coordinator for National Defense Harold L. Ickes announced,” 
says a statement from his office. “Despite this betterment, 
however, a deficit continues in the over-all supplies of petroleum 
and its principal products in the east coast area where gasoline 
inventories last week were 1,132,000 barrels under the corre- 
sponding week a year ago, and heavy fuel oil inventories were 
2,577,000 barrels below last year’s level.” 

Continuing, the statement said: 

Total inventories on the east coast of petroleum and principal 
products now stand at 3,112,000 barrels less than was on hand a year 
ago, according to inventory figures for the week ended October 11. 

The coordinator pointed out that the last year figure, however, is 
generally regarded as being insufficient to meet present and future 
needs. Increased heavy civilian demand, defense industry needs, mili- 
tary oil needs of the Army and Navy, foreign requirements and similar 
mounting needs will require in the aggregate that inventory levels be 
pushed beyond those of last year. The actual deficiency on the east 
coast, therefore, exceeds considerably the mere difference between cur- 
rent inventory levels and those of 1940. 

Restrictions on deliveries of gasoline have enabled oil companies to 
rearrange tanker schedules so as to ship less gasoline and more heat- 
ing oils. This, combined with the warm weather, has made possible 


a building up of the heating oil supply, which was a principal objective 
of the coordinator’s program. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date. 
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Air Citizenship Case 


The Civil Aeronautics Board has announced that in the 

interest of stabilizing air transportation in the Detroit-Cincin- 
nati-St. Louis area it has closed its investigation into the ques- 
tion of the citizenship of Marquette Airlines, Inc., instituted 
on February 20, 1940. Subsequent to that date, Transcon- 
tinental & Western Air, Inc., arranged to acquire, with the 
board’s approval, all of the stock of Marquette Airlines subject 
to the outcome of the investigation into the citizenship of Mar- 
quette during the “grandfather” period on which the validity 
of its certificate depended. Pursuant to authorization given by 
the board, Transcontinental & Western Air has, in the mean- 
time, been operating the services authorized by the Marquette 
certificate. 
; The board said that although it had thus far been successful 
in the courts in Canada in establishing its right to obtain 
through witnesses in Canada information it was believed they 
had and which it was believed would answer questions as to that 
citizenship, it had not yet been successful in obtaining that 
testimony. Further long procedural delays it said seemed to be 
in prospect. The board’s opinion pointed out that while the 
litigation in the Canadian courts continued, TWA now serving 
the points on Marquette’s certificate could make no long-range 
plans for the development of air transportation in that area be- 
cause of the contingent nature of its rights to acquire the Mar- 
quette stock; and that this uncertainty also affected other air 
carriers and the public at large. It added it was self-evident 
that where one of the large air carriers was prevented from 
taking maximum and immediate advantage of measures of 
economy and efficiency in operation, the public interest was not 
served and the objectives of the civil aeronautics act of 1938 
were not advanced. After balancing the desirability of clearing 
up remaining uncertainties in the certificate investigation pro- 
ceeding against the puhlic interest factors in favor of terminat- 
ing further uncertainty and litigation, the opinion said: 


The balance of public interest lies, we think, on the side of closing 
the Marquette proceeding now, before further expense and effort is 
expended in the forthcoming struggle in the Supreme Court of Canada. 
We do not give our blessing to a doubtful past; but we clear the way 
for the growth and development of our air transportation system in the 
affected area which, in this case, we judge to be more important. 


The opinion was concurred in by Chairman Branch and 
— Warner and Ryan. Members Mason and Baker dis- 
sented. 


AIR PILOTS INTOXICATED 

According to a safety bulletin issued by the Civil Aero- 
nautics Board, a list of seven pilots whose certificates were 
revoked in August included two commercial pilots who, the 
board found, had violated air safety regulations while intoxi- 
cated. They were not scheduled air line pilots. One of these 
pilots, said the board, had navigated aircraft on a civil airway 
at an altitude of 100 feet and carried a passenger while per- 
forming acrobatics as low as 10 feet above an airport. The 
other had navigated aircraft over a congested area at altitudes 
at less than 1,000 feet, and he and a passenger in the plane were 
intoxicated at the time, the board said. It reported that certifi- 
cates of three pilots were suspended for periods of three to six 
months, one of these offenders being a commercial pilot who 
flew his plane within a prohibited area. 


SOUTH PACIFIC AIR SERVICE 


In order to improve operating efficiency over Pan American 
Airways’ south Pacific route between San Francisco, Calif., and 
Auckland, New Zealand, the Civil Aeronautics Board has 
amended the route to include Suva, British Crown Colony of 
Fiji, as an intermediate point. The additional service would 
have some commercial advantage in providing an air trans- 
portation link between Suva and other points served on the 
route, the board said. 

The board stated in its order that at the present time the 
applicant operated fortnightly service between Honolulu and 
Auckland, involving non-stop flights of 1,913 miles between 
Honolulu and Canton Island and 1,987 miles between Canton 
Island and Noumea, and that inclusion of Suva as an inter- 
mediate point between Canton Island and Noumea would 
involve only about 100 additional statute miles and would afford 
a station about midway between these points. 

The route extends from the terminal point San Francisco, 
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Calif., via the intermediate points Los Angeles, Calif., Honolulu, 
Hawaii, Canton Island, Suva, British Crown Colony of Fiji, 
and Noumea, New Caledonia, to Auckland, New Zealand. 


AIR SERVICE FOR SOUTH BEND 


To provide improved service to South Bend, Ind., which 
it termed “an important industrial city with heavy defense 
business at the present time,” the Civil Aeronautics Board an- 
nounced October 20 that it had amended the routes of both 
Transcontinental and Western Air, Inc., and United Air Lines 
Transport Corporation to permit inclusion of South Bend as an 
intermediate point. The amendment to TWA’s route 36 would 
provide direct service between South Bend and such points as 
Fort Wayne, Ind., Dayton, Cincinnati, and Columbus, O., and 
Pittsburgh, Pa., said the board, adding that amendment of 
United’s route 1 would afford direct service to Cleveland and 
Toledo, O., and other points on the route. Both applicants 
plan to serve South Bend on schedules which will give through 
transportation to Philadelphia as well as to New York. 


BOSTON-BANGOR AIRMAIL PAY RATES 


The Civil Aeronautics Board has adjusted the mail rate 
heretofore fixed by it for Route 27 of Northeast Airlines, Inc., 
in order to take into account the mileage involved in certain 
additional schedules, to begin as soon as they are designated 
by the Post Office Department. The board said the adjustments 
of the rates did not affect the carrier’s total mail pay, and that 
the new schedules were to be flown between Boston, Mass., and 
Bangor, Me. 

The adjusted mail pay rates were announced as follows: 

A base rate of 28.69 cents per airplane mile, for the first 
300 pounds of mail, or fraction thereof, plus 2.5 per cent of such 
base rate for each additional 25 pounds of mail, or fraction 
thereof, carried on schedules designated by the Post Office De- 
partment. 


APPLICATION OF NEW AIRLINE 


The Civil Aeronautics Board has announced that State Air- 
lines, Inc., a new corporation, has filed an application with it, 
docketed as No. 673, for a certificate of’ convenience and neces- 
sity authorizing air transportation of passengers, property and 
mail over three routes, as follows: 


Route 1—Between the terminal points Pittsburgh, Pa., and Jack- 
sonville, Fla., via Connellsville-Uniontown, Pa., Elkins, W. Va., Coving- 
ton-Clifton Forge, Va., Roanoke, Va., Winston-Salem or Greensboro, 
N. C., Salisbury, N. C., Charlotte, N. C., Columbia and Orangeburg, 
Ss. C., and Savannah and Brunswick, Ga. 

Route 2—Between the terminal points Detroit, Mich., and Norfolk, 
Va., via Toledo, Findlay, Marion, Columbus and Chillicothe, O., Hunt- 
ington, Charleston, Beckley and Princeton, W. Va., Roanoke, Lynch- 
burg, Petersburg and Richmond, Va. 

Route 3— Between the terminal points Louisville, Ky., and Wilming- 
ton, N. C., via Knoxville, Tenn., Asheville, Shelby and Charlotte, N. C., 
Durham and Raleigh or Hamlet-Rockingham, N. C., and Fayetteville, 
Bm Cc. 


AIR SCHEDULES TO SINGAPORE AND HONGKONG 


New weekly air service across the Pacific from the United 
States to both Singapore and Hongkong, beginning imme- 
diately, has been announced by Pan American Airways. 

Six months ago when Pan American extended its Pacific 
route to the Straits Settlement, the weekly service from San 
Francisco was alternated between Hongkong and Singapore. 
under the new schedules the transpacific Clippers will now op- 
erate through to Singapore. A connecting service from Manila 
to Hongkong will be inaugurated, leaving Manila on Sundays 
and Tuesdays and using multi-engined Sikorsky seaplanes. 
Since the 1,500-mile extension from Manila to Singapore was 
established in May, 1941, more than 350 passengers have been 
carried with an increase in September of about 150 per cent 
over the first month of the operation. National defense and 
defense aid undertakings have created an unprecedented de- 
mand for transpacific Clipper passenger service. The disrup- 
tion, because of war conditions, of surface shipping schedules, 
has also been responsible for increasing the volume of trans- 
pacific air transport business. 


REVENUE TRAFFIC STATISTICS 


Class I steam railways, exclusive of switching and terminal 
companies, carried 213,110.358 revenue tons and had freight 
revenues amounting to $405,594.068 for July this year as com- 
pared with 165,058 855 and $300,088,525, respectively, for the 
same month last year, according to a Commission compilation 
of revenue traffic statistics of those roads, statement M-220. 

For the seven months ended with July, 1941, the roads 
carried 1,231,232,953 revenue tons and had freight revenues 
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totaling $2,408,119,008 as compared with 1,003,288,349 ang 
$1,934,556,749, respectively, for the same 1940 period. 

Revenue passengers carried totaled 41.945,960 and pas. 
senger revenues amounted to $47,.331.266 for July, 1941, as 
compared with 39,207,697 and $37,692,553, respectively, for July 
last year. For the seven months ended with July this year 
the number of revenue passengers carried was 276,044,919 and 
the passenger revenue, $284,759,085 as against 257,494,953 and 
$234,475,911, respectively, for the same 1940 period. 

According to another Commission compilation of passenger 
traffic statistics, other than commutation, statement M-250, 
the roads, for July, had passenger revenue of $25,732,257, in 
coaches, and $18,235.179, in parlor and sleeping cars, and car- 
ried 21,683,772 revenue passengers, in coaches. and 2.068,407, 
in parlor and sleeping cars, as against $20.086,771, $14,238 394 
19.545,322 and 1,564,941, respectively, for the same month last 
year. For the seven months ended with July the roads had 
passenger revenues of $138,252,030, in coaches, $122'722,826, in 
parlor and sleeping cars, and carried revenue passengers of 
126.961,688, in coaches, and 14.209.191, in parlor and sleeping 
cars, as comnared with $112,398.400, $98,227.619, 110,991,021, 
and 11,164,280, respectively, for the same 1940 period. 


Freight Commodity Statistics 


Class I steam railways originated 292,558.240 tons of 
freight and had $1,093,363,189 in freight revenue for the second 
quarter this year as compared with 238,835,810 and $862,- 
260,247, respectively, for the same period last year, according 
to a Commission compilation showing the number of tons of 
revenue freight originated and freight revenue by groups of 
commodities, statement Q-500. 

By the various groups of commodities, tons originated and 
freight revenue for the second quarter of 1941 as compared 
with the second quarter of 1940, were shown, respectively, as 
follows: 

Products of agriculture—21,216,910 and $135,862,585 
(1941); and 17,354,263 and $115,552,.262 (1940). 

Animals and products—3,933.420 and $44,406,827 (1941); 
and 3.480 886 and $39.537,470 (1940). 

Products of mines—159.696.314 and $276,335,104 (1941); 
and 137.248.936 and $246,974,723 (1940). 

Products of forests—17.139.799 and $75,832,364 (1941): 
and 13 699.955 and $54,834,148 (1940). 

Manufacturers and miscellaneous—85.959 748 and $484,- 
324,736 (1941); and 63,505.565 and $345 838608 (1940). 

All L. C. L. freight—4,612.049 and $76,601,573 (1941); and 
3,546.232 and $59,523.036 (1940). ~° 

For the period from January 1, 1941, to the end of the 
second quarter, the railroads originated 543.035.832 tons of 
freight and had $2,080,087.890 in freight revenue as compared 
with 452,132,823 and $1,701,481,740, respectively, for the same 
1940 period. Tons originated and freight revenue for the 1941 
period as compared with the same 1940 period by the various 
groups of commodities were shown, respectively, as follows: 

Products of agriculture—39551,703 and  $253,347,755 
(1941); and 35 876,003 and $233.133,411 (1940). 

Animals and products—7,518.441 and $84,495,600 (1941); 
and 7,049,523 and $79,062,853 (1940). 

Products of mines—294.490,534 and $552,879,622 (1941); 
and 255,292,747 and $498,489.717 (1940). 

. Products of forests—33,325,608 and $143,445,852 (1941); 
and 26,627,672 and $103,161,437 (1940). 

Manufactures and miscellaneous—159.751,147 and $904,- 
977,454 (1941); and 120,432,719 and $670,627,518 (1940). 

All L. C. L. freight—8,398,399 and $140,937,607 (1941); 
and 6,854,159 and $117,006,804 (1940). 


SPECIAL RAIL ARMY FARE 

Railroads have agreed to continue until October 31, 1942, 
the special fare of 1% cents a mile for the uniformed per- 
sonnel of the Army, Navy, Marine Corps and Coast Guard 
when traveling on furlough in uniform at their own expense, 
J. J. Pelley, president of the Association of American Railroads, 
has announced. This arrangement also applies to cadets, mid- 
shipmen and nurses of the various branches of the service. 

“Effective on October 31, this year, arrangements have been 
completed whereby this fare will be extended to military 
forces of the British Empire traveling within the United States 
in uniform at their own expense when on official leave, fur- 
lough, or pass,” said Mr. Pelley. 

‘ “The special fare is good, under a 30-day limit, for round- 
trip travel in coaches between all points in the United States. 
Special fare tickets may be purchased upon presentation of an 
official furlough-fare certificate which can be obtained from 
commanding officers at all military establishments. 

“This plan of allowing the uniformed forces traveling on 
furlough a special railroad fare was established on May 1, 
1941. It was to have expired at the end of this month.” 
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October 25, 1941 


Rail Wage Hearing Ends 
Offer of Arbitration Accepted by Management but 
Refused by Employes—Plan for Increase Re- 
jected—More Time “Granted” to Board 


° Hearings on disputes between the railroads and their em- 

ployes on questions of wages, rules and vacations, before 
the President’s emergency board at Chicago, took a new turn 
at the end of the October 18 sessions, with the proffer to parties 
of the services of the board in ‘mediation or arbitration.” 

Chairman Morse, just before adjournment, said that mem- 
bers of the board had been studying the language of their letters 
of appointment from the President, and had come to the con- 
clusion that such an offer should be made on the record in com- 
pliance with instructions contained in those letters, to “organize 
and investigate promptly the facts as to such dispute and on 
the basis of facts developed make every effort to adjust the dis- 
pute and make a report thereon” to the President “within 
thirty days from September 10, 1941.” 

‘The thirty days have since been extended to November 
1 at the request of the board (see Traffic World, Sept. 20, p. 
721). 

The chairman said the board had discussed the import of 
the words ‘make every effort to adjust the dispute” in execu- 
tive session and had agreed that it should “notify the parties 
that the board stood ready and willing to attempt to mediate 
or arbitrate the issues before it, if all parties concerned desired 
to have the board render such services.” 

He said it should be clearly understood that authorization 
for such mediation or arbitration ‘‘would have to be subject 
to the condition that the recommendations or decisions of the 
board in respect to the various issues would be accepted by 
the parties as a full and complete settlement of the case.” 


Throughout his statement, the chairman used the words 
“mediate” and “arbitrate” in conjunction. He explained, how- 
ever, that he did not use the word “mediate” in the ‘‘sense the 
term is usually used in labor negotiations.” It would be a mis- 
take, he continued, for the board to sit as the kind of a board 
of mediation entailing the making of compromise proposals by 
the board “in an endeavor to get the parties to adjust their 
differences.” 

“If the parties should wish to use the good offices of the 
board in passing through the board various proposals and 
counter-proposals for a settlement of their differences, without 
the board in any way recommending or passing a value judg- 
ment on any of those proposals or counter-proposals as sub- 
mitted by the parties,” he said, “the board would have no objec- 
tion to functioning in such a capacity.” 

The board, however, he added, stood ready, at the request 
of the parties, “to sit in judgment on this case and issue a 
decision comparable to an arbitration award on the issues 
pending,” but he made it clear that the board was not asking the 
parties to submit to such a procedure. The request “must come 
from the parties,” he said. What he was doing in making his 
statement in the record, the chairman said, was “to make a 
good-faith attempt ... to attain a final settlement of this case 
before it is submitted to the President,’ under what it felt 
“an obligation placed on this board by the President’s letter.” 

In response to a question, after the session had adjourned, 
the chairman said that, regardless of what the parties might 
or might not do as a result of his statement, the hearing would 
proceed to a conclusion on the existing schedule. 

Asked as to why the board had not made an earlier at- 
tempt toward settlement of the dispute, in response to the 
phrase in the President’s letter, the chairman said it had had 
the matter under consideration from the very beginning, that 
In a conference with the parties on the day before the hear- 
ing opened, it had called their attention to it, but that there 
had been no response. He said the offer of mediation and 
arbitration had been made on the record on the day selected 
simply because the members of the board agreed that “this 
was a good time for it.” He denied a suggestion that there 
might have been a communication from the White House calling 
attention to the phrase. There had been and would be no 
contact with the White House, either directly or indirectly, 
he said, until an agreemet was reached or the board’s report 
presented. 

The phrase on which the board based its offer appeared 
only in the letters of appointment. In the proclamation creat- 
ing the board, the mandate on the board is merely “to investi- 
gate the aforementioned disputes and report its findings. . . .” 
Section 10 of the railway labor act says only that the board 
Shall investigate promptly the facts as to the dispute and make 
a report thereon. .. .” 

Express Case Ends 


Testimony in the dispute between the Railway Express 
Agency and certain of its workers over a demand for a 30 per 
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cent increase in wages, ended at noon October 18. W. A. 
Benson, accounting vice-president, introduced figures purport- 
ing to show that the hourly wages of express workers ranged 
from 91.7 for members of the International Brotherhood of 
‘'eamsters, to 73.17 cents for warehouse and platform workers, 
with the average for all at 82.33 cents. Board Member Powell 
wanted to know whether the strenuous efforts of the railroads 
to increase their less-carload traffic was cutting in on the 
express business. The witness said it was. W. W. Owens, vice- 
president in charge of operations, R. E. A., testified on com- 
parative wages of workers in other industries. He said those 
comparisons showed express workers to be well paid. 

L. O. Head, president of the Express Agency, said that the 
34.25 per cent of domestic express revenue turned over to car- 
riers in the year ending July 31, 1941, was not high. Before the 
organization of the agency, he said, contracts with railroads 
called for a minimum of 40 per cent, sometimes ran as high 
as 57.5 per cent and averaged over 50 per cent. 

He said an appreciable increase in the wages of express 
workers would necessitate an increase in express revenue and 
that that could not be brought about by increases in express 
rates. Experience showed, he said, that increases in express 
rates brought about reductions in express shipments sufficient 
to offset possible revenue gains. 

Board Member Thompson wanted to know whether Mr. 
Head would agree to accepting the Gurley wage increase plan 
for his company (see Trafiic World, October 18, p. 1003). ‘The 
witness said he didn’t think there ought to be any increase, ex- 
cept in “some isolated cases.” A bonus plan, similar to Mr. 
Gurley’s, might be a good one to apply in those cases, he said. 

The unions involved in the express dispute put on a num- 
ber of witnesses in rebuttal, chiefly to attack the comparative 
wage figures of Mr. Owens and to describe the long runs, 
length of time away from home, and the absence of “dead- 
heading” in the express business. 


Rebuttal 


C. A. MacGowan, official of the boilermakers union, for- 
merly chairman of division two of the National Railroad Ad- 
justment Board, was the only rebuttal witness on rules. He 
objected particularly to a proposed change in rules which would 
permit eight hours’ work. in a twelve-hour period without 
overtime penalties. This, in effect, he said, would “abolish the 
eight-hour day and substitute a twelve-hour day.” He also 
said the change proposed, under which the railroads could use 
men of one rating to perform occasional work in other ratings 
would mean that they could increasingly obtain higher rated 
work from lower paid men. 

David L. Behnke, president, Air Line Pilots’ Association, 
testified as to the pay of commercial pilots. It ranged from 
$190 to $380 a month for co-pilots and from $500 to $900 a 
month for captains or pilots, he said. They also received away- 
from-home allowances and two weeks’ vacation with pay an- 
nually, he said. 

On cross-examination, he said he didn’t think pilots’ wages 
were too high, but that he didn’t have any opinion as to the 
proper level of the wages of engineers and other train workers. 

David Kaplan, economist, went over many of the railroad 
exhibits, page by page, pointing out what he said were statis- 
tical errors and economic fallacies in them, bearing on aver- 
age wages and work stability. 


T. A. of A. in Appendix 


The chairman inserted in the ‘appendix record,” a letter 
from Donald D. Conn, executive vice-president, Transportation 
Association of America, together with an accompanying state- 
ment on the railroad wage question (see Traffic World, Oc- 
tober 18, p. 1002). He said it was there, like other material 
in that record, not as evidence, but for “such value as the 
board or the parties might find it to be worth.” 


Arbitration Accepted by Management, Refused by Labor 


The board’s offer to act as a board of arbitration or medi- 
ation, was accepted, the morning of October 20, by the rail- 
road committees on wages and vacations, and in the afternoon 
by the Railway Express Agency, but was rejected by the five 
operating brotherhoods. 

Mr. Fort said the railroads’ committee on wages was “will- 
ing to enter into an agreement for the purpose of making it 
possible for the members of the board to act as a board of 
arbitrators and decide the issues here presented on the basis 
of the record which has been made before the board.” Mr. 
Johnston, for the railroad vacation committees, said they were 
willing to make the same agreement. 

The board accepted the statements without comment and 
that aspect of the hearing did not come up again until the 
opening of the afternoon session, when Mr. Hartung said the 
Railway Express Agency also was willing to submit the case 
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to the board for arbitration. Mr. Hay then read the following 
statement: 


At the time the National Mediation Board proposed arbitration, 
the conference committee representing the employes rejected the pro- 
posal and expressed preference for a hearing of the kind now being 
conducted by the emergency board. This action of the committee was 
approved by the general chairmen of the several organizations. ‘The 
position taken by the committee and ratified by the general chairmen 
is unchanged. 


Mr. Mulholland then told the board that the non-operating 
unions would have a statement to make on the matter the fol- 
lowing morning. Officials of those unions would decide at an 
executive meeting to be held in the evening of October 20 
whether or not to accept the board’s offer, he said. 


Testimony Continued 


Mr. Kaplan returned to the witness stand in the morning 
for cross examination by Mr. Fort as to the witness’ methods 
of determining average wages and work stability. Mr. Bacus 
took the stand to submit figures on earnings of railroads in 
reorganization proceedings and on current equipment trust 
obligations of the railroads. 

George M. Cucich, research expert, was placed on the 
stand once more by the non-operating unions, this time to 
testify on family budgets. Mr. Fort objected that nothing had 
been submitted on that matter before rebuttal had started, 
but Chairman Morse ruled that the testimony be accepted, fol- 
lowing a statement by Mr. Mulholland that the workers’ 
budgets were a kind of rebuttal to testimony presented by the 
railroads on railroad budgets. The witness said a “Heller com- 
mittee” on research in social science at the University of Cali- 
fornia had estimated that the average “clerk’s” family should 
spend $2,874 a year and the average “wage earner’s” family 
should spend $2,225 a year. He said the budget was a com- 
promise between what ought to be spent to maintain an ad- 
equate standard of living and “what is spent.” Asked why a 
clerk’s family should spend more than a wage earner’s fam- 
ily, the witness said a clerk had to dress better to hold his job 
and spent more because he occupied “a little different social 
level by virtue of his higher earnings.” Mr. Fort observed 
that “we get into rather a fine distinction in the Heller budget.” 

Mr. Keller returned to the witness stand to present testi- 
mony on safety and accidents. He said the railroads did not 
submit a full report of employe accidents to the Commission. 
He presented figures on wages paid to workers in the bitu- 
minous coal industry, attempting to show that if the brother- 
hoods’ wage demands were fully met, the railroad workers 
would not earn as much as did workers in the coal industry. 
He testified that wages paid to each of the many classes of 
railway employes varied considerably not only from section 
to section of the nation but within each state. 


Railroad Plan Rejected 


Mr. Harrison took the witness stand in the afternoon to 
discuss the Gurley plan for wage increases. He said it was a 
typical railroad proposal because it was aimed at maintaining 
the status quo. The wage issue was far broader than a “for- 
mula” based on changes in the cost of living, he said. The 
wage issue also should be decided on the basis of wages paid 
to railroad workers and workers in other industries, on haz- 
ards assumed by workers, and on previous treatment, he said, 
declaring that “organized labor is unalterably opposed to a 
cost-of-living formula.” He said the plan would freeze a 36- 
cent hourly wage as standard. He denied that labor organiza- 
tions in Canada had approved a similar plan there, saying that 
the plan went against “our whole economic order” and par- 
ticularly against the theory of collective bargaining. He in- 
sisted that if the time came when the country went through 
another depression, the railroads could bring down wages on 
30 days’ notice. If the decision of the 1938 emergency railroad 
board had gone against the unions, the board’s decision for a 
downward revision of wages would have been accepted by 
the unions, he said. 

Asked by Board Member Willits whether a wage increase 
should be granted if it meant pushing a few railroads into 
bankruptcy, Mr. Harrison replied that “it would be a good 
thing.” He said a few railroads were greatly overcapitalized 
and probably would benefit by going bankrupt. 


Operating Rebuttal 


Mr. Harrison’s testimony concluded the non-operating 
brotherhoods’ rebuttal. The operating unions put Mr. Goff 
on the stand again to submit testimony as to the length of serv- 
ice of various classes of employes. Mr. Whitney testified at 
length as the final witness for the Big Five. The first part of 
his testimony was submitted in the form of a printed state- 
ment entitled, “Railroad Propaganda,” in which he quoted 
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Senate committee reports and Commission reports in an at- 
tempt to show that the railroads and their “various front or- 
ganizations” were spending many millions of dollars annually 
to create public opinion favoring the railroads. 

The witness then turned his attention to presenting evi- 
dence on railroad “financial waste.” He submitted an exhibit 
intended to show that unduly large fees had been paid to at- 
torneys in railroad reorganization cases and that the manage- 
ment of many railroads had made unwise investments. 

The witness next discussed the Gurley plan, in the fol- 
lowing statement: 


The transportation employes of the nation did not creep into 
this temple of justice on their hands and knees begging, like Lazarus, 
for the crumbs that fall from the rich man’s table, but they came 
here as an important segment of our American democratic society, 
standing on their feet with their heads up, asking this board, if you 
please, to recognize their skill as master workmen, their productivity 
as workers who are geared to a speedy and technical service of high 
tension that tests their nerves and shortens their active space within 
the industry. We are here attempting to inculcate into the minds of 
your honorable board the fact that these men are injured or dying 
every day in this industry, in order that the wheels of commerce may 
be kept moving and the needs of the people may be properly served, 
and these fundamental principles Mr. Gurley and his committee have 
attempted to brush aside as inconsequential and immaterial. 

We further challenge the Gurley plan because it is based on a 
false premise. With all the emphasis at our command, supplemented 
with the mute prayers of millions of workers and their families, we 
reject any device calculated to hamstring wages, tying them to a 
fluctuating cost of living index—much less to a cost of living index 
diluted by an ‘‘ability to pay’’ index based on gross reveune. The very 
acceptance of this proposition is a denial of the right of workers to 
improve their conditions, to advance their standard of living, and to 
raise their status in society. 

We shall not be lulled into a sense of false security by the subtle 
sophistry of carrier propaganda or the lure held forth by Mr. Gurley, 
who admitted on the witness stand that his monstrosity might mean the 
munificent increase of 26 cents a day. The operating organizations are 
asking for a minimum increase of $1.80 a day. We charge that the 
carriers are deliberately attempting to destroy the established funda- 
mentals for increasing wages by attempting to resurrect the hideous 
and un-American principle of ‘‘ability to pay.’’ Society, of which 
labor is an important part, has decreed, and rightly so, that ‘‘ability 
to pay’’ is a disgraceful hangover from the sweat-shop era. 

The facts are that the railroads have been getting away with the 
questionable philosophy of stock dividends, cash dividends on stock 
dividends, inflating the capitalization of their plant in the interests of 
the few, for the purpese of pyramiding tariffs, hiding earnings, and 
crushing the rights of labor. Apparently, Mr. Gurley’s mind has be- 
come inflated to the point where he is attempting to apply the Midas 
touch in the hope that the workers will abandon their claims and 
surrender their rights to the railroad bankers of Wall Street. 

The voluntary surrender by railroad labor of 10 per cent in their 
basic rates beginning February 1, 1932, and equaling more than a 
billion dollars, has been frowned upon by railroad management as 
inconsequential. Gentlemen of the Board, labor does not subscribe 
to the limited horizons of railroad management. As Mr. Gurley stated, 
our ratchets are set for forward motion. We reject the carriers’ plan 
for a ‘‘treadmill wage.’’ We seek 2 cultural wage so that our families 
may enjoy the American way of living. 


Concluding, Mr. Whitney said the unions had spent $150,000 
preparing evidence for the board in addition to spending 
$100,000 on the strike vote. He said any wage increase should 
be made effective as of July 10 of this year. 


Board Member Bonbright asked Mr. Whitney if the wit- 
ness thought that profits should be considered by the board 
in its decision. 

“Should the board take account of a railroad’s profit and 
award workers a share of such a profit?” Mr. Bonbright asked. 

“No,” replied the witness. ‘We are not asking that the 
rich railroads give us more than the poor railroads give us. 
We are not basing our wage demands on a matter of ability 


to pay but on the proper wage due the worker for his con- 
tribution.” 


He said that if the railroads were not able or willing to 
pay the workers their just dues the government ought to take 
over the railroads. He said the unions might be forced to ask 
the government to do that. 

The railroads had Mr. Yntema return to the stand to testify 
briefly on rebuttal to statements made by Mr. Kaplan. With 
the conclusion of Mr. Yntema’s testimony, the part of the 
hearing devoted to presentation of evidence came to a close. 
At that point, more than 6,000 pages of testimony had been 
taken, and approximately 400 exhibits introduced. The rail- 
roads had introduced 239 exhibits, the labor unions 147, the 
short line railroads 2, and the Railway Express Agency 12. 

Briefs were submitted by the various parties at the con- 
clusion of the hearing, but only the board members received 
copies. The railroad committees at first indicated their inten- 
tion to make their briefs available to the public, but decided 
otherwise after Mr. Mulholland and Mr. Hay said they would 
have enough copies at present for the board members only. 
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Mr. Hay said his brief would contain his argument to be pre- 
sented the following day. 


Non-Ops Also Decline 


The 14 non-operating brotherhoods at the morning session 
October 21 declined the board’s offer to arbitrate. Mr. Mul- 
holland said the organizations “months ago had adapted them- 
selves to proceed toward a settlement of the disputes through 
the instrumentalities defined in the railway labor act” and pre- 
ferred that the board continue to “act as a national emergency 
board.” 

There was no comment by the board 

Board Member Willits was called away in the middle of 
the morning session on receiving word that his son, Clement, 21, 
a junior at Middlebury College in Vermont, had died in the 
night from a heart attack. He and Mrs. Willits left at once for 
their home at Ward, Pa. Chairman Morse recessed the hearing 
when the message was received, but called the meeting to order 
again within a few minutes at the request of Mr. Willits. 

Mr. Mulholland presented his argument to the board first. 
He said that the 159-page brief which he had submitted to the 
board the previous day contained the whole of his argument 
and that he would point out the high spots of that brief. 

Admitting that any change of wage scales could be reduced 
from the carriers’ viewpoint to the single item of labor cost, he 
said the matter was more complicated from the employes’ point 
of view because their entire “economic and social lives were 
involved.” He discussed statistics on recent railroad improve- 
ments to property and on recent improvement in railroad in- 
come accounts, which he said led up to two questions in the 
light of statements made by the railroad witnesses that a period 
of depression would follow the defense emergency boom. 

Continuing, he said: 


Why do the railroads make and propose to make these tremendous 
expenditures in the face of the depressed conditions which they 
prophesy for the immediate future? It is conceded that they are not 
being made as a mere patriotic gesture. If the carriers’ prophecy of 
serious depression immediately following the war is accurate and 
sincere, what is the need for this enormous expansion in the business 
capacity of the railroad plant? The existence of this great rehabili- 
tation program, therefore, casts substantial doubt on the good faith 
of the railroads’ predictions of disaster to come. 

If the railroads honestly anticipate a period of economic adversity, 
what justification do they have for insisting that they alone be per- 
mitted to prepare for it? Why should not the employes have the 
same opportunity? It must be remembered that the problem of 
deferred maintenance is not peculiar to the railroads. Their employes 
face it too. Maintenance of home and family may be deferred as well 
as the maintenance of railroad tracks and cars. 


He said it had been definitely established that railroad 
profits for 1941 would be the greatest in recent history. Profits 
in 1942 and 1943 would be even greater, he said. He said the 
defense boom period probably would continue for “a decade or 
two.” In prosperous years in the past, he continued, the rail- 
roads had made no attempt to share their profits with the 
employes and in depression years “had not hesitated to call on 
their employes to assist in bearing their financial burdens.” 

As to the skill of workers, he said that, if ever a time had 
existed when the lower paid railroad employes had been un- 
skilled, that time had ended. Mechanization had changed such 
matters, and section hands, coach cleaners, and other were 
obliged to know many technical skills, he said, adding that an 
increase in skill should be met by an increase in wages. 

In his talk and brief, he also pointed out parts of the 

testimony given before the board on the subject of wages 
in other industries, attempting to show that hourly, as distinct 
from weekly, monthly, and annual wages comprised the only 
sound basis for determining employes’ compensation. Hourly 
wage studies showed, he said. that railroad workers belonging 
to the non-operating unions did not receive salar‘es as high as 
workers in other major industries. 
; Taking up the matter of vacation demands, he said the 
‘summer vacation is becoming more and more an accepted 
American institution” which the “social philosopher” held to 
be important to health. A practical vacation plan could be in- 
augurated in the railroad industry at the present time, he said, 
naming the unions’ vacation proposals as practical. He said 
that in England industrial workers got vacations in the war 
period. He denied that the railroads would be unable to obtain 
men to replace workers on vacation, and said the cost of grant- 
ing vacations would be negligible in view of the railroads’ 
financial position. 

He did not discuss the rules matter. In the brief, however, 
he took the following position: 


If any individual railroad company desires to change the language 
of any particular rule in any agreement, we stand ready to discuss 
the matter. If it is the purpose of the carriers to draft agreements 
with the various organizations which are national in scope and whose 
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provisions would have a uniform interpretation and a universal appli- 
cation throughout the industry, we are likewise ready to consider this 
proposition. When, however, we are asked to give consideration to 
a set of vague general principles whose significance is not clearly 
evident, particularly in relation to the hundreds of agreements and 
classes of employment to which they are proposed to be applied, we 
are faced with an issue which is impossible of intelligent consideration. 
This is particularly true if the whole intent is, as we suspect, the 
extinction of rules as enforceable provisions of legal contracts, and 
the substitution for them of a set of precepts without binding force, 
save as the carriers shall permit them to operate. 

Under all of these circumstances, we submit that the rules pro- 
posal has placed no issue before this board which is capable of de- 
termination; that the board is not and cannot be informed as to the 
full purport of the suggestion, and cannot validly recommend the 
adoption of the proposal. 


Mr. Mulholland’s brief contained only one page on the 
matter of a wage increase for Railway Express employes. The 
brotherhoods’ position was that employes of the agency were 
in effect employes of the railroads because the railroads 
guaranteed the agency against financial loss. Agency employes 
should be treated the same as railroad employes, the brief said. 

He concluded his argument with the request that he have 
time the following day to speak in rebuttal of arguments to 
be made by railroad committees. The request was granted. 


Hay’s Argument 


Mr. Hay presented his argument following that of Mr. Mul- 
holland, speaking in a manner which Board Member Thompson 
characterized as reminiscent of William Jennings Bryan. He 
followed closely along lines developed in his 90-page brief. 
Speaking first on the matter of skill, he said it undoubtedly 
was true that greater effort was required of the employes in 
operating present-day high-speed freight and passenger trains 
than in operating slower, less powerful trains of former days. 
Faster speeds meant greater responsibility, he said. In addi- 
tion, he pointed out, it should be obvious that the men who 
operated and serviced trains in 1940 were more proficient than 
those who did so in 1920, because only half as many men 
were employed to do the work at present as were employed 20 
years ago. Tying up the matter of speed with that of safety 
hazards, he said that, in recent years, the workers’ responsi- 
bilities had increased with the increase of passenger train 
speeds, adding that “in storm, in hurricane, in fog, in rain, in 
snow, even under clear skies, the man who rides the modern 
engine runs the risk of danger for himself and the risk of 
other precious human lives.” The locomotive operator was 
“not a normal man” because, though his manual labor was 
perhaps less than in other years, he constantly assumed the 
responsibility of preventing injury to passengers, said the 
speaker. 

He stressed the point that a wage increase should be 
granted to compensate the railroad worker for having to 
spend much of his time away from home on duty. He said 
that a substantial cause for raising wages was the comparably 
higher wages paid to workers in other large industries. 

Coming to the question of whether or not the railroads 
could afford to grant an increase of wages, he said: 


That the railroads no longer enjoy a monopoly in the transporta- 
tion field makes their employes all the more important. Men are as 
important as new equipment. It is just not in the order of things 
for representatives of the railroads to come in here and boast of the 
billions they have put into equipment and then say their men should 
not receive a larger wage. They ought to be ashamed of themselves. 
This matter should never have come before the board. A wage increase 
should have been offered to the men by voluntary action by the rail- 
road managements. 

He said he had been “shocked” to find “such a bright 
young man” as Mr. Yntema testifying that the present wage 
scales should be frozen so the railroads could pay higher 
taxes needed by the government to conduct the national defense 
program. Mr. Yntema’s testimony had also been too much for 
the railroad representatives, the witness continued, saying that 
later the railroad representatives had “brought forward the 
American flag’ and had “rolled out” the Gurley plan. He 
insisted that the union officials would never countenance such 
a “rubber” plan. 


He said a rise in prices as great as the price rise at the 
end of the World War in 1919 and 1920 was inevitable, and 
that the employes should have a corresponding wage increase. 

On the matter of the duration of the defense emergency, 
he said in his brief: 


It is our most painful conviction that many of us now partici- 
pating in this hearing will not live to see the end of the horrible 
thing about to engulf us. For long months and, in all probability, 
for long years, this emergency will be upon us. Railroads and all 
other transportation facilities will be taxed to capacity to meet the 
imperative needs of our country. Railroads will carry a load never 
before imposed on them, and likewise the men on the rails and in 
the yards and shops and offices out along the tracks will be called 
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on to carry their heavier loads. To ask this board to make findings 
and recommendations on the assumption that we are in the midst of 
a temporary condition is to trifle with the board. 

The history of the last war showed that business would improve 
after the war ends. There will be a great demand for consumer goods. 
At present there is much planning by the government to that end. 


Mr. Hay expressed sympathy of all present for Board 
Member Willits. 


Johnston Argument 


Following the argument by Mr. Hay, which was made in 
part at the morning session and continued for part of the after- 
noon, Joseph F. Johnston, counsel for the railroad committees 
on vacations, presented his argument in a brief talk. 

For two reasons, he said, the brotherhoods’ vacation de- 
mands ran counter to wishes expressed by the Office for Pro- 
duction Management. First, he said, a vacation for employes 
would result in slowing down shop production for the rail- 
roads, which was an industry vital to the defense program, and 
second, the railroads would be forced to hire an additional 
50,000 men to take the place of men on vacation, which would 
mean that many workers would not be available to defense 
industries. 

For their own part, he continued, the railroads objected 
both for ‘“‘managerial or practical’’ and for financial reasons. 
That the vacations would result in “serious interference” with 
railroad operations had not been denied, he said. From the 
financial point of view, the demands were objectionable in that 
many casual and part-time workers would receive vacations, 
he said, adding that the brotherhoods’ plan would provide for 
vacations for approximately 180,000 persons who worked 10 
months or less for the railroads each year. Furthermore, he 
continued, vacations would go to some 200,000 employes who 
worked in other industries part of each year, and such workers 
did not deserve vacations at the expense of the railroads alone. 
He urged that the board recommend that vacation demands be 
held in abeyance until the emergency period ended. 

A number of technical reasons why the union demands for 
vacation arrangements were impractical were discussed in a 
66-page brief submitted to the board the previous day. 


Joyner for Railroads 


Mr. Joyner, the last speaker at the session, spoke first in 
behalf of the western and southeastern railroads’ committee 
on rules, and then for the railroads on the unions’ demands 
for minimum wages of 70 cents per hour. 

In discussing the rules proposals, he kept close to his brief 
of some 40 pages on the subject. After discussing the negotia- 
tions leading up to inclusion of the carriers’ rules proposal in 
the emergency board hearing, he urged that the board should 
find that the matter was of vital interest to the railroads, the 
workers, and the public; that it was too complex to warrant a 
direct solution by the board; that the parties should meet again 
to negotiate, and that, if negotiations failed, the matter should 
go before the National Mediation Board again and, if necessary, 
before a special board of arbitration. He said that the board, 
if it had the power to recommend specific rules standards, had 
the lesser power to recommend the matter receive more 
thorough study by a board of arbitration. 

He said the labor unions themselves had made the rules 
matter one requiring ‘national handling,” adding that it was 
too late for the unions to attempt to get the emergency board 
to recommend the railroad rules’ proposals be withdrawn for 
the reason that present company or district rules were satis- 
factory. He denied that the rules proposals were vague or 
impractical, though admitting that they “encroached on present 
rights of labor.” 

In response to a question by Board Member Powell, the 
speaker said that only the western and southeastern railroads 
had initiated the rules proposal. Asked by Mr. Powell what he 
meant by “national handling,” Mr. Joyner replied that the rail- 
roads wanted to be able somehow to handle rules changes “co- 
extensively.” There was too much labor pressure against single 
railroads attempting to change rules, he said. 


Board Member Bonbright asked Mr. Joyner whether it was 
the railroads’ position that the rules matter was entirely inde- 
pendent of wage and vacation questions. 

“Yes and no,” Mr. Joyner replied. ‘Yes, theoretically, be- 
cause the relief sought is justified.” 

Mr. Bonbright then asked “if your request rests on your 
making out before us a prima facie case on the rules to which 
you object?” Mr. Joyner replied that the request rested on 
“a prima facie case on the working situation.” Asked what the 
difference was, Mr. Joyner said he meant that only a “working 
situation” had been made out because there had not been time 
enough to go into each of the rules problems involved. Mr. Bon- 
bright said he wasn’t sure that he knew what Mr. Joyner meant, 
but added that “it might come to me later on.” 


TRAFFIC WORLD 


Mr. Joyner concluded his statement on rules by saying that 
the railroads wanted all the proposed rules written into present 
contracts between union and individual railroad, and wanted 
the proposed rules to take precedence over all existing rules. 

Going then to the issue of minimum wages, he said there 
were two angles to the matter. There was first the question 
of whether low-paid workers deserved a higher minimum wage 
because a decent minimum standard of living required it. That 
question, he pointed out, was one of national social standards, 
and Congress had taken it on itself to regulate minimum wages 
to put a floor under living standards. It was not a matter for 
the board to decide, he said. The second angle, he continued, 
was that concerned with collective bargaining. If the matter 
was one of collective bargaining alone, with the skill of the 
worker at the center of the matter and the general circum- 
stances of the particular industry involved, then the problem 
was not one of raising minima but of adjusting “over-all” wages, 

For the board to recommend a higher minimum wage, he 
said, it would have to find that, since the time previous minima 
had been established, facts had been made known showing the 
differential of wages between various classes of employes was 
unfair to the lowest-paid class. Such facts, he said, had not 
been shown by the brotherhoods. Even if the skill of workers 
had been increased since previous minima had been fixed, he 
concluded, the board would not have cause to raise the mini- 
mum to the 70-cent level asked by the brotherhoods. 

In the railroads’ brief on wages, a volume of 450 pages, 
35 pages were devoted to the question of the minimum wage 
demand, in which pages it was said that the skill of workers 
had not increased in recent years, and that messenger boys, 
janitors, and others affected should not receive a wage increase 
to 70 cents an hour. 


More Time “Granted” 


The hearing came to a close the afternoon of October 22. 
The presentation of evidence and arguments had taken 31 days. 

Chairman Morse announced just before the hearing ended 
that the President had approved a recommendation, made 
earlier in the day by the board and by counsel for the parties, 
that the date for submission of the board’s report to the Presi- 
dent be extended to November 5. It was the second such ex- 
tension made by the President, the first having been granted 
September 16, the first day of the hearing, postponing the date 
for filing the report from October 10 to November 1 (see 
Traffic World, Sept. 20, p. 721). 

Representatives of the railroads, Railway Express Agency, 
and the brotherhoods stipulated that the date should be ex- 
tended to November 5 “due to death in the family” of Board 
Member Willits and that they would not challenge the report 
if it were not submitted until that date. The agreement came 
after Chairman Morse made the following statement at the 
opening of the hearing in the morning: 


The board wishes to call the attention of the parties to the fact 
that the necessary absence of Board Member Joseph H. Willits from 
our deliberations because of the death of his son has made more 
difficult a thorough analysis and study of the record of the case. We 
believe that it is very desirable that we have plenty of time in which 
to reach a joint conclusion as to all recommendations which will be 
contained. 

The board recognizes that Mr. Willits would not ask for an exten- 
sion of time for himself, but the rest of us on the board, nevertheless, 
believe that, out of consideration for Mr. Willits and in the interest 
of the report itself, it would be better if we were allowed more time 
for conference, deliberation, and consideration of the material before 
us in this case, and, hence, we believe that we should take the re- 
sponsibility of insuring that from the standpoint of the time element 
the pressure of work on him be somewhat relieved. 

We wish to assure the parties that we will do our very best to 
complete the report at a date earlier than we now suggest, but we he 
lieve that it would be in the best interest of all concerned if the parties 
joined with the board in requesting the President to extend the date 
for filing our report until midnight of November 5. 


Counsel for the various parties indicated their willingness 
to join in the request, the President’s approval of the request 
was obtained by an exchange of telegrams between the board 
and the White House, and the stipulation was signed. 


Rail Wage Arguments 


Allen P. Matthew, William H. Swiggart, and Mr. Fort. 
counsel for the railroads’ committee on wages, presented thelr 
side of the argument at the morning and afternoon sessions. 

Mr. Matthew confined his statement to the question of the 
railroads’ ability to pay the wage increases demanded by the 
unions. The railroads could not remain self-sustaining under 
private ownership if they met the demands, he said, pointing 
out that some railroads would be forced into bankruptcy and 
all would be unable to obtain credit needed to continue opera- 
tions. He placed at approximately $1,000,000,000 the amount 
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the railroads could profitably borrow annually to meet expendi- 
tures for additions and betterments to property. He denied 
that the railroad spokesmen were unnecessarily gloomy. It 
could not be denied, he said, that the railroads would meet 
increased competition when the emergency period ended. 

He said that there was no telling how long the emergency 
traffic boom would continue and that no one could estimate 
how much strength the “undernourished” railroads would re- 
cover. It was safe to say, however, he continued, that if the 
workers’ demands were met, the railroads would have little or 
no money left with which to meet fixed charges or to pay divi- 
dends. He estimated that fixed charges amounted to approx- 
imately $600,000,000 at the present time and that a “moderate 
5 per cent” payment of dividends to stockholders would amount 
to $1,000,000,000 annually. If fixed charges were not met, he 
said, it was certain that credit would not be available to the 
industry. He concluded by saying that the workers would 
benefit in the long run if the wage demands were not granted. 

At the conclusion of Mr. Matthew’s statement, he was asked 
this question by Board Member Bonbright: 

“Tf we were to find that—and I am not making the slightest 
implication that we will—the present wages and the railroad 
income are both greatly inadequate, what do you think we 
should recommend ?” 

The answer was that the board should make the best de- 
cision for labor “in the long run.” 

“Do you, or don’t you, concede that adequacy of wages has 
rrior‘tv over adequacy of return to investors,” Mr. Bonbright 
then asked. 

“Yes, I would think so,” was the reply. 

“Oh, you do concede it does,” the board member responded, 
obviously surprised. 

“Why, yes,” Mr. Matthew said. “I don’t think there is 
anything said by any of our witnesses to the contrary. I think 
there is nothing in my argument that suggests that labor is not 
entitled to a just wage, but I say in turn that capital is en- 
titled to a just return.” 


Mr. Swiggart spoke on the nature of the work of the rail- 
road employes. He said union witnesses had submitted no 
testimony showing that the employes’ skill or responsibilities 
had increased since wages in the industry had been raised in 
1937. He said approximately 50 per cent of maintenance of 
way employes and a large percentage of other classes of 
employes resided in towns or communities of 50,000 popula- 
tion or lower, where the cost of living was not as high as in 
industrial areas. For that reason, he pointed out, the workers’ 
testimony that railroad wages should be compared with wages 
of workers in other industries should not be considered im- 
portant. 


Speaking on the matter of minimum wages, he said. 

I call your attention to this fact in passing, that it has been less 
than six months since the administrator of the fair labor standards 
act put in effect the order fixing a minimum of 36 cents an hour for 
maintenance of way laborers, because he found that a higher mini- 
mum would tend to bring about unemployment and would tend to 
create more mechanization of labor. 


Many farm laborers worked part-time for the railroads 
in order to supplement their farm incomes, he said, adding 
that the fixing of a 70-cent minimum wage would result in the 
loss to such workers of their employment on the railroads. 


Mr. Fort was the last to speak in behalf of the railroads. 
After first complimenting the board for handling the hearing 
in a fair-minded way, he said he would use time to review the 
record. He said he thought that ‘‘we have proved everything 
I said we would prove at the start of the case,” and that the 
board would not be able to solve the wage question by any 
“nice formula” because the issues were complex. “The rail- 
road industry was the greatest in this country,” he said. In 
presenting their demands, the workers were threatening that 
industry, he said, because the railroads could not afford to meet 
the wage increases. In fact, he continued, the workers had not 
only completely ignored the best interests of the railroads but 
had ignored the “realities of our defense economy.” The rail- 
road industry was the backbone of the nation and should not be 
threatened at a time when the nation’s defense depended on 
the railroads, he said. He then cited the advantages which 
he said the railroads offered their employes, naming benefits 
under the railroad retirement act, protection from dismissal 
in the case of consolidations of railroads, opportunity for ad- 
vancement, free passes on the railroads, and others. 

The speaker emphasized that “87 per cent of the proposed 
wage increase would go to men enjoying the highest wages and 
the greatest stability of employment.” The only proper solu- 
tion, he continued, was the adoption of the plan proposed by 
Mr. Gurley. Only with that plan in operation could reason- 
able rises be made in wages on the basis of cost-of-living in- 
Creases and ability of the railroads to pay, he said. The plan 
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recommended by the railroads would prevent the need for an 
increase in transportation rates, or, at least, would make it 
unnecessary for the railroads to seek much higher rates, he 
said. He concluded by saying “the time has come when the 
industry cannot stand to be harassed any more.” 


Railroads’ Brief 


In its brief, the railroads’ wage committee brought out the 
following points, in addition to those discussed by the speak- 
ers: That the burden of proof was on the unions; that the 
unions’ proposal that an agreement on the matters be made 
retroactive to July 10 was “sheer nonsense” in view of silence 
on the matter in the railway labor act; that trends in yearly 
earnings, rather than hourly earnings, of workers in other 
industries were the proper bases for comparisons with railroad 
earnings; that the cost of living had risen only slightly since 
the workers had received a wage increase in 1937; that invest- 
ment in property, and action by management, rather than in- 
creased skill on the part of workers, had accounted for in- 
creased plant production in recent years; that working condi- 
tions in the industry were better than in former years, and 
that the responsibility of the workers had decreased in recent 
years. 


As to the nature of the controversy, the brief said: 


The primary issue on which a finding is to be made and reported 
is whether the two major groups of employes involved are justified 
by the facts developed at the hearing in pressing at this time their 
demands for an increase in basic rates of pay, or whether the con: 
troversy should be resolved by an agreement between the parties that 
the employes shall receive an addition to compensation, related to 
present and prospective increases in the cost of living and carrier 
revenues, effective throughout the calendar year 1942; using the cost 
of living index as a measure in order that excessive sacrifice to the 
national economy on the part of employes may be avoided, and using 
the carrier revenues as a measure in order that injury may not be 
done the industry which would turn the expected benefit of an in- 
creased wage into a lasting injury to the employes themselves, to the 
carriers, and to the public which supports them both. 

Adjustment of wages on a national scope is predicated on the 
standardization of the wage scales which was initiated during federal 
control from 1917 to 1920. The carriers have, however, stressed in 
the evidence that wage bills are not paid from a common pocketbock, 
but that each carrier has only its own revenues from which to pay 
its own operating costs and that a uniform rate of increase in wages 
which some carriers could pay without distress would be a burden 
threatening bankruptcy and functional paralysis to many others. 


Express Agency Argument 


Mr. Hartung, presenting the argument of the Railway Ex- 
press Agency, denied union spokesmen’s allegations that the 
agency was a part of the railroad industry and that its workers 
should be considered railroad employes. The conditions of 
employment were different, the business activities were dif- 
ferent, and the workers were classed differently in the railroad 
industry as compared with the express company, he said. The 
agency provided a distinct form of transportation for the pub- 
lic; it had seasonal employment conditions, which the railroads 
did not, and agency employes were highly paid compared with 
workers in other industries, he said. 


Mr. Harrison, for the non-operating unions, and Mr. Hay, 
for the operating unions, spoke in rebuttal in the afternoon. 
Mr. Harrison said that the ability of the railroads to pay higher 
wages was not a matter of importance. If counsel for the rail- 
roads felt that railroad income was not high enough to support 
wages which were justly due the employes, the various com- 
panies could go before the Commission to seek to obtain rate 
increases, he said. As to minimum wages, he said the question 
was principally a matter of giving a “living wage” to the 
lower paid employes. 

Asked by Chairman Morse what the effect of a minimum 
wage increase would have on existing differentials among vari- 
ous classes of workers, Mr. Harrison replied that the effect 
on the differentials would “be of no consequence.” The speaker 
assured the chairman that the unions would not later attempt 
to reestablish differentials among lower paid classes of em- 
ployes by seeking certain wage increases above the 70-cent 
minimum, if that minimum was made effective. 


Mr. Hay said that the workers he represented were en- 
titled to wage increases because their skills and resvonsibili- 
ties had increased since 1937 when they had obtained a wage 
increase. He admitted that there was a strone possibility that 
inflation would result from general nation-wide increases of 
profits to employers and wages to workers, but said the rail- 
road workers sought only to bring their wages up to a general 
level already attained by other industrial workers. 

_ Chairman Morse brought the hearing to a close after a 
brief expression of his and the board’s gratitude for the 
pleasant and fair treatment extended the board by the repre- 
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sentatives of the various parties. 
‘the American way of life, he said. 

More than 6,700 pages of transcript had been taken in the 
course of the 31-day hearing. 

The board will confer at Chicago until it reaches a deci- 
sion, when Chairman Morse will take the report to the Presi- 
dent at Washington. 

Before the date for reporting to the President had been 
changed from November 1 to November 5, officials of all the 
rail unions involved in the case had called their general chair- 
men for meetings at Chicago November 3 to consider the 
board’s decision. At the close of the hearing, union representa- 
tives said their officers would arrive at Chicago November 3, 
as planned earlier, and would hold meetings after the board's 
report was made public, whether November 3 or later. 


V1 
Transportation Board Task 


C. E. Childe, member of the board of investigation and re- 
search created by the transportation act, 1940, in an address 
delivered October 20 before the National Automobile Trans- 
porters Association at Detroit, Mich., asked for information. 

“Tt is appropriate, I think, that a newly appointed mem- 
ber of the newly created transportation board of investigation 
and research should come early for enlightenment to a city 
which peculiarly owes its greatness to the marvelous growth 
of one of our most important forms of transportation, the auto- 
mobile,” said he. 

Referring to the rapid expansion of transportation in all 
its phases, and to the industrialized and mechanized United 
States, Mr. Childe said our machines seemed to be ahead of 
our ability to use them—we weren’t sure whether or how we 
could make our machines our servants, instead of our destroy- 
ers—and so the need for analysis and planning appeared to be 
greater than ever before. Continuing, he said: 


The hearing had exemplified 


In the transportation world, the railroads, the trucks, buses, and 
private cars, airplanes, pipelines and water lines, each points to its 
peculiar advantages and demands its right to perform the services for 
which each is best fitted. There is said to be a surplus of transporta- 
tion—or, at least, this was said until the present alarms about trans- 
portation shortages began to be sounded. The government is now 
stepping in as umpire with a view to promoting the national transpor- 
tation system which will best serve the needs of commerce, the postal 
service, and the national defense. These are the conditions which led 
to the creation, by the transportation act of 1940, of the board of 
investigation and research, of which I happen to be a member. 

The act creating our Board charges us with the duty of investigat- 
ing the relative economy and fitness of rail, motor, and water carriers, 
to determine the services for which each type of carrier is especially 
fitted or unfitted and the methods by which each type can and should 
be developed to meet our national needs. We are directed to deter- 
mine what public aids, in excess of adequate compensation for services 
rendered, have been given to each of the three types of carriers, and 
also the extent of taxes imposed upon such carriers by all our govern- 
ment agencies. And, to be sure nothing is overlooked, the board is 
authorized to investigate ‘‘any other matter relating to rail carriers, 
motor carriers, or water carriers, which it may deem important to 
investigate for the improvement of transportation conditions and to 
effectuate the national transportation policy declared in the interstate 
commerce act, us amended.”’ 

Just to make sure that we don’t waste time in discharging these 
duties, Congress has placed the limit of the life of this board at 
September 18. 1942, with the proviso, however, that the President may, 
by proclamation, give us additional time, not exceeding two years, to 
complete our work. 

It may not surprise you to hear that the board considers it has 
got quite a job on hand. I violate no confidence when I tell you that 
we don’t yet know the answers. Unofficially, I might even hint that 
maybe we won't have the complete and final solution by September 
18, 1944. But we do believe that our duties are of such importance as 
to justify the best and hardest effort we can put into them. We are 
going to try to divest our minds of all preconceived opinions and 
prejudices, and, first, be a sponge for collecting all the available facts 
about transportation from every possible source; second, put these 
together in a form that will be informative to anyone who wants to 
study them; third, possibly we can then reach conclusions and make 
recommendations which will be valuable. 

But we have got to go to the right sources to get the facts. That 
certainly means we must get a vast amount of information from 
both carriers and shippers. I am here to appeal to you for your in- 
terest and your cooperation. 

We want to know from you carriers all about your operations, the 
cost of your services, the value of your services to the public and 
how they can be improved. We want to know the handicaps you en- 
counter—those which are caused by government and those which can be 
cured by government, as well as those which must be left in the hands 
of industry for their correction—trade barriers, burdensome regulation 
or taxation, unfair competition and the like, inefficient and wasteful prac- 
tices. We want to know how and where your particular form of trans- 
portation fits into the whole picture and we want to know its possi- 
bilities for the future and how they can be realized. 

We also want to know, as to highway transportation, what may be 
fairly considered the annual costs of building and maintaining roads 
and in what proportion these costs should be divided among the general 
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taxpayers, land owners, and users of the highways; how much of the 
expense is attributable to passenger transportation, freight transpor-. 
tation, heavy and light weights, high and low speeds. Should carriers 
for hire or other commercial users pay something extra for their use 
of highways? Should expense be apportioned according to their ability 
to pay, as well as the amount of physical wear and tear? What are 
fair and equitable regulations as to sizes, weights, capacity, hours and 
conditicns of use? What taxes or tolls are reasonable and practicable? 
We have all heard much argument about these questions. Are the 
users of the highways able to reach any substantial agreement on the 
proper answers? 

We want more than these: We want your views and your best 
judgment on the broad question of how to develop a national trans- 
portation system which will best serve our national welfare. We want 
transportation which will give us every opportunity for quick, con- 
venient, comfortable travel, develop our national resources, promote 
industry and agriculture, increase our national well-being in time of 
peace and protect us from aggression in time of war. We want our 
country to be a land of opportunity—opportunity to convert our wealth 
of raw materials into the things we need, so that every citizen can 
live in health and comfort and can enjoy the blessings of leisure. free- 
dom, and cultivation of mind and spirit. The final test of the economy 
and fitness of transportation, I think, is the extent to which it con- 
tributes to these fundamental human hopes and desires. 

We will be very grateful for the help that I know you can and 
will give us. We will send you, from time to time, notices of snecific 
subjects we shall try to cover and the information we should like to 
receive. But we hope you won't wait to hear from us—we want you to 
volunteer your suggestions and advice. I believe that. in helping us, 
you will also be aiding your own business and rendering a patriotic 
service to the nation. 


Transportation Board Secretary 


Dr. Truman C. Bigham, professor of economics at the Uni- 
versity of Florida, has been appointed secretary to the trans- 
portation board at an annual salary of $7,500 as provided for 
by the transportation act of 1940. 

By its selection of Dr. Bigham, the board said it had ob- 
tained a student whose reputation in the fields of both trans- 
portation and taxation was well established. Dr. Bigham will 
take up his new duties with the board at once. 

The board said that not long after its organization it indi- 
cated its intention of naming to the secretarial post an out- 
standing transportation economist who would assume general 
supervision over the various research projects to be carried on 
in accordance with the provisions of the statute, and that it 
had given extended consideration to men who might be avail- 
able to serve in “this imnortant capacity.” 

Dr. Bigham is a native of Texas. Among other things, he 
has served as consultant on economic matters to the Florida 
Railroad Commission and to the Comptroller of the state of 
Florida, engaging in and directing extensive research into 
transportation and tax problems. He is widely known as a 
writer on economic subjects, said the board. He is co-author, 
with Professor Elliot Jones of Stanford University, of “Prin- 
ciples of Public Utilities.” He is also author of “Taxation and 
Public Debt in Florida,” and of “Transportation, Principles and 
Problems,” which is now in press. 


‘ 


REPRESENTATION OF EMPLOYES 


The National Mediation Board has certified that, on the 
basis of an investigation and report of an election conducted to 
settle a dispute as to who might represent motormen employed 
by the Chicago, South Shore & South Bend Railroad, now rep- 
resented by the Brotherhood of Locomotive Firemen and 
Enginemen, no change in representation is desired by those 
employes. 

Likewise, the board has certified that locomotive engineers 
employed by the Peoria & Pekin Union Railway Co. who are 
now represented by the Brotherhood of Locomotive Engineers 
desire no change in representation. 


WAREHOUSE SPACE AVAILABLE 


Harry D. Crooks, consultant on warehousing, transporta- 
tion division, has reported to Ralph Budd, defense transporta- 
tion commissioner, that based on the best information avail- 
able, there is or will be ample warehouse storage space to take 
care of our own defense and lease-lend materials. 


CREDIT FOR MILITARY SERVICE 


The House committee on interstate and foreign commerce, 
October 21, after hearing testimony in support of the measure 
by Chairman Latimer, of the Railroad Retirement Board, and 
J. G. Luhrsen, of the Railway Labor Executives’ Association, 
favorably reported H. R. 3984, a bill to extend the crediting 
of military service under the railroad retirement acts. The 
bill, if enacted, will have the effect of making the government 
keep up the annuity tax payments of railroad employes while 
in the armed services of the country, including the period of 
emergency declared by the President. The bill also protects 
the employe in military service with respect to unemployment 
insurance benefits. 
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Freight Forwarder Regulation 
The Traffic World Washington Bureau 


Another step toward Commission regulation of freight for- 
warders was taken October Z3 when the House virtually unani- 
mously passed without amendment S. 210, the treight for- 
warder regulation bill, as reported by the House committee 
on interstate and foreign commerce (see ‘Traffic World, Aug. 
16, p. 413, tor report and summary of bill). 

Chairman Lea, of the committee, previously had obtained 
unanimous consent for consideration of the bill, No attempt 
was made to amend the measure as reported by the committee 
and, on a voice vote, only a few scattered “noes” were heard 
on final passage. As the bill passed is a substitute for the 
Senate version of S. 210, the ditferences in the measures will 
be ironed out in conference between the Senate and the House 
and the result, it finally approved, will be the treight tor- 
warder regulatory part of the interstate commerce act. 

‘the measure was disposed of by the House in approx- 
imately two hours which were taken up principally with ex- 
planatory speeches in support of the bul made by Chairman 
Lea; Representatives Wolverton, of New Jersey; Patrick, of 
Alabama; Youngdahl, of Minnesota; Halleck, ot Indiana, and 
Crosser, of Ohio. All the speakers are members of the com- 
mittee on interstate and toreign commerce. Representative 
White, of Idaho, spoke briefly, criticizing what seemed to him 
to be restrictive provisions. 

Chairman Lea said the war and navy departments had 
written that freight torwarding service was essential in the 
defense program and that it afforded more reliable and prompt 
service lor subcontracting work and delivery of airplane parts 
than any other service available. 

Representative Wolverton put in the Record letters re- 
ceived trom E, F. Lacey, executive secretary, National Indus- 
trial Traftic League, and the New Jersey ‘lraftic League, in 
support of the bill. Mr. Lacey said the bill in its present torm 
was Satistactory generally to the League. He referred to 
trucking interests who wished included a commodities clause 
and a minimum rate provision which he said were objectionable 
to shippers. He said the bill met with the general approval 
of the rreight forwarders themselves. 

Representative Halleck spoke of the work of the committee 
on the bill—how it had carefully considered all phases of the 
subject involved. He did not think the bill satistied every 
single member of the committee but that it did represent the 
composite judgment of the committee and had the unanimous 
support of the committee. Presented in that light, he believed 
the House should pass it without amendment. If there were 
any “bugs” in it, said he, they could be eliminated in con- 
ference. A similar appeal for acceptance of the work of the 
committee by the House was made by Representative Crosser 
who asked that the bill be adopted unanimously. No measure 
had had more painstaking attention than had this bill, said he. 

Chairman Lea said the bill would give legal status to the 
freight forwarder and bring him within the regulatory power 
of the Commission. 


I. C. C. and Eeonomy Proposals 


The Bureau of the Budget has reported, in response to a 
Senate finance committee resolution requesting the director of 
the bureau to supply a revision of the estimated 1942 expendi- 
tures on the assumption of an instruction to reduce non-defense 
estimates by one billion, one and a half billion and two bil- 
lion, that such reductions would require percentage reductions 
in the estimates for civil departments and agencies—which in- 
clude the Commission—of 9.4, 12.4 and 16, respectively. As to 
the civil departments and agencies the bureau said: 


_ To achieve over-all reductions of one billion, one and a half bil- 
lion and two billion dollars, cuts of 9, 12 and 16 per cent, respectively, 
of original estimates of 1942 expenditures have been allocated to the 
general category of civil departments and agencies. Related expendi- 
tures for these services do not become less urgent because of improved 
business conditions. Moreover, it must be remembered that many of 
the functions have direct and immediate importance for defense al- 
though they are included in the so-called non-defense operations of 
the government. Practically all government agencies have reoriented 
their so-called non-defense activities to do their part in the defense 
program. In many cases, this adjustment has occurred without special 
defense appropriations or defense reimbursements. 

The Census Bureau, for instance, supplies information essential to 
many defense agencies. This work imposes a heavy additional burden 
which it has been possible for that bureau to assume only by reduc- 
tion of other activities. The work of the Bureau of Internal Revenue 
is another example of a ‘‘non-defense’’ agency which has a greatly 
increased work load. 

Reductions which have been applied to the expenditures of many 
of the independent offices and commissions would require postponing 
or restricting established regulatory activities—as in the case of the 
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Federal Communications Commission, Federal Trade Commission, 
Securities and Exchange Commission and the Interstate Commerce 
Commission. Other reductions would necessitate greatly decreasing the 
number of services supplied both to the government and to the public 
at large by such agencies as the Bureau of Standards and the Coast 
and Geodetic Survey. The postponement of maintenance work on 
rivers and harbors would increase expenditures in future years. 

The Post Office Department showed an estimated deficit of fifty-one 
million dollars in the budget document submitted last January. Be- 
cause post office business has exceeded expectations, the deficit will 
be smaller than anticipated. If the postal deficit were to be erased, 
it would be necessary to raise postal rates or reduce services to the 
public. With the increasing demand resulting from present business 
conditions, the latter course is difficult. Nevertheless, the two billion 
dollar over-all cut might well require the elimination of the postal 
deficit. 


Wheeler Inguiry Reports 


Testimony given in the Wheeler railroad investigation con- 
ducted by a subcommittee of the Senate interstate commerce 
committee with reference to activities of the Association of 
American Railroads and other railroad interests is set forth 
with comment in a report submitted to the Senate by Sena- 
tors Wheeler and Truman entitled, ‘“‘SSome Educational, Legis- 
lative, and Self-Regulatory Activities of United States Rail- 
roads.” The senators also have submitted the first two volumes 
of a series of four volumes on the Van Sweringen corporate 
system, ‘“‘a study in holding company financing.” Conclusions 
as to the latter study would be set forth in the volumes yet 
to be issued, it was stated, the first two volumes being largely 
a presentation of testimony heard in the investigation. 

The report on the railroads’ activities begins with the 
statement that between 1920 and 1936 the railroads of the 
United States paid in excess of $182,000,000 to over one hun- 
dred and thirty national, state, and regional organizations con- 
cerned with railroad matters. A footnote states that the sub- 
committee was unable to obtain complete information on the 
number of railroad organizations and the amount of money 
spent on them and the total, therefore, may be much larger 
than these figures. 

The railroads have been accused of spending the money 
referred to for propaganda and lobbying but the A. A. R. has 
pointed out that the money, in its opinion, was spent for neces- 
sary expenses in conducting activities requiring joint action. 
Petroleum Coordinator Ickes referred to the figure in his re- 
cent attack on J. J. Pelley, A. A. R. president, who replied 
the untruth of the statements had been exposed (see Traffic 
World, Oct. 4, p. 845). 

The organizations on which the money was spent, says the 
Wheeler-Truman report, ranged from the A. A. R. down to small 
local associations, and were formed “for the purpose of dealing 
with the operating, management, traffic, legal, financial, and 
research problems peculiar to the railroad industry.” 


The report contains a chapter on the organization and 
financing of the Transportation Association of America. The 
A. A. R., it is stated, “approved and lent its support to the 
organization.” The report also deals with the Fuel-Power- 
Transportation Foundation which, it says, was brought into 
being by the carriers. It goes into the testimony as to activities 
of Joseph H. Hays, referred to as a “prime mover in the rail- 
roads’ campaign against the trucking industry.” There is a 
chapter on the Association of American Railroads. The sum- 
mary and conclusions of the report follow: 


During recent years millions of dollars of railroad funds have been 
disbursed through hundreds of associations, railroad and otherwise. 
This report describes the activities of outstanding examples of these 
organizations in the fields of education, legislation, and self-regulation. 

Railroads in common with other industries, institutions, associa- 
tions, and organizations have the right to present their point of view 
to the public. But the public has an equal right to know the source 
of facts and information presented to them, and some railroads have 
made a practice of disguising their educational activities. 

In one instance a transportation study, financed by a large railroad 
system and widely distributed in public schools, made no mention of 
the fact that railroad funds were behind it. Instead it gave the 
impression that it was the work of a government-sponsored institution 
and hence an impartial survey. Another foundation, organized at 
the suggestion of railroad executives and financed in part by railroad 
treasuries, distributed its publications to hundreds of thousands of 
persons. Material in these publications was subject to the censorship 
of railroad officials and was characterized by them as ‘“‘prorailroad’’ 
in its viewpoint. Nevertheless, this foundation described itself as an 
‘independent organization’ interested only in the ‘‘presentation of 
facts’’ and failed to reveal in any instance that it received financial 
and other support from railroads. 

Another organization also presented itself to the public as a ‘‘neutral 
agency,’”’ an ‘‘unbiased association’’ and an ‘‘independent organization.”’ 
Here again investigation disclosed that the organization was brought 
into being primarily through the railroads, was heavily financed by 
railroads, and was working to protect railroads from the competition 
of other forms of transportation and government regulation. Direc- 
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tors of this organization were selected according to their ‘railroad 
attitude,’’ and at least some of the so-called educational material it 
put out originated in the offices of railroad executives who frankly 
admitted that such material if sponsored openly by the railroads would 
be discounted as too biased. 


Anti-Truck Activities 


Railroads and railroad associations have spent large sums in lobby- 
ing for anti-truck legislation. Seldom revealing their true role, they 
have worked ‘‘under cover’’ behind the fronts of taxpayers’ groups, 
transportation associations, safety councils, and other organized groups. 
Among the measures thus secretly sponsored have been laws increasing 
taxes on trucks, limiting the size and weight of trucks and trailers, and 
tightening insurance and license requirements. 

Enforcement of such legislation by railroads has been promoted by 
admittedly ‘‘deceptive’’ methods. Intricate spy systems have been set 
up to catch trucks and truckers in violation of the laws. One man 
subsidized by railroad iunds disguised himself as a salesman of scales 
for weighing trucks. Another concealed his railroad connection by 
pretending that his major interest was in getting truckers arrested so 
that he could supply them with bail bonds. One agent secured valu- 
able information for the railroads as a representative of an ‘‘inde- 
pendent’’ weekly. Staffs of railroads were organized into a vast ‘‘in- 
telligence system’’ for relaying information regarding truck move- 
ments. Rewards were offered to officers of the law to arrest truckers. 
Fictitious complaints from constituents were used in bringing pressure 
to bear on legislators. Material furnished free to newspapers and 
supposedly coming from a disinterested source gave wide publicity to 
the railroads’ point of view. Research studies presented as the work 
of impartial engineers or taxpayers’ groups, but actually financed by 
the railroads, purported to show the damage done to highways by 
trucks and the inadequacy of taxation on trucks. 


Legislative Activities 


Legislative activities have also been considered one of the primary 
functions of railroad organizations. Here again there is no question 
of their right to work for or against certain legislation. Hearings be- 
fore congressional committees have been designed for the very pur- 
pose of permitting interested parties to present their opinions to the 
Congressmen who are charged with the duty of determining the laws 
of the land. Railroads, however, have not always been satisfied with 
the channels provided for expressing their views on legislation and 
have referred to congressional hearings as ‘‘largely matters of scenery.”’ 
Therefore, railroads have sometimes used a different approach. Elab- 
orate mechanisms have been set up whereby the whole country is 
divided into areas which are assigned to various railroads for purposes 
of organization. Through these local divisions pressure has been 
brought to kear on Congressmen to support legislation which the rail- 
roads consider favorable and to oppose bills which they consider inimi- 
cal to their interests. Railroads have also been active in trying to 
influence appointments to congressional committees, in opposing con- 
gressional investigations of railroads, and in promoting legislation with 
a sectional rather than a national interest. 

In their legislative work the railroad associations have called on 
the staffs of railroads, chambers of commerce, shippers’ groups, and 
many others to testify in behalf of the railroads and to urge action 
on legislators. In many instances such groups have been paid by 
the railroads for their services and have then urged their views on 
Congressmen as those of disinterested bodies unconnected with the 
carriers. 

Self-Regulation 

The railroads entered the field of self-regulation in the depth of 
the depression when it was evident that measures of some kind were 
needed to save the industry from complete collapse. The Federal 
Coordinator of Transportation proposed, and the railroads accepted 
his proposal, that the carriers, by a concerted effort through a central 
organization. of their own, solve the more pressing problems which 
faced them. 

However, the railroads have failed to achieve stated objectives of 
the association which they set up for this purpose. The plan to absorb 
over a hundred railroad organizations into one all-powerful associa- 
tion finally resulted in amalgamating only 8. The coordination of rail- 
road facilities which was expected to save the carriers millions of 
dollars annually was completed in only 24 cases out of more than 500 
during a period of 3 years, and these projects were so small that there 
was littie resultant saving to the railroads. Machinery for self-regula- 
tion has proved of little avail in the vital fields of freight-rate divi- 
sions, private-car rates, and Pullman Co. contracts. Railroad executives 
testified before this subcommittee that not only has nothing been 
achieved, but that it is futile to expect any results from this railroad 
association because it is dominated by a few powerful roads which 
are only working for their own interests and not the interests of the 
railroads as a whole. 

The railroad industry as a public utility serving a public interest 
has a responsibility to inform the public of its activities, to promote 
legislation for the general good, and to contribute to a solution of the 
industry’s problems. But this report indicates that railroads and 
railroad associations have often resorted to indirection in offering 
information to the public; that railroads and railroad associations 
have not always been open, frank, and aboveboard in presenting legis- 
lation to Congress; and that railroads and railroad associations have 
often been more concerned with the selfish interests of a few rather 
than the needs of the industry as a whole. 


A. A. R. MEETING CALLED OFF 
The Association of American Railroads will not hold its 
annual meeting at Chicago, November 13 and 14, as previously 
announced. The plan was to have open sessions at which ad- 
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dresses would be made and also a closed session, as usual. 
Robert S. Henry, assistant to the president, said the plan .o 
hold the meeting was abandoned because it was thought 
doubtful that a sufficient number of railroad executives would 
be able to be present for two days at the time specified, due 
to demands on their time otherwise in the existing situat.on, 
The annual meeting of the association would be held some time 
after Thanksgiving, said Mr. Henry, and would be closed. No 
attempt would be made to hold open sessions as was done last 
year, he said. Such procedure, he said, might be revived in 
another year. 


HIGHWAY ADVERTISING 


“Unsightly billboards and other advertising displays which 
mar the landscape or constitute definite traffic hazards to the 
traveling public henceforth will be barred from public lands 
of the United States, under new regulations announced by Sec- 
retary of the Interior Harold L. Ickes,” says a Department of 
Interior statement. ‘Other commercial billboards will be reg- 
ulated under a system of special use permits issued by the 
General Land Office upon the payment of fees of not less than 
$5 per year for use of the public land for advertising purposes.” 

Exemptions listed include notice of any railroad, bridge, 
ferry, or other transportation or transmission company, neces- 
sary for the direction or safety of the public, and signs, etc., 
for information of aviators. 


PEAT FROM CANADA 


Acting at the request of the Office of Production Manage- 
ment, the Canadian government has agreed to prohibit the ex- 
portation of peat to this country except on U. S. Government 
order, OPM officials have announced. 

“Substantially all the Canadian output is needed for the 
production of magnesium in this country,” said the OPM. 
“British Columbia is the only available source of the needed 
quantity of peat of the particular quality desired. While peat 
deposits exist in the United States, no sizeable porduction of 
the quality needed is available. 

“Canadian peat now is being used by vegetable growers 
for packing during shipment, as a flooring for chicken runs and 
stables and for other similar purposes.” 





BEVEN LAUDS RAILROADS 


“When the present onrush of business began, the railroads 
were astonishingly well prepared,” said J. L. Beven, president, 
Illinois Central, in an address at a dinner of the Birmingham 
Traffic and Transportation Club dedicated to the Illinois Central 
and the Central of Georgia, October 21, at which officials of 
both railroads were guests. 


The preparedness of the railroads was the result of twenty 
years of work and planning, beginning shortly after the last 
World War, he said. In those years funds were not always 
available for physical improvements, he continued, and that 
“shifted the emphasis from more plant to better methods.” How- 
ever, he added, “added traffic brings added revenue” and the 
railroads were at present spending more money on plant and 
equipment which would add to capacity, providing the added 
revenues were “not siphoned off too largely into other chan- 
nels” and provided, too, that priorities are relaxed in the rail- 
roads’ favor. The job so far done was “a better job than many 
of the closest railroads students and severest critics thought 
was possible,” said he. 


He said railroad employes generally were “capable and 
dependable.” Sometimes differences arose between railroad 
workers and management, he said, but that was only natural 
and the employes could not be expected “to go against their 
trade union loyalties.” 

In their zeal to do the present job well, he said, the rail- 
roads were not overlooking the necessity for thinking and 
planning in anticipation of the end of “the present holiday of 
business,” when they “will find themselves overmanned and 
overequipped to handle a volume of business that has sadly de- 
clined,” he said. 


ALUMINUM COMPANY’S MASSENA PLANT 


The Aluminum Company of America has begun the con- 
struction of a new blooming mill, the second of its mills at 
Massena, N. Y. The buildings will cover an area of more than 
450,000 feet, and will be erected by the company’s construction 
forces. The new plant will cost more than $15,000,000, which is 
in addition to the company’s $200,000,000 self-financed national 
defense expansion program. Stock for forgings for airplane 
motors and fittings and rod, bar and wire will be produced in 
the new plant which will include a complete melting depart- 
ment. 
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October 25, 1941 


Trafiie Lesson No. 32 


Thirty-Second of a Series of Fifty-Two Articles on the Fundamentals of Freight Traffic by G. Lloyd 
W ilson—Coastwise Freight Service and Rates 


e The term, “coastwise trade of the United States,” is used 
in this country in two different ways. In its broader sense 
it includes all water transportation between ports of the United 
States, including the trade between the ports of the United 
States and its insular possessions. In the narrower sense it 
includes only the trade over ocean routes between ports of the 
United States, excluding the routes through the Panama Canal. 
The latter trade between the Atlantic Ocean and the Gulf of 
Mexico seaboards, on the one hand, and the Pacific Ocean sea- 
board, on the other, is known as the intercoastal trade. 

In its narrower sense used here the domestic ocean trades 
of the United States known as coastwise trade include ocean 
commerce between (1) north Atlantic ports; (2) south Atlantic 
ports; (3) Gulf of Mexico ports; (4) Pacific coast ports, which 
may be divided further into north Pacific ports and south 
Pacific ports. 

The coastwise trade is influenced to a considerable extent 
by the location and grouping of the ports. 


The principal north Atlantic seaboard ports include: Port- 
lane, Me.; Boston, New Bedford, and Fall River, Mass.; Provi- 
dence, R. I.; New York, N. Y.; Newark and Perth Amboy, N. J.; 
Philadelphia and Marcus Hook, Pa.; Wilmington, Del.; Balti- 
more, Md.; Newport News and Norfolk, Va. 

Important south Atlantic ports include: Wilmington, N. C.; 
Charleston, S. C.; Savannah, Ga.; Jacksonville and Miami, Fla. 

Gulf of Mexico ports include: Tampa and Pensacola, Fla.; 
Mobile, Ala.; New Orleans and Lake Charles, La.; Beaumont, 
Port Arthur, Texas City, Galveston, Houston, Freeport, Port 
Aransas, and Corpus Christi, Tex. 

Pacific coast seaboard ports include: San Diego, San Pedro, 
Los Angeles, Long Beach, San Francisco, Oakland, and Rich- 
mond, Calif.; Coos Bay, Astoria, and Portland, Ore.; Longview, 
Vancouver, Grays’ Harbor, Anacortes, Bellingham, Everett, 
Olympia, Port Angeles, Port Gamble, Port Ludlow, Port Town- 
send, Seattle, and Tacoma, Wash. 


Protection of the Coastwise Trade 


Coastwise trade is restricted by navigation laws to vessels 
operated under the United States flag. The first protective 
coastwise shipping statute, the federal act of 1789, imposed 
tonnage dues or taxes on vessels. It discriminated in favor of 
vessels under the United States flag through the collection of 
lower tonnage dues on American merchant vessels than on 
foreign operated vessels. The act of 1817 made the reservation 
of the American coastwise trade to American merchant vessels 


Table No. 1 


COASTWISE MERCHANT VESSELS OF 1,000 GROSS 
REGISTERED TONS OR OVER, 1941 


Atlantic and Gulf Seaboards 
Vessels Tonnage 
Combination Passenger and Freight Vessels.... 16 82,797 
Freight Vessels 473,178 
1,817,168 


2,373,143 


Pacific Seaboard 


Combination Passenger and Freight Vessels.... 3,751 
Freight Vessels 96,696 
Tankers 192,874 


293,321 





complete by barring all foreign-built vessels as well as vessels 
owned by foreigners and operated under foreign flags. 

This policy of foreign shipping exclusion has been followed 
consistently since 1817, except for a period in the World War 
when vessels of foreign construction and registry were per- 
mitted to engage in American coastwise trade. This exemption 
was dictated by anticipation of a shortage of tonnage in the 
coastwise trade due to the wholesale withdrawal of American 
vessels from the coastwise trade routes to enter the dangerous 
but more profitable overseas trade. Later, foreign vessels were 
again excluded from the trade. 





The merchant marine act of 1920 provides in part that no 
merchandise may be transported by water or by land and water 
between points in the United States, either directly or via any 
foreign port, or for any part of the transportation, in any other 
vessel than a vessel of the United States. The penalty is the 
forfeiture of the goods. This section of the law does not apply, 
however, to goods transported between ports within the conti- 
nental United States, excluding Alaska, over through routes 
recognized by the Interstate Commerce Commission, when the 
routes are in part over lines of Canadian railroads. 

In 1898, Congress extended application of the coastwise 
exclusion laws so as to bar foreign vessels from participation 


Table No. 2 


DOMESTIC COASTWISE COMMERCE OF THE UNITED 
STATES, EXCLUDING INTERCOASTAL AND 
NON-CONTIGUOUS TERRITORIES 

Traffic in Long Tons 


healer a sii ai@ olal-a.a' ai iim eso, & wR 8 ecmtenaiace Ware pte shatbrermerel 212,441,358 
250,629,671 
185,565,305 
232,494,235 


Source: United States Maritime Commission, Division of Eco- 
nomics and Statistics, October 16, 1941. 


in the trade between the United States and its insular posses- 
sions, including Puerto Rico, Hawaii, and the Philippine Islands. 
Later, the law was repealed in so far as it applied to the trade 
with the Philippine Islands, and reenacted in the merchant 
marine act of 1920. A proclamation of the President that, in 
his judgment, adequate shipping facilities under the American 
flag are available for the trade must, however, precede the 
enforcement of the law and, though the Senate, in 1931, by 
resolution, considered the extension of the coastwise protection 
laws to the Philippine Islands, no further legislative action has 
been taken. 


The Virgin Islands are also considered within the field of 
the coastwise trade. No adequate steamship facilities under the 
American flag have been established and the coastwise laws 
stand suspended in this trade. 


The policy of the United States government, as indicated 
by these statutes and proclamations, is to exclude all foreign 
vessels from the general coastwise trade, including trades 
between the ports of the continental United States and its 
insular possessions, unless adequate shipping facilities under 
the United States flag are not available. This policy of exclud- 
ing foreign vessels is necessary because otherwise the relatively 
lower costs of vessel construction in foreign countries and the 
lower cost of operating vessels under foreign flags, due to lower 
wages of officers and crews of vessels under foreign flags and 
the lower standards of living aboard foreign vessels, would 
make it difficult, if not impossible, for vessels under the Amer- 
ican flag to be operated profitably in the coastwise trades. 


Since the World War of 1914-1919, the coastwise merchant 
fleet has constituted an important part of the total deep-sea 
merchant fleet of dry cargo vessels and tankers under the 
United States flag and employed a large percentage of the 
seamen on American vessels, as well as giving the shipyards 
of the United States the largest possible portion of the con- 
struction work. 


As of June 30, 1941, the total American steam and motor 
merchant fleet consisted of 1,168 vessels of 1,000 gross regis- 
tered tons or over, aggregating 6,841,561 gross registered tons. 
Of this total, 44 combination passenger and freight vessels, 
amounting to 230,866 g.r.t., 333 freight vessels of 1,552,150 g.r.t., 
and 286 tankers of 2,110,866 g.r.t., were actively engaged in the 
domestic coastwise trade. No government-owned vessels were 
employed in coastwise services. The number of vessels of 1,000 
gross tons or over of various types engaged in the coastwise 
trade on the Atlantic, Pacific, and Gulf of Mexico seaboards, 
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LIBERTY TRUCKING CO. 


Dependable service between Beloit, 

Janesville, Kenosha, Racine, Freeport, 

Rockford, Elgin, Chicago 

1401 W. Fulton St., Chicago 
HAYmarket 2100 

Wn. S. Barranco, President 
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FLAMINGO TRUCK LINES, INC. 


“Route of the Flyers" 
Serving the State of Florida 
General Offices: 2nd and Pearl Sts., 
Jacksonville, Fla. 
Offices in Atlanta, Ga.; Jacksonville, Miami, 
Orlando, Tallahassee, Tampa, W. Palm 
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Serving Michigan, Ohio, Indiana and A , 

Illinois to provide efficient and dependable freight transporta- TeSO 

23 Terminal Offices—350 Direct Points ; ' for ] 
General Offices: 108 Market Ave., Grand tion as before, but the motor transport industry has gone 


Rapids, Mich. 
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“MICHIGAN'S PERFECT SHIPPING “all out’’ in its undivided effort to assure shippers the indu 
most flexible transportation available . . . quickly ad- “ 
INTERSTATE DISPATCH, INC. justable to ever-changing transportation requirements. - 
Overnite—Everynite 2 : : that 
Serving Illinois, Indiana, lowa, Ken- Faster schedules, more frequent deliveries, less handling 
tucky, Missouri, Ohio, Wisconsin : e@COor 
H. H. Hiland, President and possibility of damage, and new and modernized 
General Offices: 2700 S. Halsted St., Chicago ; 
‘Guapeie, bana Hom ore be tone. equipment are just some of the reasons why motor The 
—_—— transport is better able than ever to do its part in provid- are 
DENVER-CHICAGO TRUCKING COMPANY tional transportation system unmatched by any ort 
DENVER-LOS ANGELES TRUCKING COMPANY dotnet - , , 
Trans-Continental Freight Service country throughout the world. ey 


For reference, see Dun & Bradstreet 


Terminals at: Denver, Los Angeles, Phoenix, 
Pueblo, Kansas City, St. Louis, Chicago 
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CLEMANS TRUCK LINE, INC. TIDEWATER EXPRESS LINES, INC. THE NORWALK TRUCK LINE COMIME | 

GENERAL OFFICE Serving Maryland, Pennsylvania, Vir- Serving Ohio, Michigan, Indiana andra| Office 

815 E. Pennsylvania Ave. ginia and District of Columbia Illinois hes in Ch 

South Bend, Indiana J. T. Bennett, Traffic Manager John F. ange nena’ hey 
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to ke America More Fully Prepared 


(Over 50 Years in Continuous Service) 
Main Destination Points 


Chicago - Aurora - Joliet - Peoria Mendota 
Ottawa - Streator - La Salle and Morris 


Also covers seventy other towns in Illinois. 
Alex K. Scherer, General Manager 


SCHERER FREIGHT LINES 
Ottawa, Illinois Telephone 753 





INTER-STATE SYSTEM 


Central Michigan Trucking, Inc. 
Eastern Michigan Freight Lines 
Inter-State Motor Freight System 
Unexcelled transportation over fast, direct, 
scheduled routes through 19 industrial states. 
Brawn C. Sproul, G. T. M. 






AS SRN A SSS 

















mer- Operating day and night over a nation-wide network of Tere eS 
se its roads, the endless caravans of this industry are busily 
nued engaged in keeping an even flow of materials and THE SAVIN EXPRESS COMPANY 
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: , ‘ , ADVANCE TRANSPORTATION 
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Akron Buffalo Canton Cleveland 
Detroit Toledo 
Frank A. Crow, Sr., President 
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2933 Calumet Ave., Chicago ViCtory 6666 
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excluding the intercoastal trade and insular possession trades, 
are shown in Table No. 1. 

In the coastwise trade, in the narrower sense in which the 
term is used, including the vessels engaged on the Atlantic, 
Gulf of Mexico, and Pacific seaboards, but not including the 
vessels engaged in the intercoastal or insular possession trades, 
there were a total of 550 vessels, aggregating 2,666,464 gross 
registered tons, in active service in 1941, despite withdrawals 
of many vessels for use in overseas services in the “national 
emergency.” 


The Volume of Coastwise Traffic 


The coastwise trade of the United States amounts to be- 
tween 150,000,000 and 250,000,000 long tons a year. This figure 
represents the coastwise traffic as reported by the Chief of 
Engineers, United States Army, including both coastwise and 
intercoastal traffic less the intercoastal traffic figures compiled 
by the Maritime Commission. The figures for the latest avail- 
able years are shown in Table No. 2. 


Types of Carriers in Coastwise Trade 


The domestic coastwise water routes are served by several 
types of carriers, including charter or tramp operators, com- 
mon carrier steamship lines, and individual carriers. The con- 
tract carrier or tramp operates one or a number of tramp 
steamers of sailing vessels in irregular charter or con- 
tract carrier services serving any or all of the ports at which 
there is a demand for their services and a supply of cargo to 
fill the holds. Tramp vessels are extensively used to transport 
bulk cargo such as coal, lumber, grain, oil, sulphur, and other 
crude commodities. Some are specialized types of vessels 
adapted for the carriage of one type of cargo, while others 
are general dry cargo vessels. 

A second type of carrier found in the coastwise trade is 
the steamship line. Some of these lines, such as the Mer- 
chants and Miners Transportation Company, the Eastern 
Steamship Company, the New England Steamship Company, 
the Old Dominion Line, the Morgan Line, the McCormick 
Steamship Company, the Ocean Steamship Company, and 
others carry passengers and freight in regular line service be- 
tween the principal ports. Other lines such as the Southern 
Steamship Company, the Bull Line, the Philadelphia and Nor- 
folk Steamship Company, and others are engaged in freight 
service only. 

Some of the coastwise steamship lines are owned or con- 
trolled by railroad companies. These carriers include, among 
others, the Southern Pacific Steamship Line or ‘“‘The Morgan 
Line,” which is controlled by the Southern Pacific Lines; the 
Ocean Steamship Company of Savannah, which is affiliated 
with the Central Georgia Railway; and the New England 
Steamship Company, which is affiliated with the New York, 
New Haven and Hartford Railroad. 


Some of these lines have curtailed or suspended services 
because of the allocation of their vessels for other service in 
the present emergency. A number of coastwise steamship 
lines, including all the railroad-controlled lines as well as 
many of the lines not controlled by railroads, maintain joint 
through routes and through rates with the rail carriers, while 
other independent steamship lines do not participate in through 
route and rate arrangements but handle traffic at their local 
port-to-port rates to which are added the railroad rates to 
and from the ports. 


Another type of carrier in the coastwise trade is the in- 
dustrial carrier. Many industrial concerns, particularly many 
petroleum refining companies and coal companies, own and 
operate vessels to transport their traffic between ports along 
the Atlantic, Gulf of Mexico, and Pacific seaboards. Many 
of these vessels are specialized types, such as oil tankers, tank 
barges, colliers and coal barges, although some general cargo 
vessels are operated in this manner. In some cases these ves- 
sels are owned and operated by subsidiary steamship lines 
controlled by the proprietary industrial concerns, while in 
other instances they are owned and operated directly by the 
industrial companies. 


Contract Carriers’ Rates 


The tramp vessel in the coastwise trade transports ship- 
load cargoes between ports on the basis of voyage or trip 
or time contracts or charter parties at rates made by bargain- 
ing between the owner of the cargo and the owner or operator 
of the vessel, usually through ship brokers who bring together 
those who have cargo to ship and those who have tramp vessels 
for which cargo is desired. These rates are known as “charter 


1Compiled from Reports of U. S. Maritime Commission, including 
Report No. 300, June 30, 1941. 

* Compiled from data of Corps of Engineers, U. S. Army and United 
States Maritime Commission, Division of Economics and Statistics. 
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party rates.” They fluctuate in amount with the supply of 
and demand for cargoes and vessels. When cargoes are scarce 
and vessel bottoms plentiful at any given port, charter party 
rates tend to fall until additional cargoes are attracted to 
the port by the low charter party rates to increase the rela. 
tive amount of cargo and comparison with the supply of ves. 
sels, and charter party rates tend to rise to a new point of 
price or rate equilibrium. Conversely, when the amount of 
cargo exceeds the supply of vessels the competitive bidding of 
cargo shippers for vessel space tends to cause charter party 
rates to increase until the rise in charter party rates at the 
port attracts vessels to the port in increased numbers and 
charter rates tend to fall to a new equilibrium. Charter rates 
vary from port to port, from season to season, from year to 
year, and sometimes from day to day. They are sensitive to 
changes in traffic conditions. 


Coastwise Freight Lines Rates and Services 


The transportation of goods by the coastwise freight lines 
is governed by the terms and conditions of the carriers’ bills 
of lading. Most of the coastwise steamship lines use the 
uniform bill of lading contract forms that are used by the 
rail carriers in interstate commerce. In most cases, the port- 
to-port coastwise steamship rates do not include marine in- 
surance against perils of the sea and other hazards to which 
the cargo may be subjected for which steamship lines are not 
liable. The shippers or owners of the goods may make their 
own arrangements for marine insurance coverage, or this pro- 
tection may be arranged for through the open cargo insur- 
ance policies of the steamship lines. The rates charged for 
marine insurance coverage vary among steamship lines and 
the trades in which they are engaged. A typical premium rate 
charged for marine insurance coverage under the open policy 
of several steamship lines engaged in coastwise trade between 
North Atlantic and Gulf of Mexico ports is 8% cents a $100 
of value of the goods, subject to a minimum charge of 28 
cents a shipment. 


Rates via Coastwise Steamship Line Services 


Freight rates via coastwise steamship lines consist of (1) 
local or port-to-port rates; (2) combination of port-to-port or 
proportional steamship rates with the local or proportional 
rates of other carriers to or from the ports; or, (3) joint 
through rates in which the coastwise water carriers participate 
as joint rate-making parties and participants in through routes 
with railroad, or motor carriers. 

Coastwise port-to-port freight rates are established by the 
steamship lines individually or through traffic associations in 
which the lines are represented by their traffic officers. The 
joint rail-and-water or joint water-and-motor rates are estab- 
lished by agreement among the carriers through their traffic 
departments. 

Line steamship rates in the coastwise trade between ports 
are often made differentially lower than all-rail rates between 
the same points. The differentials in some cases are percentages 
of the corresponding all-rail rates. In other cases, the differ- 
entials are amounts of a fixed number of cents a hundred 
pounds applicable to class rates and commodity rates. A steam- 
ship line may fix all or a number of its rates on a percentage 
—for example, 80 per cent of the all-rail rates between the 
same points—or it may fix its class and commodity rates by 
deducting an amount such as 10 cents a hundred pounds from 
the all-rail rates between the same points on the same classes 
or commodities. The differentials may be graded from, say, 
20 cents, first class, to 5 cents for the lower class. The amount 
of the differentials usually varies depending upon (1) the rela- 
tive time in transit over the all-rail and water routes; (2) 
the handling required over the water routes; (3) the location 
of the steamship piers as compared with railroad terminal 
locations; (4) drayage charges to and from the steamship 
piers as compared with similar charges to and from railroad 
depots; (5) the desirability of steamship as compared with 
railroad service in connection with the transportation of dif- 
ferent commodities; (6) the danger of damage to the goods 
when moved by water compared with rail routes; and, (7) 
the relative distances of the water and rail routes. 

Generally, water freight rates must be lower than rail 
rates on the same goods between the same points in order to 
induce traffic to move via water lines. 


Joint Water-Rail Rates 


Joint water-rail, rail-water, and rail-water-rail services and 
rates are maintained by coastwise water carriers in connection 
with rail lines serving the ports to and from which the water 
carriers operate and with the connections of these carriers. 
These joint through rates are usually differentially lower than 
the corresponding all-rail rates. The joint through rates are 
divided among the rail and water carriers on a number of 
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different bases. Under one plan of division—the “nonconcur- 
rence plan”—the through rates from interior points to final 
destinations are published by the water carriers which pay out 
of the through rates the full rates of the rail carriers from the 
points of origin to the ports and from the ports to final des- 
tinations. The water carriers receive for their shares of the 
through rates whatever remains after paying the railroads their 
full rates and any unloading or loading charges incurred at the 
terminals where the freight is interchanged between the rail- 
roads and the water carriers. 

A second plan is the so-called partial concurrence or par- 
tially concurring plan in which the water carriers and the. 
railroad connections at one end of the route divide what is left 
of the through rates after paying the railroads at the other end 
of the routes their full rates between the interior points and 
the ports and any terminal charges at the ports. 

The third plan, or fully participating full concurrence plan, 
provides for the division of the joint through rates among the 
water carriers and the rail connections at each end of the 
water routes according to agreed bases. This plan is preferred 
by the water carriers and has been favored in recent decisions 
of the Interstate Commerce Commission as equitable both to 
the rail and water carriers where through joint services and 
rates have been established in rate adjustments. 

In its decision in the southern class rate investigation, the 
Commission held that joint rail-water-rail class rates made 
on the concurrence plan between points in Eastern Territory 
and interior points in Southern Territory were necessary and 
desirable in the public interest and should be established, in 
lieu of the non-concurrence rates then prevalent, between such 
points in all cases where maximum reasonable rail-water-rail 
rates were prescribed by the Commission’s order in this case.’ 

The operation of the non-concurrence, partial concurrence, 
and full concurrence plans of making the dividing joint through 
rates between the rail and water carriers parties to the through 
routes can best be illustrated by an example. A shipment orig- 
inates at A, an interior point on a rail carrier, the X R. R. It 
moves to B, a port, where the freight is transferred to the 
0. S. S., a water carrier, which transports the freight to C, a 
port, where the O. S. S. has connections with the Y. R. R. The 
freight is transferred at C to the Y R. R. and is transferred to 
D, an interior point served by the railroad. 


Per 100 Lbs. 
eee Aieeee SO OE ae ew eee SO DR, OO TBs on occ cvsecncnescscces $0.50 
Local all-water rate of O. S. S. Co. from B to C..........cceeeee 1.00 
ee ee rrr -50 
NN aa a awk a its Aba $4 WO vee be eeee ed.6s eNews -03 
SE: REE RS EE Ee eee ee .03 
ES ee a ee rr er rere 2.00 


If the O. S. S. wishes to attract traffic to the rail-water- 
rail route via the joint route of the X R. R., O. S. S., and 
Y R. R., a rate differentially lower than the all-rail rate must 
be established from A to D. Let us assume that a rate of $1.60 
a hundred pounds is established, a rate 20 per cent below the 
prevailing all-rail rate. 

Under the “non-concurrence plan” the O. S. S. Co. would 
pay to the X R. R. 50 cents, pay the unloading charge of 3 
cents, pay the Y R. R. 50 cents, pay the loading charge of 3 
cents, or a total of $1.06, and take for its share 54 cents. 


If the partial concurrence plan were used, we may assume 
that one of the railroads would agree to take 40 per cent of 
the remainder of the through rate after the full local rate of 
the other railroad and the handling expenses at one end of 
the route had been paid. Let us assume that the Y R. R. 
agrees to concur in this arrangement with the O. S. S. Co., 
allowing the O. S. S. Co. 60 per cent of the rate. The distribu- 
tion would now be: X R. R. receives 50 cents, its local 
rate; the O. S. S. pays the loading charge of 3 cents, applicable 
at B. This leaves a remainder of $1.60, less 53 cents, or $1.07, 
which is divided so that the Y R. R. receives 40 per cent of 
$1.07, or 42.8 cents, or 43 cents, and the O. S. S. Co. receives 
60 per cent of $1.07 or 64.2 cents, or 64 cents. The Y R. R. 
and the O. S. S. might divide the loading charge of 3 cents 
applicable at C, or either one might absorb it out of its portion 
of the remainder. 

_ The full concurrence plan differs from the plans men- 
tioned in that all three carriers would agree to divide the 
through rate after deduction of the loading and unloading 
charges. Let us assume the former and that the two railroads 
would accept 30 cents each of the through rate and allow the 
0. S. S. Co. to receive 40 per cent of the rate. The divisions 
under this plan, assuming that the loading or unloading charges 
would be absorbed or divided after the division of the rate, 
would be as follows: X R. R. receives 30 per cent of $1.60, the 


’Southern Class Rate Investigation, I. C. C. Docket No. 13494 
(100 I. C. C. 513), 1925. 
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joint rail-water-rail rate, or 48 cents; Y R. R. receives 30 per 
cent of $1.60, or 48 cents; O. S. S. Co. receives 40 per cent of 
$1.60, or 64 cents.‘ 


Regulation of Domestic Coastwise Rates 


The rates and charges of coastwise common carriers, in- 
cluding port-to-port rates as well as joint rail-water and joint 
motor-water rates, are now subject to regulations by the Inter- 
state Commerce Commission under part III of the interstate 
commerce act, following the enactment by Congress of the 
Wheeler-Lea transportation act, 1940. 

The provisions of the act apply to all vessels engaged in 
interstate commerce by water, as defined in the act, except 
vessels and water transportation services specifically exempt 
by the act.’ These exemptions include: 


1. The transportation by a water carrier of commodities in bulk 
when the cargo space of the vessel in which the commodities are trans- 
ported is being used for the carrying of not more than three such bulk 
commodities. 

2. The transportation by contract carriers by water of commodities 
in bulk in a ‘‘non-ocean-going’’ vessel on a normal voyage during which 
the cargo space of the vessel is used for carrying not more than three 
such commodities and vessel passes within or through waters which are 
made international for navigation purposes by any treaty to which the 
United States is a party. 

3. The transportation by water of liquid cargo in bulk in tank 
vessels. 


The transportation by contract carriers by water of com- 
modities that by their inherent nature, require special equip- 
ment or shipment in bulk when the articles are not actually or 
substantially competitive with common carriers subject to parts 
I or II of the interstate commerce act, may exempt such car- 
riers from regulation on appropriate application and regulations 
promulgated by the Commission. 

The act does not apply, moreover, to: 


1. Transportation services by water conducted by railroads or by 
motor carriers subject to parts I or II of the interstate commerce act 
in connection with terminal services, including floatage, car ferryage, 
lighterage, towage, or collection and delivery services. 

2. Transportation services performed for common carriers subject 
to parts I or II of the interstate commerce act under contractual or 
agency arrangements in terminal services. 


The act does not apply except and to the extent declared by 
the Commission as necessary to carry out the provisions of 
national policy enunciated by the act, to: 


1. Intra-harbor water transportation services. 

2. Services between contiguous harbors. 

3. Transportation services performed by small craft of not over 
100 tons carrying capacity or less than 100 indicated horsepower. 

4. Vessels carrying passengers only and equipped to carry not more 
than 16 passengers. 

5. Ferries. 

6. Movement by water of contractors’ equipment employed or to be 
employed in construction or repair work. 

7. Operations of salvors.® 


#A similar example is shown in Wilson, G. Lloyd, Principles of 
Water Transportation, Chapter VII. 

5 See Interstate Commerce Act, Part III, Section 303. 

® Interstate Commerce Act, Part III, Section 303. 


GRADE CROSSING ACCIDENTS 


Fatalities resulting from accidents at highway-railroad 
grade crossings were greater in the first eight months of 1941 
—January 1, to September 1—than in any corresponding period 
in the past ten years, the safety section of the Association of 
American Railroads has announced. 


Such fatalities totaled 1,152 compared with the previous 
high mark of 1,198 in the first eight months in 1931. The total 
for the eight months period this year was an increase of 47 
compared with the same period in 1940. 


Persons injured in highway-railroad grade crossing acci- 
dents in the eight months period this year totaled 2,849, an 
increase of 190 compared with the same period in 1940. 


“With the approach of winter and the resulting increased 
tendency on the part of drivers to ride with all windows closed, 
increased precautions should be used by motorists in approach- 
ing and passing over highway-railroad grade crossings,” said 
O. F. Gnadinger, chairman of the committee on prevention of 
highway crossing accidents, of the safety section. “Many states 
require certain or all vehicles to come to a complete stop at 
such crossings. In the past ten years, 16,465 persons have lost 
their lives in grade crossing accide Adequate care in pass- 
ing over such crossings would have saved many, if not all, of 
these lives.” 








Traffic Club Doings 


Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of a@ club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THe TrarFic WorLD goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the club to keep us ade- 
quately and promptly informed.—Editor THs TrarFic WorRLD. 





The Traffic Club of the Lehigh Valley held a dinner meet- 
ing at the Hotel Bethlehem, Bethlehem, Pa., October 20. A. E. 
Hartman, chairman of the membership committee, reported the 
opening of a campaign to raise the club’s membership to 300 
from the present 255. Motion pictures, ‘Incredible Rio,” were 
shown by A. B. Wright, district passenger agent, Moore-McCor- 
mack Lines, Inc. The club’s board of directors held a meeting 
before the dinner. 





The Los Angeles Transportation Club will hold an inaugural 
dinner and dance at the Wilshire Bowl November 3. 





The Traffic Club of New York will hold a Hallowe’en din- 
ner dance at the Hotel Commodore November 1. 





Boake Carter, radio news commentator, will speak on “The 
World Today” at the annual dinner of the Transportation Club 
of Buffalo, N. Y., at the Hotel Statler November 18. Rob Roy 
MacLeod, executive vice-president, Niagara Falls Power Com- 
pany, will act as toastmaster. 





Members of the Women’s Traffic Club of Greater New 
York will make a tour of inspection of the press rooms of the 
New York Herald Tribune the evening of October 28. Mem- 
bers will visit Philadelphia, November 9, to meet with the 
Philadelphia Women’s Traffic Club for luncheon and to see 
points of interest in the city. A card party and luncheon was 
held at the Park Central Hotel October 23. 





The Oakland, Calif., Traffic Club held a quiz contest at 
a meeting at the Athens Athletic Club October 21. Members 
of the California Railroad Commission were judges. Partici- 
pants included the following, representing the Pacific Traffic 
Association of Los Angeles: William Larimore, California 
Railroad Commission; T. F. Luedtke, Pope and Talbot, Inc.; 
Herbert Rusk, Willig Transportation Company; William Web- 
ber, Lawson Traffic Bureau, and Frank Farley, Zellerbach Pa- 
per Company. Opposed to them were the following members 
of the Oakland club: L. M. Fites, Durkees Famous Foods; 
Carl Sheets, Shillings Company; Harvey Mulder, Santa Fe Sys- 
tem; Eugene Read, Oakland Chamber of Commerce, and R. D. 
Rodenberger, Southern Pacific. 





The Traffic Club of Chicago will hold a dinner dance and 
bridge party at the Palmer House October 30. The program 
has been arranged by the indoor entertainment committee, J. 
F. Downing, chairman. The club will hold a joint luncheon 
meeting with the American Railway Development Association 
at the Palmer House, October 29, at which CoJ. Donald Arm- 
strong, executive officer, Chicago ordnance district, United 
States Army, will speak on “The Re-armament Program.” 





The Transportation Club of St. Paul, Minn., held an enter- 
tainment day luncheon meeting at the Hotel Lowry October 
21. Myra Montgomery, marimba soloist, played. Al A. Belt- 
man was chairman of the committee in charge. 





The Women’s Traffic Club of Pittsburgh will hold a truck- 
ers night meeting at the Joseph Horne Tea Room October 28. 
M. J. Hanson, president, Hannon Motor Truck Lines, will speak. 
The Transcontinental Airways film “Winged Horizon” will be 
shown. Kinsey N. Merritt, general sales manager, Railway 
Express Agency, New York, will be guest speaker at an annual 
dinner and employers night meeting marking the club’s anni- 
versary, November 18. 





Gene Cervi, of the Office of Production Management, spoke 
on the affect of priority orders in non-defense industries on 
transportation at a monthly meeting of the Denver Commercial 
Traffic Club October 15. 





At a luncheon meeting of the Traffic Club of Houston at 
the Rice Hotel, October 21, radio artists performed in a pro- 
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gram entitled “The Crustene Ranch Party.” A. Richard Atkin- 
son, traffic manager, South Texas Cotton Oil Company 
arranged for the program. 





The board of directors of the Traffic Club of Denver has 
appointed Roy Watson, freight agent, Colorado and Southern 
Railway, secretary-treasurer, succeeding E. F. O’Shea, who died. 





Films of bombings in England were shown at a dinner 
meeting of the Women’s Traffic and Transportation Club of 
Portland, Ore., at the Roosevelt Hotel, October 22. Margaret 
Tweedy gave a reading. The club will hold a fall fiesta party 
at the home of Irma Thomas and Grace V. Merrill, November j. 
The program will include dancing and games. 





The Traffic Club of Minneapolis held a navy day luncheon 
meeting at the Radisson Hotel, October 23, at which Commr. 
B. H. Colyear, of the Reserve Officer Training Corps, University 
of Minnesota, spoke on ‘‘The Navy in National Defense.” Two 
films, “South American Cruise” and “The First Line of De- 
fense” were shown. Walter W. Colpitts, New York, member of 
the engineering advisory committee, contracting division, Office 
of Production Management, will be the principal speaker at 
the annual dinner at the Hotel Nicollet, December 4. 





The Traffic Club of Baltimore will hold a Pan-American 
dinner dance at the Lord Baltimore Hotel, November 8. There 
will be a floor show. 





The New Orleans Traffic Club will hold a Hallowe’en party 
at the LaLouisiane Restaurant, October 31. F. J. Petagna is 
chairman of a committee on arrangements. The club’s annual 
dinner will be held January 15. Lt. Commr. W. D. Wright, Jr., 
United States Navy, spoke on the operation and use of aircraft 
carriers at a luncheon meeting October 20. 





Films of the Sun Valley, Ida., vacation area were shown 
by W. Kaschel, Union Pacific, at a meeting of the Woman's 
Traffic Club of Milwaukee at the Elks Club, October 13. 





The transportation club of the Rochester, N. Y., Chamber 
of Commerce will hold a discussional meeting October 29. 
Speakers and their subjects will include: O. G. Meyer, ‘The 
Packaging and Container Problem’; C. H. Vayo, “Highlights 
of the Atlantic States Shippers Advisory Board Meeting”; J. F. 
Coyle, ‘Motor Carrier Rate Adjustments in Litigation,” and 
S. J. Hurley, “Associated Traffic Clubs Annual Meeting.” 
Moving pictures of outings held by the club in recent years will 
be shown. E. E. Smith is chairman of the program committee. 





Judge Homer A. Ramey will be the speaker at a dinner 
meeting of the Toledo Transportation Club at the Commodore 
Perry Hotel November 3. Herman R. Miller, chairman of the 
entertainment committee, is in charge. 





The Traffic and Transportation Association of Pittsburgh 
will hold a meeting at the Fort Pitt Hotel November 7. The 
speaker will be an Italian count, identity unrevealed, on “Italian 
Views of the Present War.” The Denver and Rio Grande 
Western motion picture, “California, Wineland of America,” 
will be shown. 





The annual dinner of the Jamestown, N. Y., Transportation 
Club will be held on December 4. 





The Traffic Club of Kansas City will elect a nominating 
committee at a luncheon meeting to be held at the Hotel Con- 
tinental October 27. The club has set the date for its annual 
dinner for January 8, 1942. 


THE BURLINGTON’S PART IN COLONIZATION 


In “Burlington West,” a new book published by the Har- 
vard University Press, Richard C. Overton, the author, tells 
the story of the part played by the Chicago, Burlington and 
Quincy and its predecessor, the Burlington and Missouri River 
Railroad, in creating and establishing permanent communities 
in the middle west. As contrasted with the more numerous 
stories of the frontier and pioneer work of the builders of the 
transcontinental railroads, this book is concerned with the man- 
ner in which land grants were used for colonization and the 
building of the farm areas and towns along the lines of the 
Burlington. Beginning with the town meeting at Burlington, 
Iowa, in 1852, where the citizens first learned that land grants 
could be obtained for the building of an Iowa railroad, the 
book relates the history of the area and the part played in its 
development by the Burlington down to 1940. It contains many 
illustrations, maps, and graphs, and a number of appendices 
showing the final disposition of the acreage contained in the 
original grants. 
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A. T. C. of A. Annual Meeting 


Traffic Clubs Vote to Work Through Member Units in Opposition to Government Ownership— 
Budd Speaks on Carloading Trends—Current Traffic Subjects Discussed— 
Musgrave Reelected President 


By Rosert J. Bayer, Staff Correspondent at Milwaukee, Wis. 


The Associated Traffic Clubs of America held its twentieth 

annual meeting at the Hotel Schroeder, Milwaukee, Wis., 
October 21 and 22, with 73 clubs represented by 239 delegates 
and 531 visitors. The convention was highlighted by the adoption 
of a recommendation of the association’s newly organized public 
affairs committee which had the effect of giving that committee 
power to work through member clubs in developing sentiment 
against government ownership and operation of railroads and 
other forms of transportation; by the re-election of C. R. Mus- 
grave, Vice-president, Phillips Petroleum Corporation, Bartles- 
ville, Okla., to his third term as president, and by a second- 
morning session at which four timely transportation subjects 
were discussed by men in the field thoroughly familiar with 
each. Ralph Budd, president of the Chicago, Burlington and 
Quincy, transportation member of the advisory commission to 
the Council of National Defense, was the speaker at the first 
business session. 

The first general session got under way promptly at 9:30 
the morning of October 21, with the Rev. Thomas B. Lyter, 
pastor, Washington Park Presbyterian Church, delivering the 
invocation. Carl F. Zeidler, youthful mayor of Milwaukee, gave 
an address of welcome. He displayed an appreciation of cur- 
rent transportation problems that, while general and in some 
respects elementary, still was beyond that usually expressed 
by public officials on such occasions. He said, for instance, that 
there was grave need at present for a joint policy on the part 
of the producers and users of transportation of all kinds point- 
ing toward the fullest and most efficient use of the country’s 
entire transportation plant, and that, if in the sessions then be- 
ginning, the association could contribute toward such a policy, 
it was possible that the city of Milwaukee might, in the future, 
become more famous for that action than for anything else. 
President Musgrave responded. There were also brief welcom- 
ng addresses by George C. Heiden, president of the Milwaukee 
Traffic Club, and Paula Glaubitz, president of the Women’s 
Traffic Club of Milwaukee. 

In his report as president of the association, President Mus- 
grave urged all interested in transportation to hold themselves 
in readiness to cooperate with the board of investigation and 
research appointed under the transportation act of 1940. That 
board, he said, had a formidable task ahead of it. He suggested 
that shippers and all types of carriers forsake differences over 
relatively small matters for the period of the existing emergency 
so that there might be complete cooperation and unity until the 
job was done. 


J. M. Fitzgerald, vice-chairman, Eastern Railroad Presi- 
dents’ Conference, chairman of the association’s board of direc- 
tors, reported for the board. He said the board had, on the day 
before, considered reports of standing committees but that the 
convention would not be asked to act on those reports and the 
board’s recommendations until they were presented by their 
respective chairmen. 





Action on Government Ownership 


He called on John S. Burchmore, Chicago attorney, chair- 
man of the public affairs committee created in accordance with 
4 constitutional amendment adopted at the spring meeting in 
Jacksonville, to present the government ownership matter. 

_Chairman Burchmore said that while it had been his obser- 
vation that those interested in transportation were unanimously 
opposed to government ownership and operation, there was 
growing up among them an attitude of defeatism—a feeling that 
nothing more could be done to stop a government take-over of 
all transportation. The actual effort toward government owner- 
ship, he said, was confined to certain railroad labor unions and 
a comparatively small, but very powerful group in Washington. 

€ was himself confident that the move could be averted by 
changing the desires of the majority into a will to act. The asso- 
‘lation by fostering such action now, he added, would afford 
heeded encouragement to a larger group of men in government, 
hot so powerful, perhaps, but still able to stem the tide, if 
an effort were made to “put heart in them.” He presented 
4 resolution reaffirming the position against government own- 
ship and operation adopted a year ago at the association’s 
Philadelphia annual meeting and empowering his committee 








to deal with member clubs in an effort to have them, as in- 
dividual clubs, work in whatever manner seemed best to them 
and the committee for the preservation of private enterprise 
in transportation. 

There was no crisis in sight, he said, that would justify 
the government taking over the railroads and ‘other trans- 
port agencies, but the small, powerful group of which he spoke, 
he said, was not above attempting to produce a “man-made, 
cut-to-order crisis” to serve as an excuse for such action. 

His resolution was adopted by a rising, unanimous vote. 


Board Report 


Resuming his report, Board Chairman Fitzgerald said that 
the board recommended that the executive committee be em- 
powered to take whatever steps it deemed advisable to finance 
the establishment of a monthly magazine for the association, 
along the lines laid down in a report presented by a special 
committee at Philadelphia. It also recommended the appro- 
priation of $500 for the production and dissemination of litera- 
ture designed to convince leaders of industry of the importance 
of the work of the industrial traffic man, and the setting up 
of a special committee, headed by G. Lloyd Wilson, association 
vice-president in charge of education and research, to do the 
work. 

A third recommendation was that the association actively 
sponsor the formation of an American Institute of Transporta- 
tion, to work for higher educational standards in traffic man- 
agement and its professionalization, with the understanding 
that, once on its feet, the association would withdraw and leave 
its conduct and progress to interested industrial traffic men. 
Lowe P. Siddons, traffic manager, Holly Sugar Corporation, 
Colorado Falls, Colo., was recommended as chairman of a 
committee to carry out this plan. 

The board also recommended that the association reaffirm 
its position favoring the maintenance of an Interstate Com- 
merce Commission free from political influence. 

By adoption of the board’s report as a whole, the con- 
vention accepted all of these recommendations. 


Budd’s Address 


Henry A. Scandrett, trustee, Chicago, Milwaukee, St. 
Paul and Pacific, in his remarks introducing Mr. Budd, 
thanked those shippers present, as representatives of the 
shippers of the country, for the help they had given to the 
railroads in the present heavy traffic period. He said the rail- 
roads had been called the first line of national defense, but 
he added that it was equally true that the shippers were the 
first line of railroad defense. They were doing a splendid 
defense job, he said. 

The title of Mr. Budd’s address was “How You May Aid 
in National Defense.” He outlined the factors leading up to 
the transportation situation at the present time, including the 
rise in car loadings, the railroads’ car and locomotive build- 
ing program and the failure to carry it out on schedule. 
His own feeling was, he said, “that the capacity of the 
country’s transportation agencies must be kept in balance 
with the capacity for production in industry and agriculture.” 
This meant, he added, that plans to grow more crops, raise 
more live stock and make more goods would have to be 
paralleled by an expansion in transportation plant. The prime 
question was, therefore, he said: “How much is traffic likely 
to increase and how rapidly?” 

He displayed a large chart on which the carloadings for 
the years 1929, 1932, 1939, 1940 and 1941 were platted. He 
called attention to the rise in the carloading curve in the 
fall of 1939 and throughout 1940, as the result of the war in 
Europe. Our own defense program did not begin to have an 
effect on the curve until 1941, he said. The peak of 1940 
loadings, in September and October of that year, had fallen 
below those for the same months in 1939. 


The estimate for 1941 was on the basis of 41,000,000 car- 
loads by applying the average percentages covering the next pre- 
vious five years. Marked deviations from the estimates began in 
April with the coal strike, he said, and in subsequent weeks, 
there was a sharp rise and a leveling off because of subse- 
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quent heavy coal movements and widespread inventory buy- 
ing of other commodities. The net result was the arrival of 
the peak load several weeks before the normal period and 
a — constant level of carloadings since. Continuing, 
e said: 


What direction this graph of carloadings will take in the future is 
of paramount importance to all of us, and for that matter to everyone 
in the country. Our interest in it here today is because we need to 
know what amount of transportation will have to be provided for. 
Unfortunately, there is no way of determining with any degree of 
accuracy whether the graph will continue to rise, and for 1942 will be 
as far above 1941 as 1941 has been above 1940, or whether the leveling 
off process which has taken place during the last few weeks will persist 
for some considerable time. 

Forecasts have been made by the bureau of research and statistics 
of the Office of Production Management that 51,000,000 carloads of 
freight will be offered for handling in 1942. That would be an increase 
of about 20 per cent over 1941, and is based on the defense program, 
including lend-lease, and the probable effect on civilian purchasing 
power of the Jarger payrolls. 

Those who think the leveling off process will continue, believe that 
adjustments due to shortage of materials are being felt seriously in 
civilian production, and that until some plants, which cannot obtain 
material for their ordinary lines, become active in defense work, there 
will be such a lessening in output on their part as to reduce appreciably 
the total traffic of the country. 

It is important to keep in mind that this lag may be of relatively 
short duration. It seems certain that the enlarged capacity of farms, 
smelters and mills will result in a corresponding increase in total 
volume of traffic, although such increase will come somewhat gradually 
because of the length of time required to increase the capacity for 
making steel. It is estimated now that about 3,000,000 tons more steel 
will be rolled in 1942 than in 1941, and that larger smelting and rolling 
capacity up to 10,000,000 tons annually may be available during part 
of the year 1943. 

In view of the uncertainty, and disagreement of experts, there 
seems but one wise course for those who are responsible for trans- 
portation, and that is to prepare for the larger of the estimated require- 
ments rather than for the smaller. 


He asked for the continued cooperation of shippers “to 
make an even better utilization of railroad equipment next 
year.” His audience was so familiar with what could be 
done in that respect that it was unnecessary to repeat “the 
many itemized lists which have been adopted by shipper 
groups,” he said. 

He had had suggestions that “punitive measures, such as 
the shortening of allowable free time on cars and the raising 
of demurrage charges” be adopted. 


“We have followed the belief that more can be accom- 
plished by a common approach to each other’s problems 
especially where there is mutual interest, and by relying on 
pride of accomplishments and national loyalty, together with 
what may be termed enlightened self-interest, than by the 
use of arbitrary methods,” he said. “So long as this co- 
operative plan succeeds. there seems little or no reason to 
abandon it for another.” 


Election of Officers 


Walter Bockstahler, Chicago, reported as chairman of 
the committee on nominations. Other members of the com- 
mittee were: 


Lucille Becker, St. Louis; R. C. Colton, Baltimore; W. E. Dallow, 
New York: S. M. Low, St. Paul; L. D. Richeson, New Orleans; W. A. 
Rohde, San Francisco; N. S. Stark, Charleston, and C. E, Gorman, 
Jacksonville, Fla. 


Recommendations of the committee were accepted 
unanimously. This resulted in the reelection of Mr. Mus- 
grave as president; F. A. Doebber, traffic manager, Citizens 
Gas and Coke Utility, Indianapolis, Ind., as executive vice- 
president; G. Lloyd Wilson, professor of transportation, Uni- 
versity of Pennsylvania, Philadelphia, vice-president in charge 
of education and research, and W. T. Vandenburgh, com- 
mercial agent, retired, Seaboard Air Line Railway, Louis- 
ville, Ky., as treasurer. L. B. Freeman, chief clerk, Grand 
Trunk-Canadian National, Chicago, was elected secretary, to 
succeed J. E. Paulan, assistant traffic manager, Acme Steel 
Company, Chicago. 


The following were elected regional vice-presidents: 


New England and Trunk Line region, C. W. Braden, general traffic 
manager, National Distillers’ Products Corporation, New York; Poco- 
hontas region, W. C. Hull, vice-president, Chesapeake and Ohio Rail- 
way, Richmond, Va., and Cleveland, Ohio; Southern region, M. M. 
Emmert, traffic manager, Coca-Cola Company, Atlanta, Ga.; Central 
region, Mendel A. Keith, general traffic manager, International-Stacey 
Corporation, Columbus, Ohio: Western region, Erwin Manske, general 
traffic manager, Allis Chalmers Manufacturing Company, Milwaukee, 
Wis.; Southwestern region, L. W. Land, southwestern freight agent, 
Baltimore and Ohio Railroad, Dallas, Texas; Intermountain region, 
L. P. Siddons, traffic manager, Holly Sugar Corporation, Colorado 


Springs, Colo.; Pacific Coast region, Irving F. Lyons, California Pack- 





ing Company, San Francisco, Calif.; Allegheny region, John B. Keele; 
assistant general traffic manager, Koppers Company, Pittsburgh, Pa. 


Of the above, Mr. Manske was elected to succeed M. y 
Goodsill, general passenger agent, Northern Pacific, St. Pay) 
and Mr. Keeler, to succeed C. H. Rolf, general traffic map. 
ager, E. G. Budd Manufacturing Company, Philadelphia. The 
remainder were reelected. 

To succeed Mr. Manske on the board of directors, for g 
term expiring in 1943, W. H. Millard, freight traffic manager 
Northern Pacific, St. Paul, was elected; and Calla Waldrep, 
traffic manager, W. C. Norris Company, Tulsa, Okla., was 
elected for a one-year term, to succeed Mr. Keeler. 

The following were elected to full three-year terms on 
the board: 


H. D. Horton, president, Horton Freight Lines, Charlotte, N, ¢,; 
A. H. Schwietert, traffic director, Chicago Association of Commerce; 
J. M. Fitzgerald, vice-chairman, Eastern Railroad Presidents’ Confer. 
ence, New York; Fred Shafer, president, Newark Warehouse Company, 
Newark, N. J.; Walter F. Mullady, president, Decatur Cartage Com. 
pany, Chicago; D. S. Mackie, freight traffic manager, New York Cep- 
tral, Chicago; L. F. Owen, traffic manager, R. J. Reynolds Tobacco 
Company, Winston-Salem, N. C.; Johnson O. Couch, assistant vice. 
president, Kansas City Southern Railway, Kansas City, Mo.; Sarah 0. 
Seamer, commercial agent, Universal Carloading and Distributing Com. 
pany, New York; W. S. Nevius, general traffic manager, Michigan 
Alkali Company, Wyandotte, Mich. 


Except for Mr. Horton, Mr. Schwietert and Mr. Mullady, 
all the above were reelected. The three mentioned replaced 
M. S. Denny, T. J. Connell Trucking, Inc., Connersville, Ind.; 
W. C. Douglas, assistant general traffic manager, New York 
Central, Chicago, and Emma Kentz, Union Pacific, Los An- 
geles, Cal. 


Reports of Standing Committees 


Reporting as chairman of the committee on education and 
research, Vice-President Wilson said that work on the con- 
bined outline of study courses, bringing all of those there- 
tofore prepared by the committee up-to-date, had been com- 
pleted and the consolidation, in book form, prepared for early 
distribution. Copies would be sent to presidents and chair- 
men of educational committees of member clubs without 
charge, he said; additional copies would be furnished those 
—= at 25 cents each, and to other than member clubs at $2 
each. 

He listed addresses made to traffic clubs by himself in the 
six months just passed and the work done in preparing a manvu- 
script on traffic management as a profession and an organiza- 
tion plan for an American Institute of Transportation. His 
report was accepted. 


The financial report, presented by Treasurer Vandenburgh, 
showed a balance in the association treasury on September 
30, 1941, of $7,758, as compared with $8,455 on March 31, 1941. 
It was accepted. 


In the absence of the chairman, J. L. Merrick, A. T. and 
S. F., Chicago, the report of the club publications committee 
was entered in the record without reading, no action being re- 
quired. It showed an increase of 7 in the number of publi- 
cations of member clubs, bringing the total to 57. The nun- 
ber had grown to that from 23 five years ago, the report said. 
It said that 38 entries had been received in the editorial con- 
test, awards in which were scheduled for the following day. 
It was announced that Mr. Merrick had submitted his resigna- 
tion as chairman of the committee, because of the press of 
other business, and that the resignation had been accepted by 
the executive committee. 


Mr. Mackie. reporting as chairman of the membership com- 
mittee, renorted the addition of two clubs. the Women’s Traffic 
Club of Dallas and the Women’s Traffic Club of Hartford 
Conn.. since the Jacksonville meeting, making the membership 
of 103 clubs. He said there was reason to hove for the addi- 
tion of a number of clubs in the coming months. The report 
was accepted. 

In the absence of H. W. Roe. Tulsa, Okla., chairman, the 
report of the sustaining membership committee was read by 
the secretary and accented. It showed that, in the past six 
months. 342 new sustaining members had been obtained. and 
159 lost. a net gain of 143. Of the new sustaining members 
the revort said. President Muserave had personally obtained 
109; E. C. Kitching. general traffic manager, Phillips Petroleum 
Company, 48, and Mr. Mullady, 10. The report was accepted 

The renort of the speakers’ committee. T. V. Volk. Wi'- 
mington, Del., chairman, said that the committee had developed 
a list of more than 200 speakers available for traffic club meet- 
ings and other affairs. and had published that list, divided by 
regions, and sent a copy to each member club. The committee 
had also prepared a list of films available for traffic club usé 
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October 25, 1941 


it said, and a special list of speakers for Associated Traffic 
Club night meetings of traffic clubs. The report was accepted. 


Annual Dinner 


There were 675 at table at the annual dinner, held the 
evening of October 21. The speaker was Charles Milton New- 
comb, Delaware, O., orator and humorist. His subject was: 
“What Is It to Be an American?” The theme of his talk, 
largely inspirational, was that, although the piling up of arma- 
ments might be necessary for detense against aggression, no 
nation could grow strong and stay strong without return to 
pivine principles. 

The invocation was by the Rev. P. Reilly, pastor, St. Rob- 
ert's Catholic Church. President Heiden of the Traffic Club 
of Milwaukee presided. Board Chairman Fitzgerald was toast- 
master. President Musgrave spoke briefly. There was dancing 
after the dinner. 

Wednesday Session 


At the Wednesday morning convention session, presided 
over by Executive Vice-President Doebber, there was a larger 
attendance than at any other similar session in the associa- 
tion’s history. It was estimated that more than 400 were pres- 
ent to hear a series of papers on timely transportation subjects. 

Elmer A. Smith, general attorney, Illinois Central, Chi- 
cago, Spoke on “New Price Policies for the Railroads.” Using 
the case, molasses from New Orleans to Peoria and Pekin, 
935 1. C. C. 485, as an example, he said that the Commission’s 
ffty-year-old policy of maintaining that carloads were the 
largest quantities susceptible to special railroad rates, was un- 
dergoing evolution on the theory that a given volume of traffic 
of one Commodity between two points in a specified length of 
time deserved special considerattion. Throughout his talk, he 
avoided the use of the phrase “trainload rates,” insisting that 
the proper description was “quantity rates” or “multiple-car 
rates.” 

He said the decision in the molasses case represented a 
“realistic approach to the problems of the railroads under ex- 
isting conditions of competition and trade.” It was, he said, 
“a sharp break with the past and a departure from the prin- 
aples of rate-making announced in earlier cases.” It recog- 
nized, he said, “that the railroads no longer had a monopoly in 
transportation,” but that they were now in competition with 
other kinds of transport the rates for which varied depending 
on the kind of service rendered. 

In the case of Petroleum Rail Shippers’ Association vs. A. 
and §., 243 I. C: C. 589, he said, the Commission considered 
other things than the water competition present in the molasses 
case. In that case, he said, the Commission held “that the 
spread between the single-car and the multiple-car rates ac- 
corded should not be controlled entirely by the difference be- 
tween the cost of rendering the two services, but that consid- 
erations ordinarily entering into rate-making should enter into 
that spread.” The petroleum decision was also important, he 
continued, in that it recognized that there were differences in 
‘ost between preferred service, represented by dispatch and 
manifest freight trains, and non-preferred service, represented 
by tonnage or way-freight trains, that might well be taken in 
consideration in making the rates. This was a field, he said, 
that needed further exploration. 

__ Other examples of new railroad price policies, he said, were 

pick-up and delivery services on merchandise traffic, and the 
systems of agreed rates instituted in Great Britain and in 
Canada. Continuing, he said: . 

“As the conditions change in the economic world in which 
We live, it seems clear that some of the long accepted principles 
of rate-making will reflect this change. Today more than ever 
before the processes of rate-making are dynamic and should 
be approached and dealt with from that standpoint. It seems 
entirely reasonable to forecast that the railroads in the com- 
ing years will embark on more innovations in rate-making 
and not fewer, that they will establish more types of new rates 
and will make more changes in their price policies than they 
have done in the past. Experimentation will in all probability 
characterize practical rate-making in the future to a far greater 
extent than in the past.” 


Merchandise Traffic Problems 


W. J. Williamson, general traffic manager, Sears Roebuck 
and Company, Chicago, spoke on “New Problems in Handling 
Merchandise Traffic.” He said the classification committees 
ad been wise in making a number of modifications in clas- 
Sification rules in recent years and that he hoped they would 
make additional necessary changes. He discussed the changes 
already made in Rule 12, the packing mixture rule, now under 
Suspension, and in the elimination of Rule 23, so that carload 
shipments might be accepted for shipment to final destinations 
in less-carload quantities, and suggested reconsideration of 
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Rule 13, the minimum charge rule, the proposed change in 
which the committee had refused to adopt. 


He spoke at some length about Rule 41, the packing rule, 
and suggested that thought be accorded to modifications that 
might become necessary due to impending shortage in paper, 
paperboard and fiberboard. 

Other subjects discussed in his talk included the present 
status of the general class rate investigation and the change, 
effective in January, 1942, from quarterly to bi-monthly docket 
hearings of the Consolidated Classification Committee. 


Interterritorial Rates 


H. A. Hollopeter, traffic director, Indiana State Chamber 
of Commerce, Indianapolis, spoke on “Interterritorial Freight 
Rates.” He said that it was “ridiculous” to “arouse prejudice 
and passions” over such freight rates, because they were, like 
all others, subject to the fair and unbiased judgment of the 
Commission as to their reasonableness and justness. He dis- 
cussed a number of theories advanced in handling such rates. 
On these he had this to say: 


Accepting the fact that differently rated territories offer the only 
occasion where we could apply the so-called ‘‘destination-level theory,’’ 
we must recognize that the difference in levels of the territorial rates 
either must be justified on sound ground and proper rate-making prin- 
ciples, or else the correction of such territorial rates will remove the 
interterritorial rate question entirely. Assuming, therefore, that the 
territorial rates are properly on a different level, then the application of 
the destination-level theory brings abount untenable results. Under 
this theory, rates in the opposite direction, between the same points, 
over the same rails, must in every instance, regardless of actual condi- 
tions, be higher for the shipper of the lower rated territory than for 
the shipper of the higher rated territory. We admit that there may be 
certain circumstances and conditions that would justify, in some in- 
stances, this very situation but it must be the exception rather than 
the rule, because just and reasonable rate considerations ordinarily and 
normally provide the same rates in both directions when the same rails 
are used and where the same circumstances and conditions of operation 
normally prevail. In other words, the destination-level theory would 
establish, as an inflexible rule without exception, a condition that at 
most can only be argued for as an exception to a rule rather than the 
rule itself. 

Furthermore, the destination-level theory, standing on the basis of 
a justifiably higher level of rates in one territory than in another, is 
unsound, in that it would disregard those influences which bring about 
the higher level of rates in the one territory on that part of the out- 
bound service that is performed in such higher rated territory. In 
making rates to that territory from the lower rated territory it wouid 
impose those conditions of the higher rated territory on the rate for 
the entire movement, including that portion of the movement occurring 
within the lower rated territory. Disregarding such influence for the 
one shipper and for the other applying it, not only where it does exist 
but also where it does not exist, is certainly unlawful prejudice. 

I concede that commercial and competitive conditions have a right- 
ful place in the fixation of rates, whether it be interterritorial or terri- 
torial. It is a fallacy, however, to think that commercial competition 
supports the destination-level theory, because the normal and natural 
effect of commercial competition supports exactly the opposite. This 
preference and prejudice inherent in the destination level theory can 
be permitted only, if at all, either in fairness, equity or under the 
law, when there is a complete absence of commercial competition. 
The presence of commercial competition invokes the prohibitions of 
Sections 2 and 3 of the act, and therefore makes it imperative that 
shippers in both territories, including those using the territorial rates, 
as well as those using the interterritorial rates be given ‘‘uniformly 
reasonable rates.’’ In other words, they be treated equally and uni- 
formly with respect to the kind and quality of transportation service 
each uses. 

Mile-for-mile parity conflicts with the destination-level theory where 
it most reasonably should be applied because it would be applied only 
where transportation circumstances and conditions have been accepted 
as, and conceded to be, different. Under this theory mile-for-mile 
parity applies only for a given distance from one territory to another, 
compared with an equal distance movement within one or the other 
of the differently rated territories. 

The argument for reasonably uniform interterritorial rates is espe- 
cially fallacious so long as we accept the fact of differently rated 
territories. There can be no virtue in giving different shippers reason- 
ably uniform rates when the circumstances and conditions behind their 
respective rates are not themselves reasonably uniform. They cannot 
be reasonably uniform so long as we have differently rated territories. 


Until all differentially rated areas were eliminated, he 
said, the only proper and fair basis for interterritorial rates 
was expressed as follows: 


Where a shipment is transported in two or more regions of differ- 
ent rate levels the through transportation charge should be the aggre- 
gate of the charges produced by applying the same rate per mile for 
the transportation in each region as would be proper if the entire 
transportation were performed within such region. 


In conclusion, he said: 


Interterritorial rates, based on a proper evaluation of transporta- 
tion circumstances and conditions, as they are found to exist, must 
be the soundest principle and should be adopted in lieu of any new or 
There has been no substantial proof publicly demon- 


novel theory. 
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strated that the present interterritorial rates, as a whole, are not 
generally on this sound principle. However, I would join with all 
fair-minded students of this question in frankly admitting that when 
and if any of these interterritorial rates reasonably appear to be 
otherwise, as they may be from time to time because of ever-changing 
conditions, they should become immediate subject of the Commission’s 


action to readjust them to produce reasonableness, justness and fair- 
ness to all. 


Water Carrier Regulation 


George E. Talmage, Jr., director of the Commission’s water 
carrier bureau, spoke on “The Administration of Part III of the 
Interstate Commerce Act.” His speech followed much along 
the lines of that he delivered before the convention of the Na- 
tional Association of Railroad and Utilities Commissioners in 
St. Paul in August (see Traffic World, Aug. 30, p. 541). 

In addition, he discussed the exemption provisions of Part 
III, which he said were not coherent but represented “a patch- 
work which conflicts, overlaps, and in some instances may seri- 
ously imperil sound regulation of transportation by water.” As 
those parts of the law now stood, he said, they could produce 
“some highly discriminatory and unfair situations.” He de- 
scribed some of those situations, including the combining by 
large shippers of bulk shipments in a single tow to obtain ex- 
emption, while the small shipper had to continue to pay regu- 
lated rates because he could control no such quantity, and the 
exemption of cargo craft of under 100 tons and passenger craft 
of 16 persons capacity or under, with no provision for the ex- 
emption of combined cargo and passenger craft. He predicted 
that some of the exemption provisions would “have such adverse 
effect on both water carriers and shippers by water as to cause 
them to seek Congressional action to eliminate the exemp- 
tions in many particulars.” 


The most difficult question the Commission had to face 
under the law, he said, was the relation of rates “as between 
water transportation, on the one hand, and land transportation, 
on the other.” That job would require ‘‘extensive cost studies,” 
he asserted. 


Certificates and Awards 


The following certificates for outstanding merit in the field 
of traffic club educational work were awarded, the recom- 
mendations having been made by the committee on education 
and research and approved by the board of directors: 


H. F. Klocker, assistant traffic manager, Monsanto Chemical Com- 
pany, chairman, educational committee, Traffic Club of St. Louis; 
Taylor Merriman, assistant traffic manager, Hill Brothers Coffee, Inc., 
chairman, educational committee, Pacific Traffic Association of San 
Francisco; Hiram J. Adell, traffic manager, Wolfe Envelope Company, 
chairman, educational committee, Traffic Club of Cleveland. 


Winners of awards in the semi-annual editorial contest 
were: 


First prize, $50, C. F. Holbrook, Republic Creosoting Company, 
Indianapolis Traffic Club; second prize, $25, M. T. Brockman, Plaza 
Express, Junior Traffic Club of Chicago; third prize, $10, Cecile Hamil- 
ton, Universal Air Freight Corporation, Women’s Traffic Club of Greater 
New York; honorable mention, $5 each, Walter C. Crew, Holly Sugar 
Corporation, Traffic Club of Denver; Courtney Clark, Chesapeake and 
Ohio Railway, Ashland, Ky., Ky-O-Va Traffic Club; Marie O’Dea, 
Women’s Traffic and Transportation Club of Baltimore. 

Judges in the editorial contest were Maurice Lazar, rail- 
road editor, Chicago Journal of Commerce, and Ray Doster, 
Railway Age. 


Editorial and Educational Luncheons 


The luncheon and meeting of club publication editors was 
held Monday, October 20. R. J. Bayer, assistant editor, Traffic 
World, presided, in the absence of Chairman Merrick of the 
club publications committee. 

Walter Belson, instructor in industrial journalism, Mar- 
quette University, and executive secretary, Wisconsin Motor 
Freight Association, discussed the problems confronting the 
editors and answered questions. Several of the club editors 
present joined in the discussion. The meeting lasted well into 
the afternoon. The group adopted a resolution of regret on the 
resignation of Chairman Merrick and of gratitude for his serv- 
ice. It also voted to request the board of directors to schedule 
the luncheon for the day before the general session at the 
spring meeting at Louisville. 

Vice-President Wilson presided at the luncheon of chair- 
men of club educational committees. There was a general dis- 
cussion of problems common to the work of such committees. 
The group voted to submit to the board of directors plans for 
an essay contest for students in traffic and transportation 
classes. Mendel A. Keith, Columbus, O., was appointed chair- 
man of a committee to judge such essays for cash awards in 
the coming year should the board adopt the plan. 


Board Meeting 


At a meeting of the board of directors, held the afternoon 
of October 22, Mr. Fitzgerald was reelected chairman. Invita- 
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tions for the spring and annual meetings of 1943 were received 
from St. Paul, Denver and Cincinnati. The board voted to hold 
the spring meeting in that year at St. Paul and the annual 
meeting at Cincinnati, the executive committee to set the dates 
The spring 1942 meeting had already been set for Louisville. 
April 20, 21 and 22, and the annual meeting for Baltimore, Octo. 
ber 19, 20 and 21. 

The board discussed at some length a resolution presented 
by Mr. Williamson opposing the insertion of a commodities 
clause in Parts II and III of the interstate commerce act and 
in the pending freight forwarder bill. It was voted to have the 
public affairs committee draw up a memorandum in opposition 
to such clauses and to forward it to member clubs with recom- 
mendations that it be studied and the individual clubs take 
such action as they might see fit. 

The recommendation of the club editors for a pre-conven- 
tion luncheon at Louisville, and that of the educational group 
for an essay contest, were adopted. 


Entertainment 


The Milwaukee convention committees, under the general 
chairmanship of F. L. DeGroat, traffic manager, Joseph Schlitz 
Brewing Company, arranged an elaborate program of enter- 
tainment. On October 20, there was an all-day excursion to 
the Wisconsin Dells. On the following two days, there were 
sight-seeing tours of Milwaukee and inspections of the local 
breweries. On October 21, there was a trip for the ladies to 
Oconomowoc, Wis., where luncheon was served followed by an 
inspection tour of the Carnation Milk Company plant. On the 
evening of October 19, there was a reception for the officers 
and board members of the association and their ladies. The 
following evening there was a buffet supper, entertainment and 
dancing for delegates and visitors at the Pfister Hotel. There 
was a golf outing at the Blue Mound Golf Club on October 20. 


STATE HIGHWAY TAXES 


A total of $1,327,277,000 in direct taxes was collected from 
highway users by the state treasuries in 1940, an increase of six 
per cent over 1939, Acting Federal Works Administrator John 
N. Edy announced October 23, in releasing statistics collected 
from state agencies by the Public Roads Administration of FWA. 

Of this total, $870,136,000 came from state gasoline taxes, 
$439,178,000 from motor vehicle fees, and $17,913,000 from 
motor-carrier taxes. 

Disbursements from such funds by the state treasuries 1940 
totaled $1,321,082,000. A total of $754,497,000 was spent on 
state highways, $323,331,000 for local roads and streets, and 
$196,579,000 for non-highway purposes, such as relief, educa- 
tion, and state general funds, while the cost of collection 
amounted to $46,693,000. The total for non-highway purposes 
was 14.9 per cent of the collection, an increase of one-tenth of 
one per cent over the percentage for 1939. 


FORWARDER PICK-UP PRACTICES 

Frank Purse, district director at Chicago for the Commis- 
sion’s motor carrier bureau, October 23, meeting with a num- 
ber of representatives of Chicago forwarders and local cartage 
companies, said that information had been received that for- 
warders were violating the act by employing local cartage com- 
panies that did not have authority from the Commission to 
engage in pick-up and delivery service. It was probable, he 
said, that the forwarding companies could be prosecuted for 
abetting such carters who violated the act not only by picking 
up and delivering freight for the forwarders without having 
Commission authority, but also by participating in the for- 
warders’ tariffs without such authority. 


Representatives of the forwarders and of local cartage 
firms, meeting with Mr. Purse, said they would make an In- 
vestigation and confer with the director again October 29. The 
forwarders indicated that a check-up of participants in their 
published tariffs might reveal that some local carters employed 
by them since 1936 had not had proper certificates under which 
to operate. 


Representing the Cartage Exchange of Chicago at the 
meeting were: E. P. McNeil, president; William J. Lynch, Jr., 
secretary-counsel, and Phillip Smith, Jr. William Fullerton, 
president, and other representatives of the Illinois Motor Truck 
Operators Association also attended the meeting. 


MOTOR ORDERS STAYED 


The Commission, by division 5, has stayed until its further 
order the recommended orders made in the following motor 
carrier cases: : 

MC 1045, Sub. No. 1, Olympic Peninsula Motor Freight 
Co., Inc. 
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Truck Freight Loading 


The Traffic World Washington Bureau 


Two hundred and twenty-six for-hire motor carriers op- 
erating in 39 states reported to the American Trucking Asso- 
ciations, Inc., that they carried 1,628,173 tons of freight in 
September, an increase of 2.2 per cent over August when they 
hauled 1,593,568 tons, and of 27 per cent over September last 


year, when they hauled 1,281,577 tons. The A. T. A. index, 
based on a three-year monthly average as 100, was 161.16 for 
September, the highest recorded on that basis. The August 
index was 157.7. 


TRUCK BUREAU CONSOLIDATION 


Truck rate procedure and tariff publication in western 
territory will be simplified under a consolidation of four rate 
bureaus just accomplished. The bureaus involved are the 
Northwest Tariff Bureau, St. Paul; the Western Trunk Line 
Motor Common Carrier Bureau, Des Moines; the Midwestern 
Motor Freight Bureau, Kansas City, and the Illinois-Minnesota 
Conference, Chicago. All have been consolidated in the Middle 
West Motor Freight Bureau at Kansas City, with C. E. Bel- 
lew, former head of the Des Moines bureau, as general man- 
ager; W. H. Fitzpatrick of the Kansas City bureau as com- 
merce counsel, and J. W. Macfadden of the Illinois-Minnesota 
Conference, as chief of the tariff bureau. The new bureau will 
publish common carrier truck rates covering the territory from 
the Mississippi River to the Rocky Mountains, and from the 
Canadian border to the southwestern states. It will also handle 
rates between Chicago and St. Louis. 


Oo. P. M. TRUCK ORDER 


Donald M. Nelson, director of priorities, OPM, has issued 
an order under which approximately 109 thousand light trucks 
(those less than one and one-half tons) may be produced for 
civilian use in the five months period ending with December, 
depending on availability of scarce materials. This is a re- 
duction of fourteen per cent below the same period last year. 
Originally the program called for a nine per cent curtailment 
in the four months period of August, September, October, and 
November. 


Truck Shortage 


A warning that the country was facing a possible truck 
transportation shortage due to rapidly increasing demands for 
service and an appeal to shippers for cooperation was made 
October 23 by Commissioner Rogers, chairman of the Central 
Motor Transportation Committee, in a report to Ralph Budd, 
defense commissioner of transportation. 

“It is vital,” Mr. Rogers said, “not only in the interest of 
prompt movement of national defense material, but also to 
insure a steady flow of civilian merchandise, that shippers and 
receivers of motor truck freight give careful thought and 
attention to ways and means of obtaining maximum use of 
existing motor trucks.” 

To do this, Mr. Rogers recommended that shippers and 
receivers increase their loading and receiving facilities, if neces- 
sary to speed the loading and unloading of shipments; cooperate 
with trucking concerns in scheduling shipments so that loading 
docks would not be congested; and stop the practice of using 
trucks for storage purposes. 

The Central Motor Transportation Committee, composed of 
representatives of the public and bus and truck operators, was 
appointed by Mr. Budd to formulate and execute plans to insure 
an adequate supply of commercial vehicles, to conserve the pres- 
ent supply and to provide for their efficient use. 

Reporting that there were strong indications in certain 
sections of the country truck facilities were faced with such 
rapidly growing demands that soon these demands might go 
beyond the capacity of motor carriers to handle, Mr. Rogers 
said: “All users of motor truck service are earnestly requested 
to join the motor truck operators in a great cooperative drive 
to—‘Keep ’Em Rollin’! ” 

Detailed recommendations for cooperation between shippers 
and carriers were: 


1. Notify the carrier of your requirements as far in advance as 
Possible, particularly if shipments will exceed 10,000 pounds, let him 
know the time the shipments will be ready and make every effort to 
have the shipments ready when the truck calls. 

2. If severai carriers call daily at your loading dock and some of 
the trucks are delayed because they call at approximately the same 
time, an effort should be made to arrange with each carrier a time 
for its truck to call so that better spacing will result and congestion 
be reduced. 

_ 3. Shippers whose plants were designated primarily for rail load- 
ings and whose truck loading space is inadequate to take care of the 
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present volume of truck movements should give immediate considera- 
tion to the possibility of providing additional truck loading space. 

4. A study of your less than truck load shipments may reveal that 
frequently carriers are called upon for more than one pick-up a day 
and that the number of such calls can be reduced through careful plan- 
ning in the shipping department. 

5. Do not use motor trucks for storage purposes. Arrange to 
have trucks unloaded promptly upon arrival and in case of trailers 
left at your platform notify the carrier as soon as they are unloaded. 

6. Provide the drivers with as much assistance as necessary to 
insure prompt loadings and unloadings. 

7. Merchants and manufacturers who are operating on a reduced 
schedule of days per week or hours per day should attempt to work 
out some practicable means of keeping their shipping and receiving 
departments open during the full business day and week, thus eliminat- 
ing ‘‘second calls’’ and the use of vehicles for storage purposes pend- 
ing reopening of receiving departments.’’ 


HIGHWAY EMERGENCY BILL 


The House October 21 passed and sent to the Senate H. R. 
5810, the highway emergency bill authorizing appropriations 
totaling $170,000,000 (see Traffic World, Oct. 18, p. 1016). 

Superhighways were advocated in the debate preceding 
passage. Representative Randolph, of West Virginia, said the 
Pennsylvania turnpike, toll superhighway from Pittsburgh to 
Harrisburg, Pa., had earned more than $3,000,000 in the first 
year of its operation, twice as much as anticipated in the pe- 
riod, and “had a safety record in twelve months of only 29 
deaths.” He said “over 300,000,000 miles were traveled on that 
express road” in the year. 

Representative Snyder, of Pennsylvania, advocate of super- 
highway legislation, said he had advocated in 1937 the building 
of a superhighway system of 16,000 miles estimated to cost 
eight billion dollars. If that program had been begun in 1937, 
said he, 10,000 of the 16,000 miles would have been built “and 
our national-defense road problem would have been five- 
eighths solved.” 


TRUCK AND BUS INVENTORY 


The Federal Works Agency is issuing various statements 
intended to spur the making of returns by owners of trucks 
and busses in the national defense inventory of such vehicles 
now under way. Truck and bus owners everywhere seemed 
to be anxious to cooperate, :it was said, but that the success of 
the inventory hinged on the completeness of the registration 
and the speed with which it would be finished. All owners of 
trucks and busses should make returns in the inventory, it was 
emphasized. Only ambulances, hearses, and fire department 
vehicles are exempt. 

Officials in charge of the inventory said that the question, 
“In case of an emergency would you voluntarily hire or lease 
vehicle to a federal agency?” had been misunderstood by some 
owners. Some truck owners thought that since they were not 
interested in hiring or leasing their truck to the government 
it was not necessary for them to fill out the questionnaire card. 

The inventory is being taken for the purpose of setting up 
needed records of all trucks and busses for possible use in 
organizing highway transportation for national defense. It is 
being made for the War Department by the Public Roads Ad- 
ministration and the Work Projects Administration of FWA. 


Motor Transport Committee Meeting 


The Central Motor Transportation Committee, in a meet- 
ing October 23, decided to send a resolution adopted by it to 
Chairman Wheeler, of the Senate interstate commerce com- 
mittee, and Chairman Lea, of the House interstate and foreign 
commerce committee, urging prompt and favorable action by 
Congress on legislation to carry out the Commission’s recom- 
mendations as to federal regulation of sizes and weights of 
motor vehicles (see Traffic World, Aug. 16, p. 419). 

The committee members were in agreement in declaring 
that the problem of keeping motor carriers supplied with parts 
was of primary importance in keeping the motor industry go- 
ing, and the committee directed that interviews with the proper 
officials of the Office of Production Management be held, in 
efforts to obtain and maintain an adequate supply of parts. 
It was indicated that the situation with respect to availability 
of parts varied in different regions, carriers in some sections 
having experienced little or no difficulty in obtaining the parts 
needed, while those in other sections had experienced difficul- 
ties because of defense production priorities. 

Ralph Budd, defense transportation commissioner, attended 
the meeting and participated in the discussion of various motor 
transport problems. 

T.. L. Preble, of the Tidewater Associated Oil Co., New 
York City, member of the private trucking section of the com- 
mittee’s truck division, gave a report on a “primer” on mainte- 
nance practice, designed for instructtion, in terms easily read 


































































1100 





and understood, of truck operators and drivers generally. The 
commiteee decided to have the so-called primer reproduced 
and submitted to all its members and to members of the re- 
gional committees for comment, with a view toward its approval 
by them and subsequent publication. Arthur M. Hill, president 
of the Atlantic Greyhound Lines, Charleston, W. Va., and 
member of the bus operations section of the committee’s bus 
division, presented a similar bulletin designed for instruction 
of bus operators in matters pertaining to dispatching, routes, 
maintenance and efficiency of operation generally. The com- 
mittee approved it for dissemination to bus operators through- 
out the country. 

The committee authorized a five-man subcommittee to 
prepare material for use in the training of new drivers and 
mechanics to replace those going to other industries. Constitut- 
ing the subcommittee are: D. L. Sutherland, president of the 
Middle Atlantic Transportation Co., New Britain, Conn.; Mr. 
Preble; Mr. Hill; Ted V. Rodgers, Rodgers Motor Lines, Scran- 
ton, Pa., and Fred Brenckman, Washington representative, The 
Nationa] Grange. 

H. L. Fairbank, director of information, Public Roads Ad- 
ministration, reported that questionnaires in the bus-truck sur- 
vey conducted by the PRA on behalf of the War Department 
had been mailed to truck and bus owners in all but five states. 
On the basis of returns received so far, he estimated that the 
ultimate total of returns would exceed 70 per cent. 

Committee members attending the meeting, in addition 
to Commissioner Rogers, chairman, and H. H. Kelly, exec- 
utive secretary, were: Thomas H. MacDonald, Public Roads 
Administration commissioner; Dr. G. Lloyd Wilson, director 
of transportation, Office of Price Administration; Charles P. 
Clark, vice-president, Columbia Terminals, St. Louis, Mo.; Mr. 
Rodgers; Mr. Sutherland; Mr. Brenckman; Frederick C. Hor- 
ner, of Washington, D. C.; Mr. Hill, and E. F. Zelle, president, 
Jefferson Transportation Co., Minneapolis, Minn. Representa- 
tives of the War Department, the Office of Civilian Defense, 
the National Resources Planning Board and the Department 
of Agriculture also were present. 


P. D. & T. Motor Vehicle Service 


An analysis of the situation as seen by him with respect 
to the jurisdiction of the Commission over pick-up, delivery 
and transfer service by motor vehicle has been made by Edgar 
Watkins, Jr., general counsel, Southern Motor Carriers Rate 
Conference. He said his discussion was limited to interstate 
commerce and no attempt had been made to distinguish between 
interstate commerce and intrastate commerce. 

Mr. Watkins reviewed provisions of the original motor 
carrier act, decisions of the Commission, and provisions of the 
transportation act of 1940 with respect to the subject under 
discussion and then said: 


Thus the situation we now have is that a pick-up and delivery 
carrier operating within a city or adjacent thereto, may perform four 
types of service: 

1. Pick-up and delivery service on behalf of shippers (in inter- 
state commerce). 


2. Transfer service on behalf of shippers (generally intrastate 
traffic). 

3. Pick-up, delivery or transfer service on behalf of line-haul motor 
common carriers, railroads or water carriers, subject to Parts I, II 
or III of the interstate commerce act. 

4. Pick-up, delivery or transfer service on behalf of freight for- 
warders. 

The first service is exempt under section 203 (b) (8), due to the 
fact that there is no common carrier arrangement for a continuous 
movement (by the carriers) from a point without to a point within the 
commercial zone. 

The second service is exempt because it is generally not interstate 
commerce as the goods have come to rest before such transfer service 
is performed. 

The third services are exempt by specific reference in section 202 
(c) (2) when within the terminal area. 

The fourth service is not exempt and requires a certificate, whether 
it is in the terminal area or the commercial zone. 

In the above outline we have distinguished between ‘‘the com- 
mercial zone’’ and ‘‘the terminal area.’’ The reason for this is because 
section 203 (b) (8) uses different words from section 202 (c) (2). The 
exemption in 203 (b) (8) is applicable unless there is among other 
restrictions, transportation ‘‘wholly within a municipality or between 
contiguous municipalities, or within a zone adjacent to, and com- 
mercially a part of’’; thus, it will be seen that there are three parts to 
this exception: First, within a municipality; second, between con- 
tiguous municipalities; and third, within a zone adjacent to the munici- 
pality and commercially a part thereof. 

The term ‘‘terminal area’’ is used in section 202 (c) and appar- 
ently is not synonymous with ‘‘commercial zone.’’ 

Division 5 of the Commission in the Universal Terminal Warehouse 
Company Application No. MC-43404, decided September 13, 1941, draws 
a distinction between the two. In that case the applicant performed 
a collection and delivery service between its warehouse and the docks 
of the steamship lines, which was part of a continuous movement in 
interstate commerce. This service was arranged for, and paid for by 
the shipper, but there was no common control, management or arrange- 
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ment between the carriers, for a continuous carriage to or from points 
beyond Houston. This service was performed within an area embrac- 
ing Houston and within 15 miles of the County Court House at Hous. 
ton, and in discussing the question of the exemption under Section 
203 (b) (8), Division 5, said the following: 

“Could it be said that these docks are within the commercial zone 
of Houston, the operations thereto would also fall within the partial 


exemption just mentioned. However, the present record affords no 
basis for such a finding and in the absence thereof such operations 
will be deemed subject to all provisions of the Act and an appropriate 
certificate authorizing their continuance will be granted.”’ 

It might appear from this that the Commission was inviting the 
appiicant to place evidence in the application case upon which it could 
make a finding as to the commercial zone of Houston; however, this 
would seem contrary to the action of the Commission in setting down 
for hearing cases involving the commercial zone of particular cities 
such as New York, Boston, St. Louis and others, which have already 
been held and determined. 

Thus we must assume that in the absence of a determination of 
the commercial zone the Commission will take jurisdiction over all 
such services of shippers that are beyond the municipal limits. How- 
ever, the wisdom and the legality of this is questioned. 

Also, in the above mentioned case the division considered another 
type of operation which was for line haul motor common carriers en- 
gaged in interstate commerce. This service was performed between 
the piers, and its applicant’s warehouse within 15 miles of the County 
Court House at Houston and transported to the terminals of the line 
haul motor carriers for movement beyond Houston. The Commission 
held that this service was within the exemption of section 202 (c) (2). 

The only two facts upon which the Commission could find that this 
service was in the terminal area were: 

(1) The service was within 15 miles of the County Court House at 
Houston, or 

(2) Was to or from the terminals of the line haul motor carriers 
for movement to or from Houston. 

It is obvious that the mileage could not be the test and therefore, 
the only test is whether the collection and delivery service was per- 
formed to or from the line haul carrier’s terminal. 

Thus it seems the proper construction of this holding is that the 
terminal area referred to in section 202 (c) (2) is limited only by the 
actual operation to or from the line haul carrier’s terminal. 

Thus, in the final determination of the jurisdiction of the Com- 
mission in any of these services, we must look not only to the circum- 
stances above referred to, but we must also look to the area within 
the ‘‘commercial zone’’ and ‘‘terminal area’’: (1) As to pick-up and de- 
livery service for shippers the ‘‘commercial zone’’ of a city properly 
determined, will limit the exemption of a carrier performing such. The 
‘“‘terminal area’’ would have no effect. (2) Pick-up, delivery or transfer 
service on behalf of the line haul motor common carriers, railroads or 
water carriers under Parts I, II or III of the interstate commerce act, 
would be exempt under section 202 (c) (2) when within the ‘‘terminal 
area,’’ and the ‘‘commercial zone’’ of such city would have no effect 
on this question and under the holding in the Universal Terminal case 
above referred to, the ‘‘terminal area’’ for one carrier might be dif 
ferent from the ‘‘terminal area’’ of another carrier, due to the method 
of operation of the line haul carrier. Of course the line haul carrier 
must have a certificate broad enough to cover the service performed. 
(3) Pick-up, delivery or transfer service for freight forwarders is under 
the motor carrier act regardless of whether it is performed within the 
‘“‘commercial zone’’ of a city or within the ‘‘terminal area’’ of a city. 

The final question that is apparently left to any operator is how 
to conform to other sections of the act and regulations thereunder, in 
view of the divided jurisdiction that is apparently now present. 


A. T. A. CONVENTION 


The American Trucking Associations, Inc., has announced 
that its eighth annual convention to be held October 27-30 in 
New York at the Hotel Pennsylvania will be welcomed by 
Mayor La Guardia. Other additional speakers announced in- 
clude Harry W. Flannery, a Columbia Broadcasting System 
correspondent recently returned from Berlin; Newbold Morris, 
president of the city council, who will deliver an address of 
welcome; and Major E. C. R. Lasher, chief of the traffic sec- 
tion, quartermaster corps, U. S. army, who has tentatively 
accepted an invitation to speak. 

The freight claims section, W. D. McClain, chairman, will 
be addressed by R. A. Cooke, manager of the traffic depart- 
ment of the American Newspaper Publishers Association; C. H. 
Dietrich, executive vice-chairman, freight claims division, Asso- 
ciation of American Railroads; and G. W. James, freight claim 
agent, Red Arrow Freight Lines. Cost accounting and uniform 
accounting forms will be considered at a meeting of the ac- 
counting committee. Speakers at the meetings of the safety 
and operations section will include Errol J. Gay, Ethyl Gaso- 
line Corporation; Russel G. Riley, Thompson Products, Inc., of 
Cleveland, and Ralph L. Lee, public relations department, Gen- 
eral Motors Corporation. 


TRUCK DRIVERS’ WAGES 


Negotiations at Chicago by committees representing truck 
drivers in 15 mid-western states and their employers on wage 
and working rules disputes were temporarily ended October 
17. Conferences will be resumed November 3. A number of 
agreements as to working rules have been reached since the 
negotiations began September 22, but the committees have 
reached no decision as to wage scales (see Traffic World, Oct. 
18, p. 1017). 
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Motor Business Development 


In a few introductory remarks before more than 100 motor 
transport salesmen and sales executives at the third meeting 
of the business development section of Central Motor Freight 
Association, Inc., October 20, at the Stevens Hotel, Harry F. 
Chaddick, president, C. M. F. A., said the business development 
meetings were receiving wide attention and that the A. T. A. 
was sponsoring a business development meeting at the national 
convention in New York, October 29. He said that now more 
than ever an intelligent sales effort was needed inasmuch 
as priorities were making it difficult for smaller manufacturers 
to get materials and, consequently, the available amount of 
L. T. L. traffic had been reduced. This condition, he said, re- 
quired effective salesmanship in order to maintain the profitable 
L. T. L. business that would otherwise be lost to competitors. 

Freight salesmen talked a great deal about getting but little 
about giving, remarked O. N. McCool, director, salesmanship 
training, LaSalle Extension University. The “handing out cigar” 
type of solicitation, he said, was not selling but just plain beg- 
ging. Selling was one man influencing another resulting in 
buying and the sale rested on mental reactions, he added. 
“Whatever we do, say or are creates impressions . . . selling 
has its human side,” he said. He said freight salesmen could 
not sell service—they could sell advantages—and that shippers 
bought profits that quick, sure transportation brought to them. 
Successful selling, he added, rested on creating an advantage, 
offering proof, and influencing or persuading the prospect to act. 

Earl Cannon, president, Yellow Truck Lines, Madison, Wis., 
spoke on “The Industry’s Stake in Salesmanship.” He said the 
motor transport industry had a big job to do in selling the 
value of motor transportation to the public and outselling com- 
petitors, both within and without the industry. He reported 
that the A. T. A. had made great progress in getting the motor 
transportation story across to the public. He said, that rail- 
roads formerly dominated the transportation selling picture, but 
now the motor transport industry was going places in telling 
its side of the story. He said the railroads had been spreading 
sympathy propaganda to influence the public in an effort to 
beat down the motor trucking industry, but that the railroads 
had recognized the importance and value of motor freight 
transportation by trying to get permission to organize through 
line motor freight lines of their own. 

To be able to describe, narrate, explain and argue, plus the 
ability to make oneself clear, believed, and to stimulate action, 
make an impression, and lend entertainment were the essentials 
of successful salesmanship, said O. G. Davis, instructor, speak- 
ing classes, Junior Traffic Club of Chicago, in his speech on 
“Effective Speech in Selling.” 

Motor freight salesmen must convey confidence and present 
their case in the least amount of time, was one of the thoughts 
conveyed by J. E. Whitaker, traffic manager, Hurley Machine 
Company. He said motor truck lines had lost more business on 
account of inability to give a shipper information quickly from 
the dispatching and tracing departments than through com- 
petition. He added that he believed the truck lines as a whole, 
however, had gained the confidence of industry. 

A humorous skit followed, “Reverse English in Motor 
Freight Selling,” by F. T. Robertson, Cooper-Jarrett Company, 
in which B. J. Roggenback, Wilson & Bennett Co., A. A. Pioch. 
Chicago Flexible Shaft Co., W. P. Whalen, Plaza Express, H. 
G. Arneson, Trucking, Inc., H. W. Noland, Scherer Freight 
Lines and John Houston, Norwalk Truck Lines, participated. 
Following this, the Dartnell Corp. of Chicago, presented a series 
of seven slide sound films on “Strategy in Selling.” Afterwards, 
there was an open forum discussion. 


The meeting was presided over by John Viking, president, 
Webber Cartage Line, Waukegan, Ill., chairman for the day. 
J. L. Hizer, Liberty Highway Company, is chairman of the 


section. H. E. Baker, Spector Motor Service, arranged the pro- 
gram for the meeting. 


PREFERENCE FOR HIGHWAYS 


Following up the broad plan of assistance to highway con- 
struction outlined in a letter of intent addressed on August 30 
by the priorities division to Thomas H. MacDonald, commis- 
Sioner of Public Roads Administration, Donald M. Nelson, di- 
rector of priorities, has made available preference rating order 
P-19-e, which establishes control procedures for the assignment 
of priority assistance to approved road-building projects (see 
Traffic World, Sept. 6, p. 591). 

“Since the issuance of the letter of intent, a number of 
orders granting preference ratings to individual projects have 
been issued under preference rating order P-19-a, which is the 
device used for extending priority assistance to approved de- 
fense projects,” said the division, adding: 
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The new order sets up a somewhat different approach, whereby 
the preference rating is extendable in the first instance only by the 
Public Roads Administration or a state highway department. This is 
designed to provide control by a responsible public body, and to pre- 
vent unwise or unnecessary extensions of the rating. 

The priority division will issue to the Public Roads Administration, 
or to a state highway department, the original order extending prefer- 
ence ratings to a road building project, which the administration or 
department has approved. The preference rating so assigned may be 
applied to deiiveries to a contractor only by action of the department 
or administration, which will furnish one copy of the order to each 
of the suppliers with whom the contractor has placed a purchase order 
for material to the delivery of which the department elects to assign 
the rating. 

A supplier, in order to apply the preference rating to deliveries to 
him, must execute an acceptance of the order and file it with the 
priorities division, and furnish one additional copy of the order, signed 
in the same manner, to each of his sub-suppliers. The rating will be 
assigned deliveries, from the first supplier to a contractor, of all mate- 
rial and equipment necessary to a highway construction job, but in 
the case of orders placed by a supplier with a sub-supplier, the rating 
may be assigned only to materials which will be physically incorporated 
in the project. 

Six classes of favored roads to the construction of which preference 
ratings may be granted were listed in the letter addressed to Mr. 
MacDonald by the priorities division. They were: Access roads to mili- 
tary and naval establishments, and to defense manufacturing plants; 
strategic highways; federal-aid roads, and federal-aid secondary, and 
national park and forest projects. In the last group were included 
projects for the construction and improvement of the Inter-American 
Highway, and for the construction of the Trans-Isthmian Highway and 
the Chorrera-Rio Hat Highway in Panama. 


TRUCK MINIMUM WAGE 


A public hearing on the 40-cent minimum wage recom- 
mendation of the property motor carrier industry committee 
will be held December 1 at 10 a. m., in Mezzanine Room A of 
the Mayflower Hotel, Washington, D. C., General Philip B. 
Fleming, administrator of the wage and hour division, U. S. 
Department of Labor, has announced. Major Robert N. Camp- 
bell of the Department of Labor will preside. 

Any person may appear in support or opposition to the rec- 
ommendation by filing with the administrator not later than No- 
vember 24 a notice of intention to appear containing the name 
and address of the person appearing; name and address of the 
person or persons represented, if any; whether the appearance 
is for or against the recommendation; and the approximate 
length of time required. 


TRUCK RATE CLERKS ORGANIZE 


Motor carrier rate clerks in the Chicago area have organ- 
ized the Motor Rate Club of Chicago, the objects of which are 
cooperative and educational in nature. Fifty-five trucking com- 
panies are represented among its 100 members. R. J. Harrison, 
Associated Truck Lines, is president; William Fenton, Century 
System, vice-president; Le Roy Duncan, O. I. M. Transit Com- 
pany, treasurer, C. E. Cover, McCoy Truck Lines, secretary, 
and Larry Jaskoviac, Middle States Motor Freight, Inc., asso- 
ciate secretary. The following are members of the board of 
directors: 


John Frankowitz, Yellow Transit Lines; Lawrence, Fleishman, 
Consolidated Freight Company; Harlow Howd, McCoy Truck Lines; 
L. P. Guimond, Interstate Dispatch, Inc.; Michael Taylor, Great Central 
Freight Lines; Cyril Vonish, Spector Motor Service. 


Russel J. Morin, assistant dean, College of Advanced 
Traffic, Chicago, was the speaker at a meeting of the club at 
the Hotel Sherman, October 21. 


MOTOR ORDERS EFFECTIVE 


The following recommended orders have become effective 
as shown: 


MC 6009 Sub. No. 6, Georgia Stages, Inc., extension, Camilla, Ga., 
and Bainbridge, Ga., Oct. 3; MC 33935 Sub. No. 6, White Star Lines, 
Inc., extension, Pennsylvania Highway 519, Oct. 2; MC 79726 Sub. No. 
1, Herbert Nathan Simkins, dba H. N. Simkins Truck Lines, extension 
of operations, Oct. 10; MC 102174 Sub. No. 1, J. H. Allen, contract 
carrier application, Oct. 10; MC 102663, W. M. Sylvester, common 
earrier application, Oct. 6; MC 102794, Gilbert H. Thompson, Signart 
E. Thompson, dba Thompson Brothers, common carrier application, 
Sept. 27; MC 2929, Sub. No. 1, Detroit and Cleveland Navigation Co., ex- 
tension of operations—Detroit—Chrysler Corporation tank arsenal, 
Sept. 2; MC 4556, Sub. No. 10, K. & L. Transportation Co., Inc., ex- 
tension—Macon—Franklinton, Sept. 5; MC 9115, Sub. No. 6, Oregon— 
Nevada—California Fast Freight, Inc., extension—Shasta Dam and 
Kennett, Calif., Sept. 22; MC 21099, Sub. No. 1, E. B. Marmande, dba 
Houma Motor Freight Line, extension, Boutte—Huey P. Long Bridge, 
Oct. 3; MC 46816, Hilton G. Fowler, dba Fowler & Williams, common 
carrier application, Sept. 30; MC 65419, Sub. No. 3, Armored Car Co., 
Inc., extension—Sellersburg, Oct. 2; MC 69867, Sub. No. 1, Murphy J. 
Pitre, dba Pitre Bros., extension—Louisiana Highway 2, Oct. 3; MC 
71983, Sub. No. 9, Florida Motor Lines Corporation, extension of opera- 
tions, Royal Palm State Park, Sept. 5; MC 96420, Frank B. Minnier, 
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common carrier application, Oct. 2; MC 102846, Joseph Paldio, com- 
mon carrier application, Oct. 3; MC 3813 Sub. No. 2,-James Vincent 
Franklin, dba J. V. Franklin, extension, Riverton, Wyo., Oct. 9; MC 
3813 Sub. No. 3, James Vincent Franklin, dba J. V. Franklin exten- 
sion, special commodities, Oct. 9; MC 42076 Sub. No. 1, L. H. Otte, 
extension of operations, Oct. 7; MC 43466, Springer Transfer Co., com- 
mon carrier application, Oct. 6; MC 46433, Iowa Electric Light and 
Power Co., broker application, Oct. 6; MC 50604 Sub. No. 1, Harry B. 
Eaton, common carrier application, Oct. 6; MC 50738, Charles A. 
Bader, common carrier application, Oct. 10; MC 57565 Sub. No. 1, 
F. Leslie Flum, dba Bristol Transfer, extension, aeroplane parts, Oct. 
7; MC 59152 Sub. No. 1, H. Van Aelstyn, extension, special commodi- 
ties, Oct. 6; MC 59408 Sub. No. 1, Glae D. Whitney, extension of 
operations, Oct. 6; MC 61440 Sub. No. 8, Lee Way Motor Freight, Inc., 
Nowata and Osawatomie extensions, Oct. 7; MC 94961 Sub. No. 2, 
Daniel Klein, extension of operations, Montana, Oct. 7; MC 96352, 
Martin Finder, common carrier application, Oct. 10; MC 96392, Carl 
Filips, common carrier application, Oct. 7; MC 100737 Sub. No. 1, Blue 
Bus Service Co., Inc., common carrier application, Oct. 10; MC 100757, 
Charles J. Kelly, contract carrier application, Oct. 9; MC 102214, John 
Joseph Zeller, contract carrier application, Oct. 9; MC 102448, Louis 
Brass, common carrier application, Oct. 6; MC 102500, Giuseppe Far- 
ruggio, dba Bristol and Philadelphia Auto Express, contract carrier 
application, Oct. 10; MC 7792 Sub. No. 8, Penn-Ohio Coach Lines Co., ex- 
tension U. S. Veteran’s Hospital, Oct. 7; MC 78046 Sub. No. 1, H. N. 
Bangs and Sons, Inc., extension, Vermont, Oct. 7; MC 84590 Sub. No. 
1, Edward A. Spry, dba E. A. Spry & Co., common carrier application, 
Oct. 10; MC 102552 Sub. No. 1, R. S. Bonham, H. L. Anderson and 
G. T. Clarke, dba Cland Freight Lines, common carrier application, 
Oct. 6; MC 102592, Sharon Box Co., Inc., contract carrier application, 
Oct. 7; MC 102602, Arthur Claude Wilson, contract carrier application, 
Oct. 6; MC 102647, H. A. and A. W. Price, common carrier application, 
Oct. 6; MC 102674, Orae Maher, common carrier application, Oct 7; 
MC 102682 Sub. No. 1, Hughes Transportation, Inc., extension, ex- 
plosives, Oct. 7; MC 102706, David Ginsburg, common carrier applica- 
tion, Oct. 7; MC 78786, Sub. No. 65, Pacific Motor Trucking Co., exten- 
sion, Taft Airport, Calif., Oct. 9; MC 35846, Sub. No. 9, H. H. Lawler, 
dba Alamo Freight Lines, extension—alternate routes, Sept. 11; MC 
100469, Sub. No. 2, Parkeway Bus Co., Inc., Winston-Salem extension, 
Sept. 30; MC 102634, Ned H. Reedus, common carrier application, Oct. 6. 


AUTOMOTIVE EXPORTS 


United States exports of automotive products were valued 
at $29,111,679 in August, the highest August valuation since 
1929 and an increase of 44 per cent over the $20,137,189 shipped 
in July and 68 per cent above the $17,311,906 in August, 1940, 
according to the Department of Commerce. The increase was 
accounted for in shipments of all automotive products with the 
exception of brake lining, clutch facing, secondhand trucks 
and motorboats. 

Exports of passenger cars decreased in number but in- 
creased in value to 6,439 units valued at $4,701,657 from 6,833 
at $4,569,996 in July. 

Truck shipments reached a high for the year, totaling 
13,857 units valued at $10,600,526, as compared with 5,954 at 
$5,161,654 in July. 

Miscellaneous automotive items worth $13,809,496 were 
shipped overseas as compared with $10,405,539 in July and 
$11,181,290 in August of last year. 

Exports of automotive products totaled $228,119,862 in the 
first 8 months of 1941, an increase of 29 per cent over the 
$176,843,339 shipped in the same period of last year. Cumula- 
tive shipments included 56,401 passenger cars valued at $39,881,- 
068; 83,054 trucks at $78,915,967; and miscellaneous automotive 
products worth $109,322,827. These figures compare with 
63,124 passenger cars at $38,786,986; 70,637 trucks at $57,173,- 
378; and miscellaneous items at $80,382,975. 


Water Carrier Earnings 


Carriers by water subject to the Commission’s jurisdiction 
prior to approval of the transportation act of 1940, Sept. 18, 1940, 
had a net income of $2,125,509 in 1940, an increase of $714,222 
over the 1939 net income of $1,411,287, although the number of 
reporting carriers declined from 93 in 1939 to 90 in 1940. 

The foregoing figures are shown in a compilation of selected 
financial and operating statistics from annual reports of car- 
riers by water for the year ended Dec. 31, 1940, prepared by 
the Commission’s Bureau of Statistics, statement No. 4132, and 
are based on filings of reports for the full years of 1939 and 1940. 
The number of reporting carriers has steadily declined from the 
1929 figure of 138. 

The Commission expressed the hope of having statistics 
of carriers by water brought under its jurisdiction by reason 
of the transportation act of 1940 compiled for 1941. It pointed 
out that the question of jurisdiction as to the filing of reports, 
at least in some instances, had not been settled, although cer- 
tain of the carriers had filed quarterly reports. Such questions 
as to whether bulk carriers were exempt, etc., remained, ac- 
cording to the Commission. 

The reporting carriers for 1940 had total operating rev- 
enues of $111,411,408, total operating expenses of $103,864,203 
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and an operating income of $3,318,037 as compared with $106. 
155,677, $99,777,020 and $3,938,150, respectively, for 1939. 

Atlantic and Gulf coasts carriers had a decrease in net 
income in 1940 of $841,637 as compared with a net income of 
$310,319 in 1939. Great Lakes carriers had a deficit in net 
income in 1940 of $385,089 as against a deficit in net income of 
$634,075 in 1939. Carriers in the Mississippi River and triby-. 
taries group had a net income of $491,633 in 1940 as compared 
with a net income of $664,179 in 1939. Carriers in the Pacific 
coast group had a net income of $2,860,602 in 1940 as against 
$1,070,864 in 1939. 

The compilation showed that, in the Mississippi River and 
tributaries group of carriers, the American Barge Line Co, 
and the Mississippi Valley Barge Line Co., had net incomes of 
$618,085 and $157,275, respectively, for the year ended Dec. 31, 
1940, while Federal Barge Lines, the government-owned barge 
line, had a deficit in net income of $293,910. It also showed that 
the American Barge Line Co., Inc., and Mississippi Valley Barge 
Line Co., paid $247,175 and $87,515, respectively, in taxes, gov- 
ernment and otherwise, for the year ended Dec. 31, 1940, while 
Federal Barge Lines paid no taxes. 


River and Harbor Improvements 


Secretary of War Stimson in a letter to the National Rivers 
and Harbors Congress expressing regret for inability to attend 
the organization’s meeting at Miami, Fla., November 12, said 
limiting the construction of federal public works on rivers and 
harbors during the existing emergency to projects having im- 
portant defense value would conserve labor and materials 
urgently needed by defense industries and at the same time 
would establish a reservoir of meritorious projects. 

“The National Rivers and Harbors Congress can render 
at this time valuable public service in preparing a river and 
harbor and flood control program that will meet the essential 
requirements of national defense,’”’ said Secretary Stimson. 

The congress announced that, “complying with this direc- 
tive,” its projects committee would select for endorsement by 
the congress “from among the many hundreds of projects now 
pending those deemed to be sound and justifiable.” Continuing, 
it said: 

Among the major projects listed for consideration by the Com- 
mitteee are the St. Lawrence Seaway, the Florida Ship Canal, the 
Tennessee-Tombigbee Waterway, the Umatilla Rapids Dam on the 
Columbia River in Oregon, the Beaver-Mahoning Improvement in Ohio 
and Pennsylvania, the Trinity River Watershed in Texas, the Snake 
River in Idaho and Washington, and the Connecticut River in New 
England, all of which have been attacked by waterway opponents. 

In its report to the congress two years ago, the projects committee 
declared that ‘‘the fullest possible expansion of water transportation, 
both inland and coastal, is not only a basic necessity for our economic 
life, but is an instrumentality without which this nation cannot suc- 
cessfully defend itself against military aggression.’’ Transportation 
experts are now gencrally agreed that this prophecy has been fully 
borne out by experience of the present emergency. 

Its work winning the commendation of President Roosevelt and his 
advisers, as well as the waterway leaders in House and Senate, the 
projects committee in the past seven years has considered more than 


1,000 projects, recommending less than one-third of that number for 
endorsement, 


AUSTRALIA WOOL RATE 


Reduction in the basic freight rate on wool from Australia 
has been announced by the Maritime Commission. Effective 
with sailings from Australian ports on and after November 1, 
1941, it said, the maximum freight rate in which it would con- 
cur would be based on a rate of $3.04 a 100 pounds for greasy 
dumped wool. 

“The usual differentials for different varieties of wool and 
the customary absorptions which were in effect as of March 
8, 1940, should be restored effective with the $3.04 basic rate,” 
the commission stated. “This indicates a reduction in the basic 
rate from $3.79 to $3.04 per hundred pounds.” 


M. C. PHILADELPHIA OFFICE 


The Maritime Commission has appointed Joseph A. Gorm- 
ley as its port agent at Philadelphia, Pa., with offices at the 
commission’s terminal pier 98 south. The opening of a Phila- 
delphia branch office of the middle Atlantic district would facili- 
tate the handling of the commission’s activities in this area, it 
said. 

For the last 25 years, Mr. Gormley has been connected 
with shipping in Philadelphia. From 1922 to 1926, he was asso 
ciated with the International Freighting Corporation, serving 
as assistant to the Marine Superintendent and later in charge 
of that company’s Philadelphia office. In 1926 he joined Charles 
A. Devlin, Inc., steamship agents, and was in charge of opera- 
tions up to April, 1940. His present position is with the Phil- 
adelphia Quartermaster Depot. 
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(District Court, E. D. New York). Unless the nature of a 
contract is such that performance on the exact day agreed upon 
is of vital importance or the contract in turn provides that it 
shall be so, failure by the promiser to perform his promise on 
the day stated in the promise does not discharge the duty of 
the other party. 

Owner’s right under terms of charter party to withdraw 
vessel because of non-payment of hire when due could not be 
taken away by charterer’s subsequent tender of hire jin arrears. 

Where no payment or tender of charter hire due on 
April 8, 1941, was made on that date, charterer tendered 
cashier’s check for amount of overdue hire on April 9, and 
owner refused to accept check because of default, notified 
master on April 9 not to accept any further orders from 
charterer, and on April 10 notified charterer that vessel was 
withdrawn as authorized by charter party because of failure 
to pay hire, default of April 8 was not “waived.” 

The plain requirement of the clause of a charter party 
providing that if hire was not paid 30 days in advance, payment 
was in default and owner could withdraw vessel without noting 
any protest, and without interference of any court or any other 
formality, was not weakened or taken away by fact that owner 
obtained from charterer a satisfactory guaranty that charterer 
would duly perform its contract, as against contention that 
guaranty relieved charterer from compliance with clause and 
substituted an obligation by surety to pay damages sustained 
by owner because of failure of charterer to pay hire on due 
dates. 

Where charter party for six months was entered into on 
January 8, 1941, vessel was used to make trips from New York 
to Genoa, Italy, two-thirds of ownership of vessel was in 
Yugoslavia, and at time in question Italy and Jugoslavia were 
at war so that parties must have been aware of dangers 
attending the carrying of cargo on the high seas, requirement 
that payment of hire be made in cash in New York without 
discount every 30 days in advance was vital, and strict com- 
pliance with that requirement was necessary. 

Where it was undisputed that vessel withdrawn from 
charter party by notice send on April 10, 1941, because of de- 
fault in payment of hire due on April 8, was in ballast on April 
8, withdrawal notice took effect immediately on April 10. 

In libel to recover damages for allegedly unlawful with- 
drawal of vessel from charter party by notice given on April 
10, 1941, because of default in payment of hire due on April 8, 
claim in answer for balance of hire from April 8 to April 10 
could not be made the basis for finding “waiver” of default, 
where owner on April 9 and April 10 notified master not to take 
further orders from charterer and rejected tender of overdue 
hire in addition to giving notice of exercise of right of with- 
drawal, and no affirmative relief was requested since right to 
retake vessel was independent of any right to recover value for 
its use before retaking. (Confederation of Switzerland vs. 
Compania De Vapores, etc. 40 Fed. Supp. 330). 


LUMBER PRIORITIES 


The Maritime Commission has announced that there will 
be no priorities for lumber to be moved eastbound in the in- 
tercoastal trade in December. Shippers desiring space for 
December shipments, it advised, should make their own ar- 
rangements with carriers in that service. It said the plan was 
under consideration for establishment of priorities beginning 
January, 1942. The present indications were, it added, that 
these priorities when established would be on a quarterly basis 
rather than on a monthly basis. 


CONTROL OF EXPORTS 


Milo Perkins, executive director, Economic Defense Board, 
has issued administrative order No. 2, controlling certain ex- 
ports, as follows: 


Except as presently authorized by general or unlimited license, 
and notwithstanding the prior issuance of an individual license or 
licenses, none of the following articles or materials shall be exported 
hereafter, unless and until an affidavit shall have been filed by the 
exporter with the Economic Defense Board, setting forth the specific 
uses to which the articles or materials are to be put, and showing past 
Shipments by the exporter of such articles or materials since January 
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1, 1937 (such affidavit to be accompanied by a verified copy of the 
order for such articles or materials for which exportation is sought); 
and unless and until the Executive Director of the Economic Defense 
Board shall have found that a denial of the proposed exportation would 
work an unusual hardship. Such finding shall be evidenced by a nota- 
tion to that effect upcn the license itself, or by written authorization 
addressed either to the applicant or licensee, as the case may be, 
or to the appropriate Collector of Customs or Postmaster: Aconite 
leaves and roots, aircraft pilot trainers, atropine, belladonna, digitalis 
seeds, industrial diamonds, iron ore, mercury, mica, neatsfoot oil, 
radium, and uranium, other than salts and compounds. 


NEUTRALITY ACT REVISION 


The House has passed and sent to the Senate, by a vote 
of 259 to 138, H. J. Res. 237, repealing section 6 of the neutrality 
act which prohibits the arming of American merchant vessels, 
and authorizing the President to arrange for the arming of 
such vessels. 

Senators Lee, Pepper and Green have introduced S. J. Res. 
111, proposing repeal of section 2, relating to commerce with 
states engaged in armed conflict, and section 3, relating to 
combat areas, of the neutrality act of 1939. 


SHIPBUILDING FACILITIES 


Jesse Jones, Federal Loan Administrator, announced Octo- 
ber 21 that Defense Plant Corporation, RFC subsidiary, at the 
request of the Maritime Commission, had authorized the execu- 
tion of a lease agreement with Barnes-Duluth Shipbuilding Co., 
Duluth, Minn., at a cost of $280,000, to be used in the building 
of cargo boats. Approximately $92,000 of this amount will be 
used for land and facilities and $188,000 for machinery and 
equipment. Defense Plant Corporation will retain title to 
these facilities. 


SHIPMENTS TO RUSSIA 


The Maritime Commission has announced that future ship- 
ments to Russia of materials essential to Russia’s defense efforts 
will be made through the port of Boston, Mass. It was said 
at the commission that the commission had not announced, as 
was reported by a press association, that the shipments would 
be routed to Archangel in the Arctic, and that the Soviet port 
of Vladivostok would be abandoned after Oct. 28 as the main 
outlet for American war aid supplies to Russia. There was no 
information available, it was stated, as to the destination of 
the shipments that would be made from Boston other than that 
they would be made to Russia. 


Ships and Defense Program 


As presiding office of the American Merchant Marine Con- 
ference at the fifteenth annual convention of the Propellor 
Clubs of the United States in San Francisco, Calif., October 
23, Commissioner Vickery, of the Maritime Commission, said, 
in a discussion of shipping with relation to war problems, that 
the question was being raised as to whether the shipping in- 
dustry was “padding its share of the national expense account,” 
that there was much criticism of rates in some trades, and that 
he believed a general requisition was inevitable unless the in- 
dustry took “a good grip on itself.” 

He said the commission had endeavored to set maximum 
rates, but that it could not hope to provide an answer to each 
individual rate question without undertaking “a more extensive 
inspection and control than any of us want.” 

As to the question of what would happen to those who had 
bought expensive modern ships when the war was over, he said 
he thought it hardly safe to assume that fast, modern C-type 
vessels were going to be sold for $5 a ton after the war or that 
the commission was going to turn cheap tonnage of any kind 
loose on the market. The commission, he declared, would use 
every means in its power to protect the investment that had 
gone into the new ships. 


“If any of you are thinking of new ships you might do well 
to put aside something for them while you can,” he added. 

The needs for exemptions and subsidies while the present 
war lasted should be restudied in the light of present condi- 
tions, he contended. 

He said that after the present war the United States would 
control nearly all the merchant shipping in the world and 
Pony be in a position to secure a just share of the world 
trade.” 

“While no one expects altruism among shipping men,” he 
continued, “‘there will be an opportunity to achieve stability for 
a period of a few years at least if our maritime rivals are 
willing to do business. What sort of agreements do we want 
and how are we going to get them?” 

Pe to “the slump that is going to occur after the war,” he 
said: 
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This is our opportunity, and we may not have another, to plan 
for the men and ships that will not be needed on the regular trade 
routes when this emergency ends. We have designed the finest ships 
afloat, suitable for every kind of trade. It is an infinitely harder task 
to design a plan for keeping the men who have built and who run 
these ships employed, come the day when the war will be over, and 
‘the little cargo boats, they’ve got to load or die.’’ However difficult 
it may be to draw this plan, it is the principal job which you of the 
industry, and we of the Maritime Commission will have to do. We 
might as well start to work on it now. 


R. Earle Anderson, director of finance of the Maritime 
Commission, in a speech before the American Merchant Marine 
Conference at San Francisco October 23, said that before the 
emergency conditions set in only about one-fourth of the for- 
eign trade of the United States was carried in American bot- 
toms, and that if that share could be increased to 40 or 50 
per cent, U. S. vessels would sail regularly with full cargoes. 
Thereupon, he said, much of the need for government aid for 
American ships, at least as related to operations, would dis- 
appear. He proposed legislation to facilitate a plan for the 
issue and sale of ship mortgage notes to the investing public, 
saying it would lighten the burden on the U. S. treasury in- 
volved in any future plan for the upbuilding and maintenance 
of the American merchant marine, substituting for actual U. S. 
treasury funds the credit of the government if the plan in- 
cluded a guarantee. 

“Since the proceeds of sale of such notes would go into 
the commission’s revolving construction fund, a constantly re- 
plenished fund would be provided with which the commission 
could continue its long-range construction program in coopera- 
tion with the shipping companies,” he said. 

Efforts of the Maritime Commission to raise the status 
of the American merchant marine from that of “the nation’s 
stepchild” to one of dominant position in world trade consti- 
tuted the subject matter of an address by the commission chair- 
man, Admiral Emory S. Land, October 23 before the merchant 
marine conference in San Francisco. 

By the end of 1941, he said, the commission woud have in 
operation on merchant ship construction 32 shipyards with a 
total of 234 ways, capable of producing about 6,500,000 dead- 
weight tons in 1942 and again in 1943. He said the commission’s 
effort was directed toward maximum production on a decen- 
tralized basis, so that available supplies of skilled labor in 
many parts of the nation could be tapped and augmented, and 
so that power, housing and transportation problems could be 
solved and widely separated sources of labor and material util- 
ized. Discussing the question of how the new ships would be 
used, he told the ship operators present it was up to them to 
see that the United States shipped 50 per cent of “our goods” 
in American bottoms, flying the American flag. As to the effect 
of war conditions on the U. S. merchant fleet, he said there had 
been, since 1939, a reduction of nearly 50 per cent in American 
merchant marine tonnage available for this nation’s use; that, 
since 1939, 151 ships of approximately 1,300,000 tons had been 
turned over to the army and navy; that about 1,000,000 tons 
had been sold, “mostly for foreign operation and primarily 
to the British,” and that, under the direction of the President, 
about 2,000,000 tons had been turned over to the services of 
Great Britain “and the other embattled democracies.” The 
tonnage turned over to the army and the navy was approxi- 
mately equal to all that the commission had acquired by the 
construction of new ships under its long-range program, he 
added. 

“The war-born hardships and handicaps which the Amer- 
ican merchant marine is experiencing, it is quite conceivable, 
can be more than offset by future peacetime prosperity, if we 
don’t miss the publicity boat now,” said Mark O’Dea, the Mari- 
time Commission’s director of information, in addressing the 
merchant marine conference at San Francisco October 23. 

He averred that it was the ship operators’ responsibility, 
and that of the Maritime Commission, to show the public that 
ships would have the prime role in “remaking the new world 
that will evolve when hostilities cease.” 

“The nation strong in ships and able to use sea lanes to 
advantage will occupy an enviable position,” he said. “America 
shoud know this, the lesson must be hammered home, told over 
and over. Wars are fought for trade. We must hold to our share 
and not do as we have in the past—hand it over to others.” 


WAGES OF SEAMEN AFTER WRECKS 


Chairman Bland, of the House committee on merchant 
marine and fisheries, has introduced H. R. 5850, a bill amend- 
ing the first sentence of section 4526 of the revised statutes of 
the United States to provide that in cases of where the service 
of any seaman is terminated by reason of the loss or wreck 
of the vessel before the end of the period contemplated in his 
agreement, such seaman shall be entitled to wages for an 
additional period of one month or until his return to port of 
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shipment, whichever shall first occur, but any shipowner may 
discharge the liability for such wages by providing such sea- 
men with suitable employment on board a vessel proceeding 
to such port of shipment. 


LETTERS ON INCOMING VESSELS 


The House has passed and sent to the Senate H. R. 5692, 
providing for delivery of mails by vessels before being allowed 
to make entry or break bulk within a port or collection district 
of the United States. 


Ss. F. BAY TERMINAL PRACTICES 
The Maritime Commission has denied the petitions for 
postponement of the effective date of its order in No. 555, 
practices, etc., of San Francisco Bay area terminals (see Traffic 
World, Oct. 18, p. 1012). The effective date is October 27. 


SHIP LOAD LINE CHANGES 


Pursuant to authority granted by the coastwise ship load 
line act of July 3, 1941, the Bureau of Marine Inspection and 
Navigation, Department of Commerce, has issued an order, 
signed by Acting Secretary Taylor of the Commerce Depart- 
ment, amending its regulations covering temporary variance for 
= and Great Lakes coastwise voyages with respect to load 
ines. 

The Bureau of Marine Inspection and Navigation also has 
amended its regulations covering foreign voyages during the 
national emergency, under authority of the load line act of 
March 2, 1929, and the President’s proclamation of August 9, 
1941, suspending the application of the International Load Line 
Convention of 1930. Under these amendments, the bureau is 
establishing load lines “during the national emergency” for 
vessels engaged in the foreign trade and is placing in effect 
various regulations pertaining to applicability of such load lines. 





“SEA OTTER” CARGO VESSELS 


A corporation called Ships, Inc., whose directorate included 
representatives of the Navy Department, the Maritime Com- 
mission and the Reconstruction Finance Corporation, was now 
being set up to undertake the construction of midget cargo 
vessels called “‘sea otters,” but had not yet reached the financ- 
ing stage, said Federal Loan Administrator Jones in ‘a press 
conference October 22 (see Traffic World, Sept. 20, p. 731). 
He said the Reconstruction Finance Corporation would provide 
the money for the enterprise, pending completion of tests on a 
“sea otter” that had been built at Beaumont, Tex. 


M. C. Shipbuilding Program 


The Maritime Commission’s latest ship construction prog- 
ress report indicated, it said, that new records were set in 
September in the number of ships launched and keels laid. 

There were eleven commission ships launched in the 30-day 
period, of which eight were the standard type cargo and pas- 
senger-cargo ships and three were “Liberty Ships,” the first 
group of this type ship to take to the water. All eleven ships 
were launched on the same day—September 27—as vart of the 
coast-to-coast “Liberty Fleet Day” celebration and represented 
the greatest mass launching of ships since the world war. 
In addition, three other ships—one tanker for private account 
and two freighters for the British government—were launched 
the same day, making a total of fourteen. 

Twenty-nine keels were laid in the same 30-day period of 
which twenty-one were “Liberty Ships” and eight standard 
type. This also was a new high in the Commission’s shipbuild- 
ing program. Other data shown in the progress report includes: 

Eight standard type ships delivered to their operators during 
September. 

Eighteen standard type ships in the 75-100 per cent stage of com- 
pletion of which six are scheduled for delivery during October. 

Four ‘‘Liberty Ships’’ more than half completed and will be ready 
for delivery before December 31. 

Twelve ‘‘Liberty Ships’’ were in the 25-50 per cent stage of com- 
pletion. Most of these also will be completed before December 31. 


Four new merchant vessels of the commission’s shipbuilding 
program were launched between October 18 and 21 as follows: 


The MS. Stag Hound, a Diesel engined C-2 cargo ship of 9,625 dead- 
weight tons (8,800 gross tons) and designed sea speed of 16 knots, 
October 18, at the Sun Shipbuilding & Dry Dock Company’s yard, 
Chester, Pa. 

The SS. Meriwether Lewis, a ‘‘Liberty’’ cargo ship of 10,500 dead- 
weight tons (7,100 gross tons) with a designed sea speed of approxi- 
mately 11 knots, October 19, at the Oregon Shipbuilding Corporation's 
yard, Portland, Ore. 

The SS. Steel Architect, a C-3 cargo ship of 12,525 deadweight tons 
(7,800 gross tons) with a designed sea speed of 16% knots, October 21, 
at the Seattle-Tacoma Shipbuilding Corporation’s yard, Seattle, Wash. 
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October 25, 1941 


The SS. Alcoa Courier, a modified C-2 cargo ship of 6,600 dead- 
weight tons (8,300 gross tons) with a designed sea speed of 17 knots, 
October 21, at the Moore Dry Dock Company’s yard, Oakland, Cal. 


These four launchings will make a total of 143 to date in 
the commission’s various programs involving 783 ships now 
on contract. 

Data concerning its small ship construction program, in- 
volving the construction of 127 vessels of special types such as 
tugs, coasters, coastal type tankers and bulk cargo barges, have 
been issued by the Maritime Commission. It said these small 
vessels could be built without interfering with emergency pro- 
duction of 1,200 larger ships embraced in its major ship pro- 

ram. 

4 The commission said the total of 127 small vessels was 
constituted as follows: 16 small Diesel coastal type tankers; 25 
seagoing geared-Diesel tugs, 26 Diesel harbor tugs, 45 small 
cargo ships of a British design known as coasters, and 15 con- 
crete bulk cargo barges for:transport of bulk cargo. In addi- 
tion, it said, keels for several of the 136 large tankers for which 
it had placed contracts had been laid and the hulls were 
“beginning to take shape.” 

With reference to the 25 seagoing tugs, the commission 
said that under normal conditions the United States did not 
need many of these heavy-duty tugs and that there were few 
of them in the world. They would be 185 feet long, of 2,250 
horsepower, and could, if necessary, tow across any ocean, but 
were primarily intended for use in Gulf and American coastal 
waters, it added. 

The bulk cargo barges were to be of about 7,000-ton 
capacity and were, in general, desired for use with heavy, power- 
ful tugs, said the commission. It noted that proposals for 
their construction already had been received. 

The commission announced that the Charles Carroll, fifth 
of a projected fleet of 312 emergency cargo vessels called 
“Liberty Ships,” would be launched October 25 at the Bethle- 
hem-Fairfield shipyard, Baltimore, Md. About 20 ships of this 
type would be ready for operation by December 31, the com- 
mission said. 


Practitioner Suspended 


By an order in Ex Parte No. 139, in the matter of Anthony 
E. Sicilia, the Commission, by division 1, has suspended Mr. 
Sicilia from practice before the Commission “with leave on 
and after one year from the date of the service of a copy of 
this order upon him to apply for reinstatement upon making 
a satisfactory showing of good conduct and of appreciation of 
his responsibilities as a practitioner.” The Commission found 
— respondent had been lacking in proper professional con- 

uct. 

The Commission’s complaint against respondent charged 
that respondent when vice-president and director of Bates 
Motor Transport Lines, Inc., knowingly unlawfully aided, 
abetted and counseled Bates Motor Transport Lines, Inc., at 
Columbus, O., to offer, grant and give Columbus Coated Fabrics 
Corporation rebates in respect of shipments of oil cloth. It was 
also alleged, said the report, that respondent had pleaded 
guilty and had been fined in the United States District Court 
at Columbus, O., on charges involving rebating with respect to 
shipments of oil cloth. The report said respondent denied the 
charges as to rebating and said that his plea of guilty in the 
court was entered by him improvidently and mistakenly, and 
without the intent of admitting guilt as to any or all the counts 
in the information making the allegations. The Commission 
found in its report that respondent had made his plea in court 
deliberately and willingly. 

“Our conclusion upon the entire record is that the respon- 
dent did not manifest a proper sense of his duties as a practi- 
tioner before the Commission,” said the report. 

The Commission said respondent had produced a strong 
favorable showing as to his general reputation in the commu- 
nity where he resided. 

“A more aggravated case would call for an order of dis- 
barment, but it is our expectation that a suspension from the 
right to practice before the Commission will suffice to bring 
him to a proper appreciation of ethical and legal standards 
of conduct and thought which should be instinctive in a high- 
minded practitioner,” said the report. 

The Commission found that the giving of a Christmas gift 
of $20 in cash to Edwin E. Wright, traffic manager of Columbus 
Coated Fabrics Corporation, alleged in the complaint to be a 
rebate, was “unethical and censurable, and the respondent knew 
It to be such.” 

__ “He is reprimanded,” said the Commission, “for having 
aided and abetted in the giving of a near-rebate, which, if not 
in precise terms, violated the interstate commerce act in essen- 
ial spirit and principle.” 
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Questions and Answers 


s In this column will be answered questions of both legal and 

practical nature that confront persons dealing with trafic. A 
specialist on interstate commerce law, who is a member of our spe- 
cial service department, will give his opinion in answer to any sim- 
ple question relating to the law of interstate transportation of 
freight. The same man, with long and wide knowledge, 
will answer questions relating to practical traffic problems. We do 
not desire to take the place of the trafic man but to help him in 
his work, 

The right is reserved to refuse to answer in this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If a more comprehensive answer to a 
question is desired than is thought proper for this column, the 
department will anawer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or 
questions from nonsubscribers. 

Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 


Tariff Interpretation—Application of Rule 24 


Wisconsin.—Question: There has been some question in the 
interpretation of Rule 24, Consolidated Freight Classification 
No. 14, relative to the number of cars that can be used to move 
the excess over what can be carried in one car. 

Our interpretation of this rule is that the same permits 
the combination to consist of the lead car containing the pre- 
scribed minimum weight and one trailer car carrying the 
excess. There has been some discussion on this point and some 
opinion that this rule actually permits the use of more than 
one trailer car. 

We will appreciate very much your interpretation. 

Answer: Rule 24 of Consolidated Classification No. 14, in 
Section 1 thereof provides: 


Each car, except car carrying excess, must be loaded as heavily 
as loading conditions will permit, and each car so loaded charged 
at actual or authorized estimated weight, subject to established mini- 
mum CL weight, and at CL rate or rating applicable. 


The wording of the above provision indicates that the pro- 
visions of Rule 24 apply to shipments requiring more than two 
cars. 


Demurrage—Average Agreements 


New York.—Question: In connection with your answer to 
a Maryland question appearing on vage 357 of the Traffic 
World of August 9th and reaffirmed in answer to a New York 
question on page 558 of the issue of August 30, 1941, it has 
been suggested that, as Chairman of the Committee on Demur- 
rage, Storage, Reconsignment and Diversion of the Association 
of American Railroads, I should write you on behalf of the 
railroads in an endeavor to have your answers modified in 
order to avoid confusion between the railroads and their 
patrons. Already, one very large industry has asked me 
whether it would be the intention of the railroads to deny 
patrons the benefit of earning one credit under demurrage 
average agreements on a car released on Sunday before the free 
time began to run. 

I wish to advise that it has been the uniform practice of 
the railroads, down through the years, to allow a patron one 
credit on a car released on a Sunday before the free time be- 
gan tc run. 

The framers of Section A of Demurrage Rule 9 as appear- 
ing in the current Demurrage Tariff, Freight Tariff 4-V, I. C. C. 
No. 3583, seem to have anticipated questions of this kind when, 
after having provided that “One credit will be allowed for each 
car released within the first twenty-four (24) hours of free 
time,” they further provided “In no case shall more than one 
credit be allowed on any one car.” The only question of allow- 
ing more than one credit on any one car, after having already 
provided for one credit, could only arise in the case of a car 
released before the free time began to run, as in the case of a 
car released on Sunday (or any other day for that matter) be- 
fore the free time began to run. 

The tariff provides that one credit will be allowed for each 
car released “within” the first twenty-four hours of free time, 
and the answer to the problem would seem to turn more upon 
the interpretation of the word “within” rather than on the fact 
that the tariff also provides that Sundays will be excluded in 
computing free time. It is true that some definitions of the 
word “within” would mean entirely within the first twenty- 
four hours of free time as computed in accordance with the 
tariff; but other definitions, in line with the way the tariff is 
being applied by the carriers throughout the country, convey 
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a much broader meaning of the word, such as “not further in 
length than; not going outside of; not beyond, overstepping, 
exceeding, or the like.” 

It would be anomalous to deny a credit on one car placed 
and released on Sunday and allow a credit on another car 
placed on Sunday and released on Monday, or to allow one 
credit on a car placed on Saturday and released on Monday. 

Answer: In view of your interpretation of the demurrage 
tariff for account of the carriers parties thereto, we amend 
our answers to which you refer to accord with your views. 

It would seem advisable to amend the tariff. 


Demurrage—Free Time—Weather Interference 


New York.—Question: In our letter of June 26th referring 
to your answer to Arkansas-Texas question on page 1598 of the 
Traffic World of June 21, 1941, we stated it was unlawful for 
a common carrier to deliver property prior to the surrender of 
an order notify bill of lading. In your answer thereto appear- 
ing on page 359 of the Traffic World of August 9, 1941, you 
state “There is no law which prohibits the unloading of an 
order notify shipment prior to the surrender of the bill of 
lading.” 

In Davis v. Henderson, 266 U. S. 92, the Supreme Court of 
the United States held that a tariff rule may not be waived. 

The Consolidated Freight Classification is a published tariff 
and Rule 7 thereof provides that “The surrender of carrier’s 
original order bill of lading properly endorsed is required be- 
fore delivery of the property, but if such bill of lading be lost 
or delayed, the following will govern,” etc. There are also 
numerous decisions that a published tariff has the full force 
and effect of statutory law. 

If you will refer to the notice addressed by Mr. George B. 
McGinty, Secretary, Interstate Commerce Commission, under 
date of June 5, 1922, to all carriers by railroad, you will ob- 
serve that he refers to the above-quoted rule sabiiehed in the 
Consolidated Freight Classification, and that it contains a 
warning that “any carrier which permits the delivery of such 
traffic to the consignee thereof without the surrender of the 
order bill of lading violates the provisions of section 6 of the 
acts.” 

Answer: If the provision of Rule 7 of the Classification, 
which you quote, is other than an instruction to the carriers 
agents, which we doubt, you are correct in stating that the sur- 
render of an order bill of lading is required by tariff. 


Damages—Measure of—Claims Presented by 
Mail-Order Houses 


Wisconsin.—Question: We are very much interested in 
Question and Answer presented on page 169 of the July 19th 
issue of the Traffic World under the caption, “Damages—Meas- 
ure of—Claims Presented by Shipper or Mail-Order Agent for 
Account Consignee.” 

It is the practice of large mail-order houses to make an 
immediate duplication of a shipment to their mail-order store 
or direct to their mail-order customer on a shipment which 
has been reported damaged and file claim with a carrier for 
the retail purchase price. The carrier does not have an oppor- 
tunity to settle the claim with the consignee direct by offering 
to have the merchandise satisfactorily repaired or by a cash 
settlement agreeable to the consignee. 

It is our opinion that a mail-order house does not have 
the authority to abandon a shipment because of slight damage 
and make an immediate replacement on the damaged merchan- 
dise to the consignee and sue for full retail value. It is also 
our contention that when a mail-order house replaces the ship- 
ment to their customer they have fulfilled their contract and 
should file claim for the replacement cost based on the whole- 
sale price at point of origin and not the retail price. The mail- 
order house is actually making two sales and inasmuch as they 
have completed their sale with their customer at the retail 
price why are they entitled to the retail price on the sale they 
make to the carrier? 

Answer: Under the practice you outline, it appears that 
the consignee is not the real claimant; that the mail order 
house is in fact the claimant. Under such circumstances we 
agree with you that, under the decision in the Crail case, 281 
U. S. 57, 50 S. Ct. 180, the basic principle underlying law 
remedies that they shall afford only compensation for the in- 
jury suffered, or under the Cummins Amendment the “actual 
loss,”” may be recovered, which would be the replacement cost 
and not the retail price at destination. 


Tariff Interpretation—General Terms in Classification Excep- 
tion Versus Specific Classification Ratings 


ilinois.—Question: Your answer to New York on page 824 
of March 29, 1941, Traffic World refers to your answer to 
Illinois on page 174 of the January 18 Traffic World. 

We fully agreed with your answer on page 596 of the 
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March 8 Traffic World, particularly as to the conclusion reached 
that this question has not been definitely settled one way or 
the other. 

We are familiar with the reversal of the Kaufman-Lattimer 
case, 211 I. C. C. 564 in 222 I. C. C. 409, but do not agree with 
your conclusion in answer to New York, on page 824 of the 
March 29 Traffic World. 

Please refer to Animal Trap Co. of America vs. Erie R. Co, 
243 I. C. C. 171, particularly pages 174 and 175, wherein the 
Commission refers to Norwich Wire Works vs. Boston & Me. 
R. R., 229 I. C. C. 395, and reconsideration of this case, 2392 
a & c Oe 

We quote the following from pages 174 and 175 supra: 


Defendants in that proceeding, as here, contended that, as perfo- 
rated steel sheet was separately classified and as the description in the 
classification was more specific than the exceptions, the exceptions did 
not apply; to such contention the Commission stated: 

“The sound rule is that when an article is clearly embraced in a 
general description in an exception, the rate provided in that exception 
is applicable, although there may be a more specific description in the 
classification. The true function of an exception is to remove articles 
from the classification and establish class rates thereon different from 
the normal class rates. The commodity descriptions in exceptions are 
of necessity frequently broader and more general than in the classifi- 
cation, especially when the exception covers a number of articles of the 
same general character which are separately rated in the classification, 
Were the rule otherwise, it would be necessary to reproduce the exact 
wording of the classification or make the description of every article in- 
tended to be covered by the exception clearer than the description in 
the classification and probably more lengthy.”’ 

In this instance both items of the classification under consideration, 
namely, the item covering copper-coated strip steel and the item only 
applying on strip steel, N. O. I. B. N., are both listed under the general 
caption of ‘‘Iron and Steel.’’ Such action on the part of the carriers 
stamps the two articles for classification and rate making purposes as 
coming within the generic description of iron and steel. The classifica- 
tion exception embodied this idea in its description of the article or 
articles which it sought to remove from the classification. In these 
circumstances, the principle above quoted from the Norwich Wire 
Works case is clearly applicable. Having treated the copper-coated 
strip steel as an iron or steel article, defendants should have employed 
clearer and more explicit language in their exceptions if they had 
intended to exclude it from such relationship in the exceptions. 


We believe that this principle applies in the question here 
involved and would like to have your further views. 

Answer: In our opinion, the difference between the decision 
in Animal Trap Co. of America vs. Erie R. Co., 243 I. C. C. 171, 
and the decision in Lufkin Rule Company vs. Atchison, T. & 
S. F. Ry. Co., 243 I. C. C. 285, is that in the former case the 
Commission holds that a general description in an exception 
sheet covers an article specifically described in the classification 
proper which is carried under the same heading in the classi- 
fication proper as the general description in the classification 
exception, namely, iron or steel, while, in the latter case, the 
article specifically described in the classification proper appears 
under a different heading from that used in the classification 
for the general description, as in the case of rubber tires, which 
do not appear under the heading of automobile parts in the 
classification proper. 

We are still of opinion that under the decisions in Lufkin 
Rule Company vs. Atchison, T. & S. F. Ry. Co., 243 I. C. C. 285; 
Norwich Wire Works vs. Boston & M. R. Co., 229 I. C. C. 395, 
and Indian Refining Company vs. Cleveland, Cincinnati, Chicago 
& St. Louis Ry. Co., 222 I. C. C. 409, the rating in the exception 
sheet on automobile parts will not apply on rubber tires. 


Tariff Interpretation—Words and Phrases “Direct Route” 


i linois.—Question: An Illinois carrier against whom we have 
filed an overcharge claim is contending that the word “direct,” as 
shown in the application of rates, Section 6 of I. F. A. Tariff 
30-C, I. C. C. 439, means the direct short line route. In this 
case we are attempting to apply a commodity rate to a more 
distant point and the point in question is not on the short line 
route. It is our contention that “direct” means via one carrier. 

The only case which we are able to locate dealing with this 
question is Shelby County Commissioners vs. Missouri Pacific 
Railroad, 183 I. C. C. 646. We will appreciate your views on 
this question. 

Answer: We agree with your contention that the word 
“direct” as used in Section 6 of the above tariff means via one 
carrier. 

It is noted that in Section 6, wherever the term “direct” 
is used in the routing instructions the routing provided is via 
one carrier, and that in all other cases when the term “direct” 
is not used the routing is via more than one carrier. 

It is further noted that Item 1 of the Routing Instructions 
makes no reference to “direct short line route.” Item 1 reads 
in part as follows: 


The rates herein apply only via the routes specified in Items 3 to 
395, except as otherwise provided in individual items. 
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IT’S REALLY A-MAZING! 


Until you try to find your way out of a maze, you've 
no idea how confusing it is . . . and how long it takes. 
Still, it can be a lot of good clean fun. But it's no fun 
to route your shipments around in time-wasting cir- 
cles. So you can see why so many traffic managers 
route cars between Eastern and Northwestern points 
via Pere Marquette Carferries .. . straight across 
Lake Michigan! 


Over 100,000 cars a year take this route that avoids 
the long detour around the lake. There's no breaking 
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bulk! Your cars are switched from the shore onto the 
deck tracks of huge steel ships. Then, after a sail of 
a few hours, they are switched back onto the main line 
at the other shore. There's no roundabout travel, no 
slowing up in congested rail centers . 
quette rails bridge’ Lake Michigan! 


. . Pere Mar- 


To shorten shipping time, route your goods via 
Pere Marquette Carferry service. Several ships cross 
every day between Ludington, Michigan, and 
Milwaukee, Manitowoc and Kewaunee, Wisconsin. 


PERE MARQUETTE 
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“THE RAILROAD THAT CROSSES LAKE MICHIGAN 








The Traffic Service Corporation 
Announces 
A New Annual Directory 


THE NATIONAL GUIDE 
of 


Interstate Commerce Practitioners 


















































The ever growing regulation of carriers has caused a 
tremendous increase in the activities before the various 
regulatory commissions in the past few years and there 
has developed a real need for a reference book that 
gives information about the personnel that make up 
the various commissions and about the men who prac- 
tice before these bodies. This new guide will meet this 
need. It will contain 


Practitioners Before the Interstate Commerce 
Commission 


A complete list of all Practitioners before the 
Commission. It will indicate those who are 
lawyers as well as non-lawyers. 


Practitioners Before the Maritime Commission 


A similar complete list of all Practitioners before 
this Commission—lawyers as well as non-lawyers. 


Legal Staff of Carriers 


The attorneys on the staff of carriers—the rail- 
road, motor lines, etc. The carriers will be 
listed alphabetically. Following the name of 
the carrier will be a list of the legal staff. 


Biographical Data 


There will be a section, arranged geographically, 
giving biographical information on outstanding 
individuals and members of law firms who prac- 
tice before the Interstate Commerce Commission. 
This listing will include biographical data of 
tax and patent attorneys and counsel specializ- 
ing in practice before federal and state admin- 
istrative tribunals. 


Members of Regulatory Commissions 


The guide will contain a list of the various state 
and federal governmental boards and Commis- 
sions and give a list of the members of each 
body. 


Digest of Transportation Laws 


A digest of state laws affecting air, motor, rail 
and water transportation will be included. 


The guide will be printed on good paper and bound 
in cloth. It will contain approximately 350 standard 
size (6%x10) pages. It will sell for $10.00 a copy. 

This new guide is being published by The Traffic 
Service Corporation which has 33 years’ experience in the 
traffic field as publishers of the Weekly Traffic World, 
the Weekly Traffic Bulletin, the Daily Traffic World and 
Traffic Bulletin and of various text books. 


For Information Write to 


The TRAFFIC SERVICE CORPORATION 


418 South Market Street, Chicago, Ill. 


TRAFFIC WORLD 


In this connection see Rea-Patterson Milling Co. vs. Mis. 
souri Pac. R. Co., 169 I. C. C. 719 (720), wherein the Commis. 
sion said: 


At the time of the movement defendant also maintained a specific 
rate on wheat of 36 cents from Conway Springs to Little Rock, which 
was restricted to apply ‘‘via Mo.-Pac. Direct.’’ The first question, 
therefore, to be determined is whether under the routing quoted above 
the 36-cent rate applied over the route of the Missouri Pacific vig 
Wichita. The provision is not as clear as it might be, yet when cop. 
sidered in connection with the context of the tariff we are of the 
opinion that the rate applied over both routes. 


See, also, Powers Fruit Co. vs. P. R. R. Co, 1421..CA¢ 
346 (349). 


Routing and Misrouting—Incomplete Routing by Shippers— 
Duty of Carrier 


Ohio.—Question: We recently forwarded a shipment from 
Youngstown, Ohio, to East Dubuque, Ill, via a route which 
could not be executed by the carriers as the delivering carrier 
did not serve the point of destination. The error was detected 
before the car reached the connecting line at Chicago and in- 
structions were issued to the originating carrier to divert the 
car to another carrier which was also in error, as this latter 
carrier did not serve the point of destination. 

We have been presented with a balance due bill to cover 
additional charges on account of misrouting. 

Will you please advise if, in your opinion, we are liable for 
these additional charges, in view of the fact that the carriers 
accepted diversion instructions which were impossible of execu- 
tion. Reference to any decisions covering this point will be 
appreciated. 

Answer: Your inquiry states that the delivering carrier in 
both the original bill of lading and the diversion instructions 
did not serve the specified destination. Under the decision in 
Williams & Sons vs. Atlantic Coast Line R. Co., 160 I. C. C. 631, 
where the routing instructions of the shipper are incomplete 
it is the duty of the initial carrier to secure complete routing 
instructions, or to route the shipment over the cheapest avail- 
able route consistent with the routing instructions furnished. 

If, in the instant case, the shipment was so routed, it is our 
opinion there is no liability for misrouting on the part of the 
carrier. See, also, the decisions in Wayne Lumber Co. vs. 
Boston & Me., 161 I. C. C. 201; Carney vs. Director General, 68 
I. C. C. 199, and Reynolds Brothers Lumber Co. vs. Tallulah 
Falls Ry. Co., 42 I. C. C. 421. 


Tariff Interpretation—Stopping in Transit 


Ohio.—Question: Will you kindly enlighten us in regard 
to the following problem we now have before us? 

We issued a bill of lading to a truck line for a shipment 
consisting of 30,000 pounds of paper. The bill of lading was 
issued to John Doe, Detroit, Mich. We, however, placed a nota- 
tion on the bill of lading to stop and unload part of this ship- 
ment at John Jones, Detroit, Mich. This, of course, was con- 
trary to the published tariff and should not have been so 
handled. However, the truck line accepted the shipment on this 
basis and when arriving at destination, delivered shipment to 
both consignees, billing us for two separate truckload ship- 
ments. They claim it was cheaper to bill in this manner than 
billing shipment as less than truckload. 


We believe the truck line should have advised us before 
delivery. In this case, we would have advised them to deliver 
the entire tonnage to John Doe, as they store and dray for John 
Jones. However, the truck line insists they have delivered this 
shipment in the proper manner and we should pay these charges 
as billed. 

Do you believe the truck line had the authority to handle 
the shipment in this manner without consulting the shipper 
before making such delivery? 


Answer: In its decision in Apperson Brothers Automobile 
Co. vs. Lake Erie & W. R. Co., 81 I. C. C. 392, the Commission 
held that where a carriers’ rate clerk erroneously informed a 
shipper that stop-off was permissible under the applicable 
tariff, the legal rate must be paid by the shipper and collected 
by the carrier irrespective of the rate quoted. 

It is apparent that under this decision there was no obli- 
gation on the part of the carrier to advise the shipper that 
stopping in transit was not authorized by tariff. Therefore 


charges must be assessed for the services as performed by 
the carrier. 


Tariff Interpretation—Conflicting Rates 


Wisconsin.—Question: We herewith respectfully present a 
question on intermediate application and applicability of tariffs 
to intermediate points, which we hope you will be able to 
clarify for us, giving any decisions of the Interstate Commerce 

(Continued on page 1116) 
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DEFENSE 
TEAMED TOGETHER FOR VICTORY 
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90 Years of Superior Service to and from Dixieland 


THE NASHVILLE, CHATTANOOGA & ST. LOUIS RAILWAY 


IF IT’S ROUTED N. C. & ST. L. YOU CAN ALWAYS GET A RECORD 
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ISTHMIAN STEAMSHIP COMPANY 
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Personal Notes 





Albert N. Williams, president, Western Union Telegraph 
Company, Baltimore, spoke on the operations of his company 
at a monthly dinner meeting of the Western Railway Club at 
the Sherman Hotel, Chicago, October 20. Approximately 650 
persons attended the dinner. 

Daniel J. Crecca was appointed manager of the New 
Jersey Motor Truck Association at a meeting of the directors 
at the Robert Treat Hotel, Newark, N. J., October 15. 

H. M. Johnson has been named assistant chief traffic officer 
for the Missouri Pacific at St. Louis. Other appointments are: 
W. R. Huhner, general agent, Shreveport, La.; G. B. Riggan, 
division freight and passenger agent, Monroe, La., and W. R. 
Hanna, general agent, Chattanooga, Tenn. 

George W. Bumpas, district freight agent at Wilmington, 
Del., for the Baltimore and Ohio, died October 17. 

Darrell O. Churchill has been appointed private scretary 
to W. M. Jeffers, president, Union Pacific, at Omaha. 

John M. Walker will speak on ‘‘Motor Phases of Interstate 
Commerce Regulation” at a meeting of the Pittsburgh regional 
chapter of the Association of Interstate Commerce Commis- 
sion Practitioners at the William Penn Hotel October 27. 

Warren J. Sullivan has resigned as president of the Niagara 
Frontier Industrial Traffic League, effective November 1, be- 
cause of his transfer to New York City as assistant traffic man- 
ager of the Barrett Company. He has also resigned as general 
traffic manager of the Concord Grape Juice Institute, as traffic 
counsel for the Dore Research Corporation, and as traffic man- 
ager for the United Grape Products Sales Corporation, all in 
Buffalo, N. Y. 

P. H. Schroeder has been named traffic manager for the 
Winston and Newell Company, Minneapolis. 

R. A. Warlick has been appointed general freight agent for 
the Lawndale Railway and Industrial Company, Lawndale, 
N. C., succeeding P. P. Richards, who resigned. 

M. C. Sherwood, general traffic manager, J. Aron and 
Company, has been reelected president of the New Orleans 
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Merchandise Warehousemen’s Association. Others elected in. 
clude: Vice-president, E. B. Fontaine, Commercial Termina] 
Warehouse Company; secretary, Claude Peyrefitte, Riverside 
Warehouse, Inc., and treasurer, A. M. Crighton, Douglas Pyp. 
lic Service Corporation. 

F. D. Robinson has retired as commercial agent for the 
Central of Georgia at New Orleans, and E. C. Jones has been 
appointed to the position. 

Edward S. Hoke has been appointed branch manager at 
Albany, N. Y., for the White Motor Company. 

Charles J. Schwab has been appointed regional manager 
at Detroit for the fleet sales division of the Fargo Motor Cor. 
poration. He was formerly regional manager at Pittsburgh, 

The Delta Nu Alpha Transportation Fraternity of Wil. 
mington, Del., will hold its first annual dinner, November 3, 
at Joe’s Casino. 

Charles E. Murray has been named freight traffic agent 
for the Nashville, Chattanooga and St. Louis Railway at Chat- 
tanooga, Tenn., succeeding J. C. Sipe, who has been granted a 
leave of absence. 

J. T. Hamm has been appointed freight agent at Mont- 
gomery, Ala., for the Seaboard Air Line Railway. 


The Norfolk and Western has announced the following 
appointments: J. O. Clendenen, transportation inspector, office 
of general manager, Roanoke, Va.; W. H. Jackson, trainmaster, 
Radford division, Roanoke; R. E. McGuire, assistant trainmas- 
ter, Scioto division, Portsmouth, O.; P. C. Wingo, assistant 
trainmaster, Pocahontas division, Bluefield, W. Va.; W. A. 
Noell, assistant road foreman of engines, Pocahontas division, 
Williamson, W. Va., and John P. Woods, assistant trainmaster, 
Norfolk division, Crewe, Va. 

John G. Borson, general traffic manager, Edison General 
Electric Company, will speak on “What the Industrial Traffic 
Department Expects from Transportation Agency Solicitation 
Forces” at a business meeting of the Traffic Men’s Association 
of America at the Sherman Hotel, Chicago, October 28. The 
association will hold its annual fall dinner dance November 29 
at the Hotel Sherman. 

H. A. Rupe has been named division freight agent at Jop- 
lin, Mo., for the Atchison, Topeka and Santa Fe. 

Mrs. Jean Pickett Cochran, writer and lecturer, spoke on 
“Hobbies for Happiness” at a hobby night dinner meeting of 
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ick distribution- 


PBUFFALO 


, Most direct route to the Minneapolis gateway. 
ation facilities out of Green Bay. G. B. & W. 
& North Western, and Chicago, Milwaukee, St. 
Pacific Railroads. Reciprocal switching. 


carrier truck lines operating under strict regula- 


GREEN BAY 


ICHT TRANSFER & STORAGE CO. 
eS. Broadway, Green Bay, Wisconsin 


USES AT STRATEGIC POINTS ON THE GREAT LAKES 


AND THE PACIFIC AND GULF COASTS 


To shippers, these terminals mean the oppor- 
tunity: I. to ship full loads to market and 
manufacturing centers for distribution there. 
2. to make the final delivery haul as short as 
possible. 3. to store in transit where advis- 
able. 4. to use water transportation to the 
Great Lakes distribution points. 


These advantages are offered to shippers at a 
time when conditions demand the most effi- 
cient and effective use of railroad cars, when 
possibilities of congestion at rail terminals 
confront them, and on the other hand, at a 
time when it is important to have stocks of 
merchandise and materials within as few hours 
of those who are to use them as possible. 


The member warehouses of Interlake Ter- 


River, immediately adjacent to Harbor entrance. Equipped 
with cranes for unloading vessels without gear. Ample 
platform space for quick delivery of merchandise. 

General merchandise storage — Pool Car distribution — 
Storage in transit on numerous commodities. Local Motor 
Truck delivery facilities. 


Served by the Chicago and North Western Railroad. 


MUSKEGON 


the State of Wisconsin and Interstate Commerce 


on to all points within a radius of 200 miles of 


2), diving overnight service. 


gest port on Lake Michigan. Four warehouses on 
t. Draft 23 feet. Fully equipped to render complete 


WEST MICHIGAN DOCK & MARKET 
CORPORATION 


Muskegon, Michigan 


"9 Service. Free lighterage. Open yard storage. 


MILWAUKEE 


HANSEN STORAGE COMPANY 
\. Jeferson St., Milwaukee, Wisconsin 






» cars at one time. 


re 





a 400,000 square feet of storage space equipped 
‘matic sprinklers. Low insurance rates. Track 


“Mouse 840 feet in length, located on Milwaukee 


The port of Western Michigan. Complete water, rail and 
motor truck terminal facilities. 600,000 cubic feet cold and 
freezer storage. 1,750,000 cubic feet dry storage. 54 acres 
open dock area. Private rail siding with 60 car capacity 
connecting with Pennsylvania, Pere Marquette and Grand 
Trunk Western Railroads. 


Direct steamship service to Milwaukee (year round), 
Montreal and European ports during Navigation Season. 


3800 feet, draft 22 feet. 


Complete stevedoring service all types of cargo. 20-ton all 
electric Gantry crane. Locomotive and gas cranes, esca- 
lators, tiering machines, truck and tractor trains. Dock 


minals are highly rated as to customer service, 
responsibility and dependability. 


INTERLAKE TERMINALS on the Great 
Lakes, described below, are all water-front 
terminals with ample dockage space, stevedor- 
ing services, plenty of storage space of all 
kinds and necessary equipment for safe and 
efficient handling. 


For detailed information as to local conditions 
or services available at INTERLAKE points, 
write or wire the New York office or any of 
the individual members. 
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GEO. C. RODDY 
General Manager 
271 Madison Avenue 
New York City 
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the famous 


Streambliner 40 0 i 


between Chicago=- 


Sot. Paul-= 


Minneapolis 
via Milwaukee 


On this famous train comfort is everywhere in evidence— 
a restful, soul-satisfying comfort which, together with the 
beauty and speed of the “400,” makes your journey a memor- 
able one. Northbound leave Chicago at 3:00 pm, arrive 
Milwaukee 4:15 pm, St. Paul 9:15 pm, Minneapolis 9:45 pm. 
Southbound leave Minneapolis 2:30 pm, St. Paul 3:00 pm, 
arrive Milwaukee 7:55 pm, Chicago 9:15 pm. Delicious, 
low cost Dining Car meals. No extra fare. 


R. Thomson, Passenger Traffic Manager 
400 W. Madison St., Chicago, IIL. 


Chicago and 
North Western 


EE 
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the Railway Business Woman’s Association of Chicago at the 
Board of Trade Grille October 21. A number of hobby exhibits 
were displayed by members. 

Charles E. Murray has been appointed freight traffic agent 
for the Nashville, Chattanooga and St. Louis Railway at Chat. 
tanooga, Tenn. 


Questions and Answers 

(Continued from page 1110) 
Commission or the Supreme Court which will help to settle 
this issue. 

During the months of January, February and March of 
this year we shipped 12 cars of structural steel from our plant 
in Milwaukee to Eddyville, Pa., using fabrication-in-transijt 
tonnage from South Chicago, Ill. No specific commodity rates 
are shown to Eddyville, Pa., but rates are carried in C. F. A. 
34-E, I. C. C. 3388, and in C. F. A. 469-A, I. C. C. 3422, both 
tariffs carrying rates to points beyond Eddyville, Pa., and both 
tariffs allowing the use of intermediate application. 

Shipments were divided between Milwaukee Road.-P. M.- 
Erie R. R.-P. & S. and Milwaukee Road-G. T.-Erie-P. & §. 

In C. F. A. Tariff 469-A, a rate of 41 cents per cwt. is 
quoted to Thayerton, Pa., which is a point 7.28 miles beyond 
Eddyville, and a rate of 42 cents per cwt. is quoted to Sprankle 
Mills, Pa., which is a point 11.61 miles above Eddyville, Pa, 
The carrier contends that Note 2 of Item 15, page 18 of the 
above tariff, will apply, which makes the 42 cents cwt. to 
Sprankle Mills the applicable rate, but they refuse to take into 
consideration the rates as carried in 434-E, which we contend 
to be the correct rate. 

In C. F. A. Tariff 434-E a rate of 42 cents cwt. is shown 
to Kittanning, Pa., which is 24.06 miles below Eddyville, and a 
rate of 41 cents cwt. to West Mosgrove, Pa., which is 21.53 
miles below Eddyville, Pa., and is at the end of a branch line 
of the P. & S. which extends a short distance west of the main 
line of the P. & S. We believe that Note 1 of Item 30 shown 
on page 26 of the above tariff is the determining factor in 
arriving at the 41 cents cwt. rates which we used as shown on 
the copy of Western Weighing Sheet which we enclose here- 
with. There are no rates published to points north of Eddyville, 
Pa., in C. F. A. 434-E. 


Rates in both C. F. A. 434-E and C. F. A. 469-A are re- 
stricted to mileage distances between origin and destination 
and this mileage has been checked in the various mileage tariffs 
and found to be well within the mileage allowed for the 41 
cents cwt. rate. 


The originating carrier, namely, the Milwaukee Road, has 
issued corrected bills on some of the cars contending that 42 
cents cwt. rate as shown in C. F. A. 469-A is the correct rate, 
but does not tell us why C. F. A. 469-A should take preference 
over C. F. A. 434-E. 


Can you tell us which tariff is the proper one to use? 


Answer: In our opinion, conflicting rates are published in 
the tariffs to which you refer, and the principle of the decisions 
in Marshfield Milling Co., Inc., vs. Chicago & N. W. Ry. Co., 
216 I. C. C. 236, 239, and Chappel Brothers, Inc., vs. Atchison, 
T. & S. F. Ry. Co., 211 I. C. C. 285, 287, is applicable to the 
present instance. In the latter case the Commission said: 


Having in mind the finding in Classification of Animal or Poultry 
Feed, supra, that one of these descriptions is not more specific than 
the other, and the finding in Electric Machinery Mfg. Co. vs. M. St. P. 
& S. S. M. Ry. Co., supra, that the description ‘‘n. o. s.’’ means not 
otherwise specified in the same tariff, we find that while the two items 
were contained in different tariffs there were conflicting rates provided 
by the different tariffs, and under the doctrine of Chicago, I. & L. Ry. 
Co. vs. International Milling Co., 33 Fed. (2d) 93, and Trinidad Bean 
& Elevator Co. vs. Chicago, B. & Q. R. Co., 185 I. C. C. 188, 192, the 
lower of the two rates was the applicable rate. 


Tariff Interpretation 


New York.—Question: Will you please tell us what the cor- 
rect rate should be on sugar, in bags, from Brooklyn, N. Y., t0 
Bridgeport, Conn., on a shipment of 10,000 pounds, routed via 
XYZ Trucking Co. This truckman’s tariff is governed by the Na- 
tional Motor Freight Classification but no Class “F” rating 1s 
provided, yet the column breakdown rate bases are provided 
which are the scales provided for rates which are governed by 
the Official Motor Freight Classification. Ba 

In view of this ambiguity, and this carrier’s admission and 
subsequent correction by becoming a member of the Official 
Motor Freight Classification, and the Eastern Motor Freight 
Conference, Inc., wherein they now protect the New Englané 
Class and Commodity scale of rates, can such admission an 
subsequent correction be stated as intent to protect the proper 
class rating? ; 
Answer: In our opinion, the applicable rate in Lange! 
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LOOKING FOR A SITE? 


Wt 


The problem of finding a 
site for a new factory ...or 
a location in an available 
plant...has been solved for 
many an industry by the 
Wabash. We invite your 
inquiry. Let us help you 
find a location handy to 
raw materials and markets 
...a place where there is am- 
ple labor supply. Wabash 

serves the heart of America... 

a vast industrial and agri- 
cultural empire safely re- 
moved from the coasts yet, 

via dependable Wabash 
Red Ball freight and con- 
necting systems, linked 
with the shipping lines of 

the world. Our services in helping you 

find a suitable site are free upon 
request. For confidential, 
friendly service, 
write or 
call 


H. H. McINTYRE 


Industrial Agent 


WABASH RAILWAY 


Railway Exchange Building 
St. Louis, Missouri 


At great expense, Houston has provided 
shipside or marginal tracks on which the trans- 


fer of heavy and unwieldy commodities are 


~ handled direct from car and ship. This view 


hows lumber thus handled. 


J. Russell Wait, Director of the Port 


Houston, Texas 











Before any piece of produc- 
tion equipment is purchased 
—before a single wheel 
turns—there must be 
hours and hours of paper 
work by executives, engi- 
neers and department 
heads. 

So—thank the office 
force as well as your shop 
chief if you’re meeting pro- 
duction schedules. With the 
ever-increasing complexities 
of defense work, manage- 
ment has one tough job. 

Yes—thank them. 
Recognize their accomplish- 
ments, raise their salaries, 
work ’em overtime — but 
for America’s sake, don’t 
handcuff them! Give them 
the tools needed to avoid 
confusion — to keep ahead 
of shop output. Give them 


EDISON 


VOICEWRITER 
Ediphone 





1117 


extra office equipment — 
telephones, adding ma- 
chines, and Ediphones. 
These are tools of defense 
just as much as lathes, drill 
presses and forges. 

Thousands of executives 
are adding an hour (or 
more) a day to their capac- 
ity—through the efficiency 
of Ediphone Voice Writing. 
Multiply that hour by the 
vast number of Ediphone 
users and their secretaries, 
and you'll recognize one 
sizable contribution to de- 
fense in man-hours. 

Get the complete story on 
Ediphone as a defense tool 
—phone Ediphone (your 
city) or write Dept. X10, 
Thomas A. Edison, Inc., 
West Orange, N. J. Or — 
Thomas A. Edison of 
Canada, Ltd., 610 Bay St., 
Toronto. 

















THE LINE OF SERVICE 


Connecting the Peoria and Springfield 
Gateways 


Modern, high-speed locomotives and equipment 
insure fast and dependable freight service between 
all territories. 


Choice industrial sites available, desirable 
community, accessible power, cheap fuel 
and dependable transportation. 


Inquiries invited regarding service, rates and indus- 
trial sites. Communicate with any traffic repre- 
sentative listed below or 


V.H. WILLIAMS, General Traffic Manager 
709 ILLINOIS BLDG. SPRINGFIELD, ILL. 


* 

CEDAR RAPIDS, IOWA LOS ANGELES, CALIF. PITTSBURGH, PA. 
John Linsley, C. A. A. M. Culver, G. A. A. Waldbauer, G. A. 
307 Security Bidg. 417 Van Nuys Bidg. 528 Park Bids. 

CHICAGO, ILL. MEMPHIS, TENN. ST. LOUIS, MO. 


H. J. Thuller, G. A. 
140 South Dearborn St. 


DALLAS, TEXAS 


N. J. Boatner, C. A. 
803 Exchange Bidg. 


MINNEAPOLIS, MINN. 


G.E. Zetzsche, G. A. 
1172 Arcade Bidg. 


SAN FRANCISCO, CAL. 


H. G. Williamson, G. A. E. Irber, G. A. J. L. Dickson. C. A. 
1301 Dallas NationalBankBidg. 316 Corn Exchange Bldg. 465 California St. 
DETROIT, MICH. NEW YORK, N. Y. TULSA, OKLA. 
Gordon O'Day, G. A. H. H. Meyer, E. T. M. W.S. Larsen, G. A. 
3-107 General Motors Bidg. 535 Fifth Ave. 240 Kennedy Bldg. 
KANSAS CITY, MO. PEORIA, ILL. WASHINGTON, D. C. 


Geo. F. Kleinhoffer, G. A. 


Joe Walker, G. A. J. T. Kingsley, T. R. 
405 Midland Bldg. 


916 Com'l Natl. Bank Bldg. 209 Mills Bidg. 


—- 
ILLINOIS MIDLAND 
RAILWAY 





TRAFFIC WORLD 


Transport Corporation Tariff M. F.-I. C. C. No. 4, on sugar 
effective June 16, 1941, to be determined as follows: ; 
Rule 19 of the above referred to tariff provides: 


Class rates published in this tariff between points in New York 
and northern New Jersey, on the one hand, and points in Connecticut, 
on the other hand, together with territorial application, will be foung 
in Section A of this tariff. 

No commodity rates or exceptions to the National Motor Freight 
Classification published in this tariff will apply between the afore- 
mentioned area (except in Section A). 


If applicable from Brooklyn, N. Y., as described in Note A 
(page 8 of tariff), Brooklyn, N. Y., takes New York, N. Y., rates. 

Section A—Rate zone No. 17 applies between New York. 
N. Y., and Bridgeport, Conn. 

Rule No. 12—Unlisted ratings. 

In the event that the governing classification shows a class 
or rating which is not provided for by specific column in this 
— apply the next high column rating as provided in this 
tariff. 

Due to the fact that Section A does not provide a class or 
column “F,” and that class “F’” falls between classes 3 and 4, 
according to Rule 12 Class 3 rates will apply for class “F.” 

The 3rd class rate for Rate Scale No. 17, covering 6,000 
to 11,999 pounds, inclusive, is 52 cents per 100 pounds. 

If the point of origin is in Brooklyn, N. Y., as covered by 
Note B (page 8 of tariff), the total amount of freight charges 
shall be ascertained by computing the charges accruing to or 
from New York, N. Y., and adding thereto the amount of 
charges based on the arbitraries provided in Note B. 


FLORIDA SPECIAL SERVICE TO RESUME 


The Florida Special, streamlined, diesel-powered New 
York-Florida passenger train, will resume service on a 24-hour 
schedule in December. Departure time from New York will 
be 1:00 p. m. with arrival at Florida East Coast points the 
following morning and Miami at 1:00 p. m. 


INTER-AMERICAN HIGHWAY 


Federal Loan Administrator Jones, in a press conference 
October 22, said loans by the Export-Import Bank to Mexico, 
aggregating $10,000,000 a year for three years, had been au- 
thorized, for use in construction of Mexico’s section of the In- 
ter-American Highway. 


CIVIL SERVICE POSITIONS 


The Civil Service Commission is accepting applications for 
positions as accountants and auditors to conduct field examina- 
tions of the accounts of common carriers. Applicants will not 
be required to take written examinations, but will be rated on 
the extent and quality of their accounting experience. The 
salaries of the positions range from $2,300 to $2,600 a year. 
Applications must be filed with the commission not later than 
November 28, 1941. Complete information and application 
forms may be obtained at any first or second class post office 
or from the Civil Service Commission at Washington, D. C. 


CHANGES IN DOCKET 


Hearing MC 96098 Sub. 1, October 20, Harrisburg, Pa., postponed 
to date to be fixed. 

Hearing MC 102616 Sub. 2, MC 102682 Sub. 3 and MC 102821, Octo- 
ber 20, Washington, D. C., held before Examiner Hand and Jt. Bd. 
362. 

Hearing MC 29854 Sub. 5, October 20, Brooklyn, N. Y., postponed 
to October 31, Hotel St. George, Brooklyn, N. Y., Jt. Bd. 119. 

Hearing MC 35628 Sub. 7, October 20, Harrisburg, Pa., postponed 
indefinitely. 

Hearing 28000, Sub. 64, October 24, Chicago, canceled. 

Hearing 28000, Sub. 65, application N. Y. C. & St. L. for approval 
of proposed modification of systems of devices, set for October 24 at 
Chicago. 

Hearing MC 13250 Sub. 3, October 25, Houston, Tex., postponed 
to date tc ke fixed. 

Hearing W-417 and. W-617, October 27, Brooklyn, N. Y., canceled 
and reassigned November 10, Washington, D. C., Examiner Berry. 

Hearing Finance 5822 Sub. 9, October 24, Washington, D. C., cal- 
celed and reassigned November 10, Washington, D. C., Assistant 
Director Boles. 

Hearing 28000 Sub. 65, October 24, Chicago, canceled. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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Route your shipments for 
Texas and the Southwest 









PUBLISHERS OF 


WORLD WIDE TRAFFIC FORMS 


for Domestic and Foreign Use 











; Size of Pad 

= Domestic Forms Size of | Peds 
©2201 Affidavit Concerning Shortage. ..........2+ee0- 5x 8% $0.30 
#2202 Affidavit Concerning Damage.............-e+0. 5x 8% .30 

= (paaevks Caaperning, + Q. of Material. .... Heath = 

racer and Notice of Claim..........ceeseeeeee ‘ . 

708 Consignee’s Form Concealed L. and D.......... 8 xl -65 Dependable Co-ordinated 

Bees orae | tet | S| sealee Matai 

2208R | Standard Form for Loss sae tienen Claims... : 8 4x11 165 ervice aintaine rom * * * * 
an Inderaniy toe SEED RET PRE or Sixls % = 

i Nn i cca pea udie sean ee aeaewene ° 

nS hee orn we eneahee hens ncewasene 5 8 -30 

23 Car Order Form Re ernest sctasianoaes 5x 8% 20 * * EASTERN CENTRAL AND MIDWESTERN 
zis. | Express Gvercharge’ and L. and D. Cin (omb). Sixll | 325 TERRITORIES ALSO SERVICE FROM 
Sa | Sesto of Anteal Vasue for Pater Temp Gas| 6 2? 35 PHILADELPHIA AND SEABOARD TERRI- 
2412 | Transp. Co.'s Inspector's Report of L.andD....| 8 xll\% -50 TORY VIA SOUTHERN STEAMSHIP 
Form | Export Zouns Size of | Pads COMPANY 

128-4) Canadian Manifest (Form MA) Direct Sale...... 84x14 $0.35 
2210R | Canadian Manifest (Form NA) Consignment....| 84x14 .35 








Receiving stations located in principal cities 


All other export forms can be furnished. Ask for samples. 


HORDERS, INC. LONE STAR PACKAGE CAR CO., INC. 


231 S. JEFFERSON STREET CHICAGO, ILLINOIS “FAST COURTEOUS PERSONAL SERVICE” 











Manufacturers of 


STEEL STRAPPING 


Nailless 
Nailed on 


Car Banding 


STRAPPING TOOLS 


* 
THE STANLEY WORKS 


Steel Strapping Division 






SHIPPERS and 
TRAVELERS between 


KANSAS CITY* SHREVEPORT 
PORT ARTHUR>NEW ORLEANS 


Because Kansas City Southern- 
Louisiana & Arkansas Lines do provide 
finest-fastest passenger and freight 
service between the “Heart of America” 
and New Orleans, and the Sabine’ 
Ports of the Gulf —here’s your best 
buy in transportation in this territory. 











































New Britain, Conn. 


TRADE MARK 


RAINS” 
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Docket of the Commission 


NOTH—lItems in the docket marked with an asterisk (*) have beex 

added since the last issue of THz Trarric WorLpD. New assignments 

THE now on the Commission’s docket of dates later than herein shown « 
will not bear asterisks when they do appear. Current cancellations 

and postponements announced too late to show the change in this 


DELTA LINE docket will be noted elsewhere. 


October 27—Boston, Mass.—Hotel Manger—Examiner Ormond: 
MC 102808—C. Krinsky, Boston, Mass., certificate. 
October 27—Chattanooga, Tenn.—U. S. Court—Jt. Bd. 107: 
FO 4 T be AD 7 MC 33570 Sub. 4—Super Service Motor Freight Co, Nashville, Tenn, 
certificate to extend operations. 
October 27—Davenport, la.—U. S. Court—Examiner Dunn: 
MC 70359, Sub. 1—Poole Transfer, Muscatine, Ia., certificate. 
BETWEEN THE October 27—Ft. Wayne, Ind.—U. S. Court—Commissioner Patterson 
and Examiner Mattingly: 
28496 et al.—Proportional rates of common carriers and minimum 


charges of contract carriers, 
October 27—Harrisburg, Pa.—Public Utilities—Examiner Schubert: 


MC 29490 Sub. 1—W. S. Clark, Mifflintown, Pa., certificate to extend 
operations. 
October 27—Houston, Tex.—Ben Milam Hotel—Examiner Cheseldine: 
MC 102547—A. L. Simpson, Adjusting Co., Houston, Tex., certificate, 
October 27—New Orleans, La.—Jung Hotel—Examiner Weems: 
1. & S. 5046—Cotton, Oklahoma to New Orleans. 
October 27—Oshkosh, Wis.—Raulf Hotel—Examiner Konigsberg: 
28708 and Sub. 1—Ott Coal Co. et al. vs. Ann Arbor et al. 
October 27—Portland, Ore.—Multnomah Hotel—Jt. Bds. 5 and 11: 
MC 69584 and Sub. 1—Cascade Fast Freight, Los Angeles, Calif. 
October 27—St. Louis, Mo.—Coronado Hotel—Examiner Disque: 
Fourth Section Ap. 19035—Potatoes and onions to the southwest and 


On providing passenger and 


south. 
1. & S. 4978—Potatoes and onions, west to south and southwest. 
freight service between the Americas, the October 27—Washington, D. C.—Argument: 


MC C-223—Planters Nut & Chocolate Co. et al. vs. American Trans- 
fer Co. et al. 
October 27—Washington, D. C.—Examiner Lyle: 
Finance 13475—Application of C. & O. for authority to acquire cer- 
tificates of deposit representing beneficial interest in shares of 


Delta Line is helping to knit a closer bond 


between the business organizations of these 


2 prior lien stock of the Wheeling & Lake Erie. ,. 
two great continents. Careful and courteous October 27—Weston, W. Va.—Federal Bldg.—Examiner Nye: 
Finance 13422—Application of B. & O. for permission to abandon line 63 


from Bendale to Burnsville, W. Va. 
October 28—Boston, Mass.—Hotel Manger—Examiner Ormond: — 
MC 38157 Sub. 2—M. E. Hicks & Son, Foxboro, Mass. 
October 28—Brooklyn, N. Y.—St. George Hotel—Examiner Russell: 
W-512—Luckenbach Gulf Steamship Co., Inc., Form BWC 2-A, com- 
mon carrier application. 
W-620—Luckenbach Steamship Co., Inc., Form BWC 2-A, contract 
carrier application. 
* W-620—Luckenbach Steamship Co., Inc., Form BWC 2, common car- 
rier application. 
October 28—Davenport, la.—U. S. Court—Examiner Dunn: 
MC 102593—G. Sparrow, Keokuk, Ia., certificate. 
October 28—Harrisburg, Pa.—Public Utilities—Examiner Schubert: 


attention to all shipping details help to 
make the Delta Line more capable to serve 
you in your South American market re- 


lations. 


The Delta Line has always valued the sup- 


ort of its friends who have used its services MC 102557—J. A. Beres, Port Carbon, Pa., permit. 
P MC 10272i1—C. R. Plank, Biglerville, Pa., certificate. 
throughout the years. It hopes to warrant October 28—Houston, Tex.—Ben Milam Hotel—Examiner Cheseldine: 


MC 101422—W. A. Green Transfer & Storage Co., Lufkin, Tex. 
October 28—Knoxville, Tenn.—U. S. Court—Jt. Bd. 221: 
MC 52569 and MC 16246—Ferguson Transfer Co., Inc., Johnson City, 
Tenn., permit. 


their confidence by continuing to give 


courteous, efficient, dependable, and best October 28—Knoxville, Tenn.—U. S. Court—Jt. Bd. 8: 
, ‘ : MC 7804 Sub. 7—Smith’s Transfer Corporation, Lenoir, N. C., certifi- 
possible service at all times. cate to extend operations. 


October 28—New Orleans, La.—Jung Hotel—Examiner Weems: 
1. & S. 5051—Molasses and syrup, La. to Ark. 
October 28—St. Louis, Mo.—Coronado Hotel—Examiner Disque: 
Fourth Section Ap. 19158—Lime to Texas. 
October 28—St. Paul, Minn.—Hotel St. Paul—Examiner Haden: 
: 4 Ex Parte 127—Status of public stockyards companies, 
South American traffic or South American October 28—St. Paul, Minn.—Hotel St. Paul—Examiner Konigsbers: 
1. & S. 5023—Brick—Mason City, Ia., to La Crosse, Wis. 
October 28—Washington, D. C.—Argument: 
: P 2 Finance 11897—M. St. P. & S. S. M. reorganization. 
Line office or write direct to the general October 28—Washington, D. C.—Examiner Lyle: 
Finance 13442—Application of L. & N. for certificate permitting 
offices in New Orleans. abandonment of line extending from Allingham to Harriman, Tenn. 
Finance 13488—Application of L. & N. for authority to operate over 
line of Southern between Oliver Springs and Harriman, Tenn. 
October 29—Brooklyn, N. Y.—Hotel St. George—Examiner Russell: 
W-333—Refrigerated Steamship Line, Inc., Form BWC 2-A, common 
carrier application. 


MISSISSIPPI SHIPPING CO., INC. tre = aga Co., Inc., Form BWC 2-A, common 


October 29—Concord, N. H.—Public Serv. Comm.—Examiner Ormond: 
Owner and Operator with MC 102629—Williams Transportation Co., Inc., Nashua, N. H., cer 
tificate. 
Offices in New Orleans, Chicago and New York MC 102284—W. O. Parker, Littleton, N. H., permit. 
October 29—Davenport, la.—U. S. Court—Examiner Dunn: 
MC 102539—Haberman Creameries, Kalona, Ia., permit. 


A October 29—Detroit., Mich.—Hotel Fort Shelby—Commissioner Patter 


If you want the latest information about 


service, just Communicate with any Delta 


son and Examiner Mattingly: 
28496 et al.—Proportional rates of common carriers and minimum 
charges of contract carriers. 
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PERFECTION ON RAILS 
OF YOUR TARIFF I) Stray vipeey Pal ibis 
O HUNTING TIME BETWEEN CHICAGO—KANSAS CITY AND TUCSON—PHOENIX 


CAN BE SAVED with 


AUTOMATIC SPECIALIZED TARIFF 
FILES AND DESKS 


Just pull out the proper drawer of your 
Automatic tariff file, part the contents 
at the point of reference, and the front 
tilts forward and the follower block 
tilts back (automatically) giving you 
9” of working space with the face of 
the tariff exposed. 


No waste motion or lost time, no 
tugging to get the tariff out, 
and when reference is com- 
plete, slip the tariff back — 
the place ready (no cram- 
ming) it slips in easily. 
























THE ONLY THROUGH 
STREAMLINED TRAIN TO 
SOUTHERN ARIZONA 


All- Pullman, all- private room 


oe | 












~ 
- 
= 
- 


= 
- 


ay) 


Departures every second day 









Closing the drawer straightens accommodations, with room- beginning December 15 
up the front and follower ettes, single and double bed- No.29 SCHEDULE No.30 
block, compressing the contents, and rooms, compartments and 8:45 pm Lv. Chicago Ar. 9:30am 
drawing rooms. Stewardess- 8:44am Ar. Tucson Lv. 8:33 pm 


keeping them in perfect condition with- 


: : Nurse Service. De luxe Dining 11:25 am Ar. Phoenix Lv. 6:00 pm 
out buckling or sagging. 


Car. Buffet Lounge-Observation 


Car. Extra Fare. a 8) ss kK 


For information, consult 

A. D. MARTIN, Pass’r Traffic Mgr. S | an d 
Rock Island Lines : 

723 La Salle St. Station, Chicago, III. 






















Write for complete information on this and other units 


AUTOMATIC FILE & INDEX CO. 


631 W. WASHINGTON BLVD. Dept. A-87 CHICAGO, ILL. 


















Why 
G-B CONTAINERS 
Speed Up 
OVERSEAS and 
OVERLAND 
SHIPMENTS 


ManuracturErs of scores of different types of products have utilized General Box 
laboratories to keep their packing and shipping in step with faster production schedules. 



































General Boxes, Crates or specially designed containers have been developed to meet 
individual requirements. Standard containers such as the General All-Bound Box are 
being used to replace heavier, harder-to-handle boxes and barrels. Packing time is 
reduced because the General All-Bound is delivered two-thirds assembled. Lost motion 
is eliminated by the quick assembly and easy sealing of wires already in position. 
Ample protection is provided yet tare weight has been reduced to a minimum. 























Regular and Dependable 
Service to 


HAVANA * PANAMA ° JAMAICA 
COSTA RICA * HONDURAS 
COLOMBIA * GUATEMALA 

BRITISH HONDURAS 


UNITED FRUIT COMPANY 


Pier 3, North River, New York 
321 St. Charles St., New Orleans 






The strategic location of General Box plants assures prompt 
service. Modern equipment and manufacturing methods enable 
“production line costs’’ which permit still further economies. 
Let us send“you the new booklet showing how makers of products, 
similar to yours, have gained important advantages by using 
General Box Company’s laboratory service. 


Write today. 


GENERAL BOX COMPANY 


General Offices: 50 W. Illinois St., Chicago, IIl. 


District Offices and Plants: Brooklyn, Cincinnati, Detroit, Kansas City, Louisville, 
Milwaukee, New Orleans, Sheboygan, East St. Louis, Winchendon. Continental 
Box Company, Inc.; Houston, Dallas. 


















































































































PORT OF 
LOS ANGELES 


LABEL FOR SPEED 


VIA 105 ANGELES 


This familiar stencil is used by thou- 
sands of importers and exporters as 
a direct route to and from the “Far 
East” and “Down Under.” 


We invite your routing VIA .. . 


The Port of Los Angeles 


BOARD OF HARBOR COMMISSIONERS 


LOS ANGELES, CALIFORNIA 
189 City Hall M. G. Rouse, Secretary 
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October 29—Harrisburg, Pa.—Public Utilities—Examiner Schubert: 
MC 102288—E. E. Dorand, Waynesboro, Pa., certificate. 

October 29—Houston, Tex.—Ben Milam Hotel—Jt. Bd. 32: 

MC 65653, Sub. 3—Wald Transfer & Storage Co., Houston, Tex, 

October 29—Knoxville, Tenn.—U. S. Court—Jt. Bd. 238: 

MC 78631 Sub. 7—Hoover Truck Co., Inc., Nashville, Tenn., certig. 
cate to extend operations. 

October 29—New Or'!eans, La.—Jung Hotel—Examiner Weems: 
W-375—W. Horace Williams Co., exemption section 302(e) or 303(h), 

authority under section 309. 

October 29—St. Louis, Mo.—Coronado Hotel—Examiner Disque: 
Fourth Section Ap. 18497—Coal to Winona and Red Wing, Minn. 

October 29—Washington, D. C.—Examiner Fuller: 
28504—Baltimore Steam Packet Co. et al. vs. A. G. S. et al. 

October 30—Chicago, IIl.—Sherman Hotel—Jt. Bd. 13: 

MC 60649, Sub. 1—Parkway Transfer, Elgin, Ill. 
MC 67162, Sub. 1—Finley Trucking Service, Lexington, Il. 

October 30—Concord, N. H.—Public Service Comm.—Examiner Ormond: 
MC 41537 Sub. 1—C. W. Haywood Transportation, Nashua, N. H.,, 

certificate to extend operations. 

October 30—Harrisburg, Pa.—Public Utilities—Examiner Schubert: 
MC 40200 Sub. 1—Reliable Transfer of York, York, Pa., certificate 

to extend operations. 

October 30—Houston, Tex.—Ben Milam Hotel—Jt. Bd. 77: 

MC 101288—W. H. Williams, Houston, Tex. 

October 30—New Orleans, La.—Jung Hotel—Examiner Weems: 

W-660—New Orleans Coal and Bisso Towboat Co., Inc., exemption 
Sec. 303(e) and 302(e) or Authority Sec. 309. 

October 30—Newark, N. J.—State Com.—Examiner Messer: 

MC 2880, Sub. 1—Somerset Bus Co., Inc., Mountainside, N. J. 

October 31—Brooklyn, N. Y.—Hotel St. George—Examiner Russell: 
W-553—Southern States Towing Lines, Inc., Form B. W. C. 2-A, con- 

tract carrier application. 
.W-556—MclLain Line, Inc., Form BWC 2A, contract carrier application, 
W-557—McLain Carolina Line, Inc., Form BWC 2-A, common carrier 
application. 
Ww-558—Harbor Corp., Form BWC 2A, common carrier application. 
W-559—McLain Marine Corp., form BWC 2A, common carrier applica- 
tion. 

October 31—Brooklyn, N. Y.—Hotel St. George—Jt. Bd. 119: 

MC 29854 Sub. 5—Hudson Bus Transportation Co., Jersey City, N. J., 
certificate to extend operations. vi 

October 31—Cape Girardeau, Mo.—U. S. Court—Examiner Disque: 
W-747—Erlbacher Brothers, application to operate as water carriers, 
W-845—Application of Eddie Erlbacher to operate as water carrier. 

October 31—Chicago, IIl.—Sherman Hotel—Jt. Bd. 21: 

MC 42649—J. J. Crosby, Cartage, Chicago, certificate or permit. 
MC 96147—Reliable Cartage Co., Chicago. 
October 31—Cleveland, O.—Cleveland Hotel—Commissioner Patterson: 
son and Examiner Mattingly: 
28496 et al.—Proportional rates of common carriers and minimum 
charges of contract carriers. 

October 31—Concord, N. H.—Public Service Comm.—Examiner Ormond: 
MC 102545—Bert Dumont, Moving, Manchester, N. H., certificate. 
MC 102748—Eames Oil Co., Littleton, N. H., permit. 

October 31—Detroit, Mich.—Hotel Fort Shelby—Jt. Bd. 57: I 





MC 50047 Sub. 3—Petroleum Transportation Corp., of Ind., Detroit, 
Mich., certificate to extend operations. 
MC 102957—Rex Transportation Co., Detroit, Mich., certificate. 
October 31—Harrisburg, Pa.—Public Utilities—Examiner Schubert: 
MC 2827—S. S. Bertz and Co., Lancaster, Pa., certificate or permit. 


October 31—Knoxville, Tenn.—U. S. Court—Examiner Proudley: — 
MC 43038 Sub. 9—Commercial Carriers, Inc., Pontiac, Mich., certifi- 
cate to extend operations. BE’ 
October 31—MinneapOolis, Minn.—Hotel Nicollet—Jt. Bds. 96 and 142: 


MC 3575, Sub. 3—Bernd Trux, Inc., Chicago, certificate to extend 
operations. 
MC 68967, Sub. 2—E. C. Turck, Preston, Minn., certificate to extend l 
operations. 
October 31—New Orleans, La.—Jung Hotel—Examiner Weems: 
W-525—Coast Transportation Co., Inc., authority section 309. | Pre 
October 31—Washington, D. C.—Examiner Higgins: ‘ 
* MC F-1170—Cranberry Corp., control and merger, E. T. & W. N. C. Pi 
Motor Transportation Co.; purchase, W. S. Magill. 
November 1—Cleveland, O.—Federal Bldg.—Examiner Konigsberg: | Frei 
W-640—Carl Timmermann, form BWC 2-A, common carrier applica- 
tion. 
November 1—Concord, N. H.—State Comm.—Examiner Ormond: = 
MC 64322 Sub. 1—K. E. Perry, Winchester, N. H., certificate. 
MC 102694—P. H. Lackey. Winchester, N. H., certificate. —. 
¢ 








November 1—Harrisburg, Pa.—Public Utilities—Examiner Schubert: 
MC 102240—C. C. Knudson, Mount Wolf, Pa., permit. 
1. & S. M-1828—Kell Brothers, minimum charges. 
November 1—New Orleans, La.—Jung Hotel—Examiner Weems: 
* 1, & S. M-1723—Cotton factory products, Ala., and Ga. to Tex. points, 
truck-water-truck. 
November 1—Portiand, Ore.—Multnomah Hotel—Examiner Werner: 
MC 103039 EX—George Folquet, Castle Rock, Wash. 
November 3—Brooklyn, N. Y.—Hotel St. George—Examiner Russell: 
W-386—Transmarine Transportation Corp., form BWC 2A, contract 
carrier application. 
W-707—Frank A. Lowery, BWC 2A, contract carrier application. 
November 3—Cairo, I!l.—County Court—Examiner Disque: 
28215—Valley Steel Products Co. et al. vs. A. T. & S. F. et al. 
November 3—Chicago, IIl.—Sherman Hotel—Jt. Bds. 21 and 54: 
MC 64625, Sub. 1—L. Wolf, Lostant, Ill., permit. 
MC 100855—Custom Cartage Co., Chicago, certificate. 
MC 101353—J. C. Leonardi Cartage Contractor, Inc., Chicago, Il. 
certificate. 
November 3—Cleveland, O.—New Federal Bldg.—Examiners Carter and 
Haden: 
Ex Parte 127—Status of public stockyards companies. 
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SOUTHERN STEAMSHIP COMPANY. 


HOUSTON'S PIONEER LINE 





BETWEEN PHILADELPHIA, PA., and HOUSTON, TEXAS 


\ Sailings every Wednesday in both directions; subject to change 
without notice 


| From PHILADELPHIA From HOUSTON, TEX. 
Pier 46, South Wharves Municipal Wharves 








| Freight Received between Seaboard-Texas and Southwestern points; 
| subject to prior reservation 
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THE PORT OF MILWAUKEE 


“The Most Progressive Port on the Great Lakes’ 








¥& Modern municipal port facilities for bulk and package freight. 
* Prompt vessel despatch at new Outer Harbor docks. 


* Municipal terminals open to all shippers on equal terms. 


For port tariff and complete information, address: BOARD OF HARBOR COMMISSIONERS, City of Milwaukee 
Room 710, City Hall — Milwaukee, Wisconsin 
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STARRETT-LEHIGH 
BUILDING 


OUTSTANDING as its dominance over New York’s West 
Side midtown skyline, the STARRETT-LEHIGH BUILDING 


offers the manufacturer and distributor superior advantages: 


e Lehigh Valley R.R. freight terminal on street level; 
elevators direct to rail yard platform 


e Truck elevators to all floors, affording street floor 
facilities throughout 


eFloor areas, 52,000 to 124,000 sq. feet. Smaller 
units may be leased 


e High safety standards—lJow insurance rates 
e Live steam for manufacturing purposes 
eFast pdssenger elevators; restaurant; barber shop. 


INVESTIGATE .... learn what satisfied, 
nationally-known occupants are doing at the 


Starrett-Lehigh Building 


West 26th—West 27th Streets—lIlth to 18th Avenues 
D. R. CROTSLEY, Manager, 601 West 26th Street Tel.: CHickering 4-5520 
































BOTTLENECK-BUSTERS! 


Slow transportation can cause a bottleneck that slows 
up your entire business. That's something you never 
have to combat when you use RAILWAY EXPRESS ser- 
vice. We're quick, dependable and economical for all 


shipments, large or small! 


— And — 
When you need sa per-speed, use AIR EXPRESS. 


RAILWA XPRESS 


AGENCY INC. 
NATION-WIDE RAIL-AIR SERVICE 





* Modern handling equipment and methods. 
* Adequate rail and motor service to interior points. 


¥% Unexcelled rail-water industrial sites. 


Inquiries are cordially invited concerning transportation oppor- 
tunities via MILWAUKEE, the port of diversified commerce and 


facilities. 
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November 3—Columbus, O.—State Comm.—Examiner Borroughs: 
MC 8958 Sub. 1—Youngstown Cartage Co., Youngstown, O., certificate 
to extend operations, 
November 3—Concord, N. H.—Pub. Service Comm.—Examiner Ormond: 
MC 102810—B. L. Terrell, Milford, N. H., certificate. 
November 3—Dallas, Tex.—Baker Hotel—Examiner Cheseldine: 
MC 94916—W. M. Coplin & Son, Palestine, Tex. 
1. & S. M-1730—Wool, Texas to Mass. and R. I. points. 
November 3—Louisville, Ky.—Brown Hotel—Examiner Proudley: 
MC 102828—Larry’s Movers, Louisville, Ky., permit. 
1. & S. M-1827—Stop-off rule between central and southern terri- 
tories. 
November 3—Medford, Ore.—Federal Bldg.—Examiner Werner and Jt. 
Bd. 11: 
MC 14467 Sub. 12—Medford-Crescent City Truck Lines, Grants Pass, 
Ore., certificate to extend operations. 
MC 102855—K. Rosen, Coquille, Ore., permit. 
November 3—New Orleans, La.—Hotel Jung—Examiner Weems: 
1. & S. 5038—Handling freight between ships and cars at ports. 
November 3—Pittsburgh, Pa.—Federal Bldg.—Examiner Konigsberg: 
28691—Animal Trap Co. of American vs. Erie et al. 


BUS LINE FOR SALE 


Small interstate bus line (250 miles) serving large metropolitan centers. 
Two sections peculiarly well adapted for interurban development. 
Company has good rights and is in active operation. Owners will sell 
entire company or 50% interest to an experienced bus man, coupled 
with contract to manage property. Purchaser must have cash available. 
Reply Box 40 c/o TRAFFIC WORLD. 




















For less 
than 
53c 


a week 


Are you shipping defense goods—or anything 
else where rates must be checked quickly? Here's a 
service that provides easy-to-find rates to all agency sta- 
tions and thousands of inland and prepaid towns. You 


will always get rate changes on or before effective dates. 
Send for a copy on approval 


NATIONAL FREIGHT RATE SERVICE RicHigin 


Publishing Retes Since 1914 


? 
Xe 





are part of an important east and west 
route. They also serve productive in- 
dustrial and agricultural areas. Ship- 


Tar GREEN BAY & WESTERN LINES | 
ww 


ments routed our way are assured of 
fast dependable handling. 


GREEN BAY & WESTERN LINES 


General Office: Green Bay, Wis., L. C. Jorgensen, Traffic Mgr. 
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1.0.C. PRACTITIONERS 


OR 


THOSE PREPARING FOR PRACTICE 


oe 


A new advanced Interstate Commerce Law Course, completely covering 
the history, construction and application of the Interstate Commerce 
Act and other regulatory and amendatory acts, including the Trans- 
portation Act of 1940. Also covers practice and procedure—ethics— 
—rules of evidence, etc. 





oe 


Resident or Extension Courses—Applications Subject to Acceptance 
FOR DETAILS WRITE 


COLLEGE OF ADVANCED TRAFFIC 
14 E. JACKSON BLVD. “CHICAGO, ILLINOIS 














LOTT A oR RPE 


MC C-308; W. F. Smith Trucking Co., stopping in transit rule. 


MC C309, liquors, wines—official and W. T. L. territories. 


MC C-310, potatoes, to Md., Pa., and W. Va. from Vineland, N. J. 


No. 


— 


nahi 





WEAREVER Pencil 


IRON & STEEL PRODUCTS, Inc. 


36 years’ experience 


TRAFFIC WORLD 


Digest of New Complaints 


Pa 


Investigation instituted by the Commission, division 2, on its 
own motion, into the charges, etc., applicable to stopping in transit 
to complete loading, or partially to unload, of apple products anq 
canned goods as described in item 35 of tariff MF-I. C. C. 13 of 
William Frank Smith, dba W. F. Smith Trucking Co., from points 
in Pa., Va., and W. Va., to points in Ga., Ky., Tenn., Va. and 
W. Va., proposed to be put into effect by Smith. 


investigation instituted by the Commission, division 2, into the 
rates and charges, etc., applicable to the transportation in inter. 
state or foreign commerce of alcoholic liquors and wines, minima 
30,000 and 40,000 pounds, from Baltimore, Md., Boston, Mass., Hart- 
ford, Conn., New Brunswick, Linden and Trenton, N. J., New 
York, N. Y., and Philadelphia, Pa., and points grouped with those 
origins to Akron, Canton, Cincinnati, Cleveland, Columbus, Day- 
ton, Toledo and Youngstown, O., Chicago, Ill., Des Moines, Ia,, 
and Minneapolis, Minn., and points grouped with those destina- 
tions, and from Pittsburgh, Pa., and points grouped therewith to 
Baltimore, Cedarhurst, Dundalk, Relay and St. Denis, Md., and 
points grouped with those destinations, maintained by Wilson 
Freight Forwarding Co., Inc., by Liberty Motor Freight Lines, Inc., 
and carriers parties to its MF-I. C. C. No. 8 as amended, and by 
carriers parties to tariffs of Agents J. A. Connors, Everett H, 
Russell and H. M. Sell. 


Investigation instituted by the Commission, division 2, into and 
concerning the reasonableness and lawfulness otherwise of the 
rates, etc., applicable to the transportation in interstate and for- 
eign commerce of potatoes, minimum 20,000 pounds, from Vine 
land, N. J., to Cumberland, Md., Altoona, Butler, Connellsville, 
Ind., Monongahela, New Castle, Pittsburgh, Somerset and Union- 
town, Pa., Clarksburg, Martinsburg and Wheeling, W. Va., pro- 
posed to be put into effect by Monticue Lines, Inc., Uniontown, Pa, 
28722, Sub. No. 2, Charleston Produce Distributors, Charleston, 
S. C. et al., vs. Atlantic Coast Line et al. 

Rates and charges, potatoes, white and Irish, shipped between 
May 1, 1938, and June 14, 1940, from origins in Charleston, Beau- 
fort, Colleton and Dorchester counties, S. C., on defendants’ lines 
and by boats from nearby Island Landings transshipped at Yonges 
Island, S. C., and Charleston, S. C., to destinations in New England, 
middle Atlantic, middle western and southern states east of the 
Mississippi River, routed via defendant carriers, in violation of 
sections 1, 2, 3, 4 and 6. Asks cease and desist order and repara- 


tion with interest. (W. R. Alexander, P. O. Box 1188, Savannah, 
Ga.) 





Men: WANTED 


CARS — Tank, Refrigerator, 
Hopper, Gondola, Dump, Etc. 


LOCOMOTIVES — All types. 
CAR REPAIR PARTS. 
RELAYING RAILS. 


Also your Inquiries for above. 


ERequest 
our pepular 


when responding. 


134505. Brainard Ave., Chicago, Illinois 


“ANYTHING containing IRON or STEEL” 
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practitioner and attorney. 


CLASSIFIED ADVERTISING 


« « RATES: $1.00 a Line, Minimum 3 Lines » » 


WANTED—Position as traffic manager or assistant by man with 
years’ experience in railroad and truck transportation; ce 
Box 37, Traffic World. 


POSITION WANTED—Traffic manager, 20 years’ experience, largé 


firm, attorney, registered practitioner, capable all phases traffic includ- 


ing surveys to widen distribution. 


eel 
SITUATION WANTED—10 yrs.’ traffic and general transp. xP. 


Box 38, Traffic World. 


motor and water, mostly as chief traffic officer small but complicated 


line. 


Admitted to practice ICC and USMC. Box 39, Traffic World. 
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